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THE POTTER REVENUE PLAN 


Mark W. Potter, formerly a member of the Inter- 
state Commerce Commission, now one of the receivers 
for the Chicago, Milwaukee & St. Paul, and a railroad 
man of long experience, is proposing a plan, set forth in 
full elsewhere, for bringing about a situation whereby 
the roads in the west may, as a whole, earn about what 
they are supposed to earn under the transportation act 
of 1920 without, at the same time, enabling some of them 
to earn in excess of what might be called a reasonable 
return, while others would not earn what the act pro- 
vides. His plan is to make, instead of the eleven per cent 
increase asked by the western lines, a smaller percentage 
increase in freight rates (he suggests five per cent), with 
the understanding that those roads that earn more than 
the five and three-quarters per cent fixed as reasonable 
by the Commission under the act, would pool the rev- 
enue derived from the five per cent increase and divide 
it among the weaker lines in proportion to the extent 
to which they might fail to earn five and three-quarters 
per cent. 

Mr. Potter is not specific as to how he would bring 
about this arrangement, but we presume it would be 
done by agreement of the carriers, approved by the Com- 
mission after proper hearings. He could hardly expect 
that it would be done by law, for the reasons, first, that 
to attempt to do such a thing by law would necessitate 
great delay, with the possibility or probability, even then, 
that the law might not be enacted, and, second, that a 
law compelling carriers to pool and distribute among 


weaker lines any part of their earnings would probably 
not stand up. 


The plan is novel and ingenious. Even though it 
might, if put into effect, meet the situation, there are 
many objections that might be urged to it. 

There is no question but that some of the western 


greater revenue than that to which they are entitled or 
than that contemplated by the transportation act. There 
is no question but that, when hearings on such a pro- 
posed general increase are held, there will be a storm of 
opposition by shippers who object to paying increased 
rates that would result in some lines making inordinate 
profits even though others earned only reasonable or less 
than reasonable returns. There is no question, in our 
opinion, but that, under the transportation act, however, 
the Commission must so adjust freight rates that the 
lines in the west, as elsewhere, may earn five and three- 
quarters per cent on their valuation. What, then, is the 
solution? How can the coil be untangled? Mr. Potter 
offers an answer. Can anyone offer a better one? We 
confess that we cannot. We confess also that, much as 
we have favored the transportation act as a constructive 
effort to meet the problem of adequate return for the 
carriers with equalization, as far as possible, of the rev- 
enue earned, we still have the problem of the strong and 
the weak roads. Anything the Commission may do in 
the way of a rate increase for the benefit of the weaker 
lines makes the strong ones still richer, and, on the other 
hand, if it refrains from making the strong lines more 
profitable, it works an injustice on the weaker lines. 


It is true, as Mr. Potter points out, that the trans- 
portation act contains some provisions that might have 
brought about better equalization of earnings, but these 
provisions have not been used. For instance, the act 
provides for consolidations on a plan to be worked out 
by the Commission. One of the good results expected 
by advocates of consolidation was equalization of rev- 
enue. But, in the first place, the Commission has not yet 
worked out a plan. In the second place, carriers cannot 
be expected voluntarily to consolidate in an effort to 
equalize revenue. That is, a strong line ought not to be 
expected to take over a weak one in order to solve the 
problem of distribution of revenue. They have not done 
so, they cannot be compelled to do so, and they ought not 
to be compelled to do so. 


The transportation act also provides for equalization 
of revenue by permitting carriers to pool traffic and earn- 
ings. But the carriers have not availed themselves of 
this permission. It also gives the Commission great lati- 
tude in the matter of divisions, permitting it to take into 
account the amount needed to yield a fair return to the 
carriers participating in through movements. But little 
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has been done under this provision. Perhaps more 
should have been done. Perhaps more will be done under 
these sections now that the present situation confronts 
us. Perhaps enough can be done to make Mr. Potter’s 
plan unnecessary. Perhaps, on the other hand, Mr. Pot- 
ter’s plan would not be taken advantage of any more than 
other means provided by law have been utilized. On 
the other hand, his plan, as we understand it, would not 
become a plan at all unless it were availed of, for it must 
develop, if at all, as a proposal made by the carriers to 
the Commission, something like this: “Many of the 
roads in our territory need more revenue. Some of them 
do not. Give us a five per cent increase and those of us 
that do not need it will pool the additional revenue and 
divide it, pro rata, among those that do need it. Thus, 
the burden of increased rates on the shipping public will 
be small, but the situation in the west will be saved.” 


Though we see many objections to such a plan in 
theory, we see few in practice, if it be confined to a vol- 
untary pooling of revenue by the carriers. We should be 
opposed to any enactment compelling such pooling, even 
if such a law could stand, for we believe the objections to 
that kind of paternal legislation outweigh the arguments 
in favor of it as meeting any specific situation. So, the 
matter is up to the railroads. The weaker lines 
might be expected to favor the plan. It offers them what 
they need—additional revenue. While the stronger lines 
would profit more for the present through a percentage 
increase—whatever it might be—the proceeds of which 
need not be pooled, nevertheless, they might take the 
view that their own smaller interest was involved in the 
larger interest of the entire territory and might not hold 
out against such a plan at the risk of causing general 
dissatisfaction, popular sentiment against the railroads, 


and even then, perhaps, gaining nothing for themselves- 


in the way of a rate increase. If something like the Pot- 
ter plan were adopted, the roads that are already earning 
plenty would have nothing that they now have taken 
away from them and they would be contributing to a 
solution that would, on the face of it, make for something 
like general satisfaction and peace. 

There are some complications presented by the Pot- 
ter plan, but perhaps they could be worked out. For in- 
stance, the law provides that any road earning more than 
six per cent on its valuation shall pay one-half of the 
excess earnings to the government to be used for certain 
purposes. If a blanket increase of five per cent weré 
granted under the Potter plan, there would be more 
roads earning over six per cent and those roads now earn- 
ing more than six per cent would increase the amount of 
their excess. How, then, under the law as it stands, 
could they agree to give to other roads all the excess 
provided by a five per cent increase? The best they 
could do, it seems to us, would be to agree to pool and 


distribute among the weaker roads only that part of the ’ 


revenue derived from the five per cent increase that, 
under the law, they would be entitled to keep. With this 
fact in mind, the amount that might be pooled as a result 
of a five per cent increase does not look so good and the 
benefit for the weaker roads looks smaller, with a cor- 
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responding increase in the amount of excess earnings to 
be taken by the government. 

Mr. Potter’s plan would be more logical and meet 
the situation more fully, though, perhaps, it might not 
be so acceptable from other points of view, if, instead of 
providing that roads earning more than five and three- 
quarters per cent should pool, for the benefit of weaker 
roads, merely the additional revenue derived from the 
five per cent increase, it provided that they should pool 
and divide among the weak sisters all their revenue in 
‘excess of five and three-quarters per cent. If that were 
done, a five per cent increase would come nearer filling 
the requirements of the situation. We doubt if a five 
per cent increase would do it under the plan suggested 
by Mr. Potter. 


We have been, more or less, thinking aloud in the 


‘above. We admit that we are as yet neither definitely in 


favor of nor definitely opposed to Mr. Potter’s plan. We 
think it offers a basis for consideration. We are con- 
fronted by a condition that must be met. Mr. Potter may 
have hit on a happy solution. If he has, however, the 
success of his plan must depend on the cooperation of 
the carriers with each other for their own and the public 
good, on the willingness of shippers to accept the plan 
without a fight before the Commission, and on the wis- 
dom of the Commission in accepting the plan as one that 
will make for fairness and peace. 

There is one other point we wish to make while we 
are on the subject. That is a point raised by a letter 
from an Idaho correspondent, published elsewhere. 
Why, in all this consideration of increased revenue for 
western lines, is attention confined to freight rates? Is 
there nothing general that can or ought to be done about 
passenger fares as a method of raising, at least in part, 
some of the additional revenue required? 


ASSIGNED CAR CASE 


In a brief for the government filed in the District Court of 
the United States for the eastern district of Kentucky at Lon- 
don, Ky., in No. 822, Ford Motor Company and Fordson Coal 
Company vs. United States of America, defendant, and Interstate 
Commerce Commission, intervening defendant, in which the or- 
der of the Commission in the assigned car case is under attack, 
Blackburn Esterline, assistant to the Solicitor-General, and 
Sawyer A. Smith, United States attorney, say that the question 
presented for decision by the record is: 


In the distribution of cars among the mines for transportation of 
coal in times of car shortage shall the Ford Motor Company regulate 
the railway carriers in the interest of its private automobile industry 
to the exclusion of the public, or shall such regulation continue in 
the Interstate Commerce Commission in the interest of the public, 
of which Ford Motor Company is a part as provided by the Congress 
of the United States? There is no middle ground upon which to 
compromise these two propositions. It is either the one or the other. 
The case arises out-of the construction of the car service act in 
section 402 of the transportation act of 1920 (41 Stat. 476), which 
amended section 1 of the interstate commerce act, and particularly 
paragraph (12) thereof. 


Discussing the conditions under which Congress enacted the 
car service paragraphs, counsel for the government say that “the 
cases show that the modified assigned-car rule, as permitted by 
the Hocking Valley and Traer cases, has never been permanently 
accepted; on the contrary, that rule, even as modified by the 
Commission, has, from the beginning, been a bone of bitter con- 
tention before Congress, Commission and courts. So great has 
been its malignancy that it never rose to the surface and showed 
its ugly form without being vigorously assailed.” 


In their argument in support of the Commission’s order, 
counsel, in part, say: 


Counsel for the government maintain that the statute, ‘During 
any period when the supply of cars available for such service does 
not equal the requirements of such mines it shall be the duty of the 
earrier to maintain and apply just and reasonable ratings of such 
mines and to count each and every car furnished to or used by any 
such mine for transportation of coal against the mine;’’ (41 Stat. 476), 








62 THE TRAFFIC WORLD 


is not only clear and positive on its face, but in enacting it the 
Congress in solemn and in deadly earnest meant exactly what it 
said. To remove any doubt on that score, severe penalties were 
attached. * * * Counsel for the government further maintain that 
it was the congressional intention absolutely to abolish the assigned 
car rule and to cut up root and branch all of the iniquities which 
sprung from the use thereof. The situation with respect to the 
assigned cars had reached such an acute stage that special legislation 
was necessary to relieve it. 

Opposing counsel maintain that paragraph (12) must be con- 
strued. They would contend the paragraph is meaningless on its 
face; that sources aliunde must be restored to to aid in its interpre- 
tation and construction. * * * There is neither evidence nor pre- 
sumption that the Congress blundered when it wrote the car service 
act or that it passed a meaningless statute. * * * If these private 
car owners may lease their cars to the carriers and thereby secure 
preference and advantage, why may they not also build or purchase 
tracks for lease to the carriers and likewise secure their preferred 
use? Under the definition of ‘‘car service’ the assigned cars con- 
stitute a part of railroad transportation equipment. They in no 
respect differ from the other cars which pass over the tracks. Their 
status is not changed by labels. * * * The order of the Commission 
treats these private cars precisely as the car service act provides. 
Their alleged private character does not give them and their owners 
a standing above the law. * * * Neither Congress, the Commission, 
or the courts have ever condemned the private car or the moving 
thereof by the railroad companies. Nor has the Commission ordered 
out of service a single private car. The most the statute and the 
order of the Commission do is to regulate the use of that car in the 
transportation service. 

Whether the Commission may order all private cars into the gen- 
eral pool, or direct that the private cars be sent to mines other than 
those to which they are consigned by their owners, are questions 
which do not arise on this record. 

Whether Congress has the power to abolish absolutely the use 
of the private car and thus to divorce completely business and 
transportation, as it undertook to do by the Commodities clause, 
is also a question not presented by this record. 

Paragraph (10) of Section 402 of the transportation act of 1920 
(ante, p. 14) defines car service, which includes private cars, as a 
part of railway equipment. ‘Transportation’ includes ‘‘cars * * * 
irrespective of ownership or of any contract, express or implied, for 
the use thereof, * * * ” (ante, p. 12). It is for the carrier to 
determine for itself under the car service act whether these private 
cars may be thrown into the general pool or sent to mines other 
than those to which they are consigned by their owners, or whether 
the carrier will eliminate them from the general equipment. 

f the question should arise it may become serious with the 
plaintiffs whether, under the car service act, these cars do not 
become a part of the carriers’ general pool of equipment the instant 
they go out upon the tracks. In executing the car service act the 
Commission is not bound to pry beneath labels on cars to ascertain 
the nature of private agreements between carriers and preferred 
‘shippers. Private cars are subject to demurrage charges as any 
other, Swift & Co. vs. Hocking Valley, 243 U. S. 281, even though 
standing on the private tracks of the shipper in its yards, Procter & 
ganas Co. vs. United States, 225 U. S. 282, affirming 188 Fed. Rep. 

By private agreements with shippers, carriers may not disable 
and obstruct themselves from complying with the car service act 
and the orders of the Commission. Carriers may not contravene the 
provisions of the statute by self-created obstructions. * * * 

Bituminous coal leads in the national necessities. The tonnage 
volume exceeds that of any other commodity. The essential undis- 
puted facts were notorious everywhere. The vice of the assigned car 
rule was completely within the knowledge of Congress and had been 
for a great many years when it enacted the car service act. 

The private-car owners are seeking a preference and advantage 
in the transportation of coal—a national necessity—in times of car 
shortage and the advantages which they claim, if allowed, might 
result in disaster to whole communities. * 

The Commodities clause ordered the railway carriers out of the 
coal business. The car service act orders private shippers out of 
preferred transportation of coal. 

The Commission calls attention to what is observable to all, that 
if the assigned car practice is continued, within a short time railway 
carriers will be leasing motive power from large and powerful shippers 
for preferred operation on their lines. The Commission found: 

“The private-car owner is either entitled to the preference to 
the full extent of the carrier’s willingness to accept his cars, or he 
is entitled to no preference whatsoever on account of that ownership, 
and a compromise is untenable.” (80 I. C. C. 561.) 

Plaintiffs by the device of leasing their private cars to the railway 
carriers at grossly inadequate rentals for the purpose of gaining the 
preferences and advantages which flow therefrom (93 I. C. C. 736) 
stand out in front as preferred and privileged classes. If they have 
that right under paragraph (12) they have the same right under 
paragraph (15). They should be compelled to take their place in the 
line in which all stand equal before the law. It is either the one of 


the other. 
In Swift & Co. vs. United States, 196 U. S. 375, 402, the Supreme 


o-—;,, speaking through Mr. Justice Holmes, said: 


“It is obvious that no more powerful instrument of monopoly 
could be used than an advantage in the cost of transportation.” 
Pertinent here is the pronunciamento of Commissioner Hall, 
whose views have been frequently cited throughout these arguments, 
in i dissenting opinion in the Interchangeable Mileage Ticket Case, 


77 I. C. C. 201, 214, “Special privilege dies hard and the craving for 
it never dies.” 


Moreover, this case will be determined on the further doctrine 
announced in Billings vs. United States, 232 U. S. 261, 284, by Mr. 
Chief Justice White: 


“That which is settled beyond dispute may not be disregarded 

and be brought into the realm of that which is controvertible and 

questionable by the mere garb in which propositions are clothed.” 
The application for interlocutory injunction should be denied. 


N. E. BOARD ORGANIZED 


Representatives of the industrial, agricultural and financial 
interests of New England, at a meeting July 7 in Boston, organ- 
ized the New England Shippers’ Regional Advisory Board. This 
is the eleventh shippers’ regional advisory board that has been 
organized, those boards now having a total membership of more 
than 7,000 representatives of industry and agriculture. 

After the meeting was opened by William F. Garcelon, of the 
Arkwright Club in Boston, temporary chairman, Mayor James M. 
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Curley, of Boston, delivered a brief address welcoming the ship. 
pers and also representatives of the various railroads located 
in New England, who were also present. Mayor Curley was 
followed by Donald D. Conn, manager of public relations, car 
service division of the American Railway Association, who urged 
greater co-operation between the public and the carriers, adding 
that “the regional boards serve as a centralized channel for pro- 
moting the advancement and the best interests of your trans. 
portation and industrial development.” Mr. Conn. in part, said: 


The agencies which are represented here produce, transform 
and distribute every necessity of life and industry and are essen- 
tially and fundamentally partners in service and progress. The 
steam railroads of the country serve them all. It is therefore 
appropriate that representatives of transportation, industry, trade 
and banking should unite in adopting any form of social and 
economic organization that will promote and foster a better rela- 
tionship among these partners, and particularly between the pub- 
lic carriers and their patrons. 

We must do for ourselves what we have been insisting be- 
longs to the government. We must regulate ourselves so that 
the government will have no need to attempt to regulate us. In 
so far as the relations between the public and the railroads are 
concerned, they are making this attempt through the regional 
advisory boards. 

From the standpoint of production, New England is consist- 
ently growing and its demands for service are becoming greater 
each year. In spite of the migration of people to the Western 
and Southern districts, of the new industries and new forms of 
agricultural pursuits that those vast areas make possible, it is 
a surprising thing that the growth in population of the United 
States as a whole was 14.7 per cent in 1920 compared with 1910 
and for New England 13 per cent. In spite of your geographical 
limitations, your increase in population has nearly kept pace with 
that of the balance of the country. In fact, the population of 
southern New England increased 16.2 per cent during that period 
or greater than the avérage. This has taken place in your indus- 
trial section and indicates your increase in production. 

Production of forest products on 5,459 miles of railroad in 
New England was 121,276 carloads in 1924, compared with 103,166 
ears on a railroad of 9,525 miles, or nearly twice the mileage, 
serving the north Pacific coast and California. 

The Bangor & Aroostook Railroad, of 616 miles, originated 
25,894 carloads of potatoes in 1924, as compared with four prin- 
cipal railroads of 15,028 miles serving Minnesota, Northt Dakota 
and Wisconsin, where 25,185 carloads were originated in 1924. 

Seven thousand eight hundred and seventy-one miles of New 
England railroads originated 43,171 carloads of paper and its prod- 
ucts in 1924, while three times the mileage in the paper producing 
sections of ‘Wisconsin, Michigan and Minnesota, including the en- 
tire line of the New York Central, originated only 30,777 carloads. 

Five thousand three hundred and one miles of New England 
railroads originated 21,459 carloads of textiles, while 15,988 miles 
of line in the Southeast originated 20,067 carloads. 

Four thousand six hundred and eighty-five miles of New Eng- 
land railroads originated 10,215 carloads of sugar, syrup and mo- 
lasses in 1924, compared with the Union Pacific and Santa Fe com- 
bined of 21,465 miles, which originated 14,173 carloads, including 
their California production. : ’ 

Your shipments of pulpwood on three main originating rail- 
vente of New England equal any other three railroads of the 
country. 

Comparing 6,894 miles of New England railroads with the 
Great Northern, Northern Pacific, Missouri Pacific, Southern Pa- 
cific and Santa Fe systems of 53,654 miles, we find that your New 
England railroads originated 245,618 cars of general manufactures 
and miscellaneous freight, as compared with 179,527 carloads for 
the total of these western systems. Every important industrial 
center of the West is reached by the lines I have enumerated. 

In relation to its railroad mileage, New England is the great- 
est producing section of the United States. Just because you do 
not have vast peak loads of agricultural and coal production, or 
just because some parts of New England receive more loaded 
cars than they ship out, it is not proper to characterize New 
England as presenting a “receiving” problem alone. This is far 
from the case, 

The raw products of the soil and mines from the South and 
West concentrate in the producing areas of New England and 
east coast. There they remake into finished products nearly 60 
per cent of the general manufactured goods of the country in 
which there is invested 72 per cent of the capitalization of all our 
manufacturing establishments. 

How much equipment and rail facilities are necessary to carry 
on the commerce of the country depends to a large extent upon 
the quantity of purchasing power, methods of sale, storage ca- 
pacity and the use actually made of the equipment by those in 
this Eastern district, where the density of population and con- 
sumption is the greatest. We cannot divorce the prosperity of 
the railroads or the industry of one of these sections from those 
of another. Each must contribute its share in promoting effi- 
ciency in our distribution and transportation channels from the 
standpoint of adequate national service. There is, therefore, a 
direct community of interest between New England and the West- 
ern district, or Texas or Florida, and through the regional boards 
it should be our aim to relate the problems of your receiver with 
those of the producers in other sections, to determine if we can- 
not take up the slack in the chain between the producer in 
this vast western and southern area and make it possible to give 
more transportation with fewer cars, by making constantly bet- 
ter use of what we now possess. This reacts directly to the 


benefit of both the shipper in the West and the receiver in 
Massachusetts. 


Other speakers included Percy R. Todd, president of the 
Bangor & Aroostook Railroad, who discussed “The Advisory 
Boards from the Viewpoint of the Railway Executives;” M. J. 
Gormley, chairman of the car service division of the American 
Railway Association, who spoke on “The Relationship of the 
Advisory Boards to the Work of the Car Service Division,” and 
W. J. L. Banham, of New York, general chairman of the Atlantic 
States Advisory Board. 

William F. Garcelon, secretary-treasurer of the Arkwright 
Club, Boston, was elected general chairman and F. J. Dowd, as- 


sistant traffic manager of Associated Industries of Massachu- 
setts, Boston, was elected general secretary. 
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| Current Topics 
in Washington 


Devotion to Ceres.—In the back room of nearly every city 
man’s mind lies the thought that, given the necessity therefor, 
he could make of himself such a farmer as to make the shade 
of Cincinnatus wonder why his terrestrial body had ever put 
hand to plow. Possession of that idea suggests why the offi- 
cial representatives of ‘New York farmers received such close 
attention from the railroad men and lawyers at the eastern 
class rate hearing the first two days of the week. The latter 
sat on the edges of their chairs, some with their mouths opened 
to help their ears drink in the wisdom flowing from the lips 
of the Cornell professor, from Speakers McGinnies, and from 
other witnesses who told how good the New York farmers 
were. While the city man knows he is the most devoted and 
most deserving of the worshipers of the goddess of the grain 
growers and is the fittest person on earth to operate a farm, 
yet there is a suspicion that, perhaps, there is something— 
possibly, the trick an old Indian taught him—possessed by the 
person who is doing the talking that is worth hearing about; 
hence the close attention. Yet, there is always one in such a 
company, who, by smile or other manner, jeers at those who, 
like himself, believe they know all about farming, roils his fel- 
lows, and makes them tell some fact to prove the right to con- 
sider themselves good farmers. When one jeeringly smiled at 
R. W. Barrett, the chief attorney for the railroads, he advised 
the leering one to shut up—that he, Barrett, had a right to 
ask questions about farming because he had just paid taxes on 
his farm in Brown county, Ohio. Of course, the farm did not 
make money enough to pay the taxes, but it was not necessary 
for the former judge, who sat on the bench in Philadelphia, to 
assert that, if he had been operating that farm, it would have 
been one of the wonders of the world. Fun aside, however, the 
presentation on behalf of the New York farmers was pleasing, 
even to those whose duty it will be to endeavor to show that 
the Commission should not be guided by that testimony. In 
fact, but for the interest the city men had in the subject, the 
point might have been made that the testimony was not relevant 
because much of it went to the question as to the proper classi- 
fication rating of grapes, apples, and vegetables. The point the 
New York farmers made was that they were paying too much 
in comparison with their business rivals in the Pacific coast and 
other states. They made the like point in respect of potatoes 
from the near northwest—all interesting, but not directly bear- 
ing on the question what the second, third, and fourth class 
rates in Trunk Line territory should be. Fairfax Harrison, 
president of the Southern, claims to be a farmer. Not only 
does he claim that, but he has a farther claim on the title 
because he has translated the works of some old Roman farmer, 
finding that things said centuries ago were worth repeating now, 
thereby further illustrating the weakness most city men have. 





Why Should the Spirit of Mortal Be Proud?—TIn not one 
newspaper, so far as noted, was comment on L. F. Loree’s recent 
proposal to repeal all those parts of the interstate commerce 
law enacted since the passage of the anti-rebate law accom- 
panied by any reference to a revision of that statute proposed 
by him in June, 1919. As a repealer Mr. Loree was not then 
so radical as he is now quoted as being. Six years ago he ad- 
vocated repeal of the commodities clause, repeal of the power 
of suspension part of the statute, the anti-pooling clause, sec- 
tion 10 of the Clayton law, and a declaration of inapplicability 
of the Sherman anti-trust law to common carriers. It is true 
that some of the things he marked then for repeal are among 
the parts of the statute added since 1903. But, in 1919, Mr. 
Loree thought it would be a good thing to have the Commission 
turned into an adjudicating body and divorced from its admin- 
istrative duties. He also thought it should have control over 
wages and hours of service as it had and still has over rates 
the public must pay and the things the corporations must do. 
His idea seemed to be that it was ridiculous for a body to have 
power to tell how much money a carrier might take in, but 
have no control over the amount that might be taken from it 
by men prepared to starve the people of the country if the 
railroad companies were unwilling or unable to pay them what 
they demanded. The Loree plan of 1919 did not propose to pro- 
hibit strikes. All it proposed under that head was to make 
it unlawful to call a strike in advance of a submission of the 
dispute to the Commission. It also provided for a secret ballot 
on the question of strike if the men did not like the decision. 
The administrative duties of the Commission were to be per- 
formed by a Bureau of Interstate Transportation, chief of which 
should be one of the commissioners. It also provided for regional 
appointment of Commissioners to carry on work in designated 
areas corresponding broadly to the two big classification terri- 
tories east of the Mississippi and the three chief rate territories 
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west of that stream. But in those days proposals for remodeling 
of the law were as common, almost, as daisies; hence, the fact 
that there was not a general recalling of the plan of 1919, 
perhaps, was not as strange as it first thought it might have 
seemed. 





Running to Washington for Help.—Suggestions such as Mark 
W. Potter, former commissioner and now receiver for the Mil- 
waukee has made, for the creation of a pool of money from 
which the needy western carriers are to be helped, grind the 
souls of men who like neither centralization in Washington nor 
any form of Socialism. It may be the only thing that can be 
done, other than the remedy of former days—an increase 
heavy enough to take care of thhe needy ones—now that the 
government is definitely committed, as it has been since 1906, to 
the policy of making rates for the railroads and thereby assum- 
ing moral responsibility, if not legal liability, for keeping them 
solvent. Every other line of business in the country has to 
stand or fall without intervention by the government. An indi- 
vidualist, it might be suggested, would be inclined to wonder 
why those immediately concerned with the fate of the Milwaukee 
should not work out their own salvation. The security owners 
of that road want to save the property. The people for whom 
it performs service and the men who get their living by oper- 
ating that road are presumed also to desire its salvation. Yet 
the proposal is to tax all the people of the country to accom- 
plish the things the three classes mentioned are supposed, 
ardently, to desire. The security owners, it is certain, will have 
to make sacrifices. Many of them have already done so by sell- 
ing their stocks and bonds for much less than they paid for 
them. If the Commission helps the Milwaukee as it did the 
Orient, by allowing increases in its local rates, then the users 
of the property will be forced to make sacrifices. Apparently, 
it might be further observed by the aforementioned individualist 
and non-Socialist, then men who have made their living working 
for the Milwaukee and hope to continue making it constitute 
the only class that will not contribute anything, except “buch 
incidental increases in taxes as they may have to pay for what- 
ever increases in national or state government expenses may be 
caused by the collapse of the Milwaukee. Perhaps the indivi- 
dualist might go farther and suggest that there was something 
wrong with the rate policy the Commission compelled the Mil- 
waukee and other railroads in that part of the country to observe, 
especially if there is anything substantial in the suggestion that 
its fourth section policy, dictated, to a large extent, by the 
inter-mountain country, is responsible, in a measurable way, for 
the plight of the Milwaukee and the other northern transcon- 
tinental lines. That suggestion, it may be said, is not to be 
stated as a fact, but it has been made and inquiry into it may 


be necessary to find what is the fact. 
¥ 





Mileage Scale Abominations.—Presumably, class rates will 
always have to be based on mileage. Therefore, the question 
of which mileage is to be used is showing up in the pending 
eastern class rate case with as much prominence as a wart on 
the end of the nose. At present, there are three mileages in the 
record made by railroad witnesses as to New York to Chicago. 
Each is correct—from the point of view held by the witness at 
the time he spoke. Memory says the mileages range from about 
886 to 914. The Official Guide mileage of the Pennsylvania, as 
recalled, is a trifle more than 914. Inasmuch as progression in 
rate increases is by blocks and not by single miles, the question 
whether a point is 812 or 813 miles from some other becomes of 
great importance to the shipper. Addition of one mile means 
inflation of his actual mileage by ten or fifteen miles. On 
thousands of cars in a year that extra mileage amounts to the 
salary of a high priced executive. Hence, the fighting that is 
taking place as to whether the distance between two points 
is 406 or 409 miles. It may be that there is no human device 
that will eliminate the seeming injustice caused by the jump 
in the rate that takes place at the boundary between blocks 
or groups and that the jump is one of the ills to which flesh 
is and always will continue to be heir. At this time, however, 
the injustice irks those who face the possibility of having a 
burden of that kind placed on them for no reason that they can 
see other than that rates as now made fail to conform with the 
fourth section. That seems no reason at all to the man who 
is able to visualize the fact that the Baltimore & Ohio makes the 
short line distance from Washington to Pittsburgh. The idea 
of punishing the Pennsylvania for using 377 miles in calculating 
the rate to some point east of Pittsburgh because it insists on 
using 302 miles in making the rate to Pittsburgh, seems ridi- 
culous to the man who can visualize the situation of that point 
east of Pittsburgh. Yet, broadly speaking, the whole eastern 
class rate case is based on a gesture of respect for the fourth 
section. A structure that has developed from the play of competi- 
tive forces is to be remade, because, broadly speaking, the Penn- 
sylvania or some other road has failed or refused to give that 
point east of Pittsburgh the benefit of a location it does not 
have. Much of the fighting over a few miles, one way or the 
other, grows out of the changes that time has forced the rail- 
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roads to make in their station location. For instance, as memory 
recalls, the distance from New York to Pittsburgh is figured 
to Duquesne Point, the place where the freight station used 
to be located. The freight station has been moved and the 
question of the correct mileage raised, though no one would 
seriously contend that the railroad performed any materially 
smaller service by carrying to a station less distant than the 
junction point of the Monongahela and the Allegheny rivers. 
I like contention about mileage is raised every time a cut-off 
is built, although the cut-off saves the time used in getting the 
shipper’s goods from one point to another and the carrier has 
spent money for benefiting the shipper and itself which would 
hardly seem a valid reason for depriving the carrier of revenue. 


Osage Pay Car Arrives.—Secretary Work has begun distrib- 
uting the money due the Osage Indians from the accumulated 
oil receipts of the year just past. Each of the 2,229 Indians 
will receive $3,900. Some will receive a pro rata share of the 
interest, $41,068, accumulated on the shares on which the 
Indians did not take their money when the first distribution 
was made in 1907 or 1908. Indians supposed to be competent 
get the whole amount in one payment. Others get $1,000 a 
quarter. Few are competent in a white man’s idea of com- 
petency. Pay day is the time for the salesmen for high powered 
automobiles and other luxuries. It is told that one time the 
supply of cars was large but one blanketed buck refused to 
look at any of them more than once until his eye lit on a gray 
hearse. That pleased him. It was big enough to hold all the 
children and he would not listen to anything other than a def- 
inite offer on that machine. He got it. Loading his family into 
it he streaked it across the prairie as happy as he was the first 
time he acquired a shining new “plug” hat, leaving the under- 
taker who had sold him the hearse to wonder how long it 
would be before he could get another vehicle to replace the one 
he had sold at a good profit—A. E. H. 


BODY ICING OF PERISHABLES 


The Traffic World Washington Bureau 


‘ Announcement has been made by the Commission that it, 
through its Bureau of Service, which is under the supervision of 
Commissioner McManamy, in co-operation with the Department 
of Agriculture, is about ready to make an investigation in regard 
to body icing of perishables in transit. A plan for conducting 
the investigation, tentative in its character and subject to change, 
has been agreed upon by representatives of the carriers, the pri- 
vate car interests, and shipping organizations. All agreed that an 
investigation should be made. Director Bartel, of the Bureau of 
Service, who is to have immediate charge of the investigation, 
told those interested in I. and S. No. 2262 that the Commission 
intended making an investigation as to the kind of icing under 
consideration while arguments on that suspension case were be- 
ing made (Traffic World, May 23, p. 1352, and May 30, 1398). 
The conflict of testimony was such as to suggest the need of an 
inquiry by the Commission. 


At the argument in that case, which pertained chiefly to 
top-icing, a form of body icing, Elmer Westlake, on behalf of the 
carriers, submitted a proposal that the shipper pay for the priv- 
ilege of top icing, up to but not exceeding 7,500 pounds, 20 per 
cent of the stated refrigeration charge on shipments from the 
originating zone to points beyond the next contiguous zone; $5 
per car on shipments within the originating zone; and $7.50 per 
car from the originating zone to the next contiguous zone. Upon 
the excess ice, if any, over 7,500 pounds, the proposal was that 
the shippers pay the freight rate applicable to the commodity 
iced; that is, if the ice were placed on top of lettuce, any ice in 
excess of 7,500 pounds would pay the freight charge applicable 
to lettuce. That case, however, will be disposed of if the wishes 
of the shippers are met, without waiting for the conclusion of 
this investigation. The Commission, in announcing the plan for 
conducting its own inquiry, estimated that more than a year 
would be consumed in completing it. 


As stated by the Commission- the main object of the investi- 
gation is to determine the value of and necessity for body icing 
in the shipment of certain types of vegetables, the effect of the 
practice on the equipment, and the means for obviating any 
deleterious effects on the equipment from this practice. The 
Commission, in announcing the general outline of the investiga- 
tion described the three leading types of body icing and the 
questions to which answers would be sought. Then it discussed, 
at considerable length, the things to be remembered in searching 
for the answers to the three questions. The plan, without the 
detailed discussion in connection with the three questions, is as 
follows: 


The body icing of certain perishable commodities such as lettuce, 
broccoli, and spinach, which are not injured by being shipped wet, 
has become rather common within the last few years. By body icing 
is meant the refrigeration of the produce in a car by the placing 
of ice in direct contact with the lading. 

Package Icing. In package icing, the ice is placed in the crate, 
hamper, basket, or barrel in which the commodity is marketed when 
the product is packed for shipment. An example of this is the icing 
of: lettuce in the Imperial Valley, Calif., where lettuce is usually 
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packed with three layers of lettuce and two layers of ice in the 
crate, all lettuce being in contact with ice. 

Pigeon Holing or Checkerboard Icing. In this type of body icing 
the ice is placed between the crates throughout the load and is 
therefore, in direct contact with the crates in the load. It may be 
employed on such products as winter cauliflower, which is shipped 
one layer to the crate and which could not well be iced in the crates, 

Top Icing. In this method of refrigeration, ice either crushed 
or in blocks, is placed on top of the lading as the load is placed jn 
the car. Various quantities of ice are used for this purpose, in some 
cases, only about three to four thousand pounds are employed, while 
in other cases as much as nine thousand pounds are used. 

There are various combinations of these three types of body icing, 
as for example, in the shipment of lettuce from the Imperial Valley, 
where package icing and top icing are usually employed. From this 
region, also, the lettuce is usually shipped without ice in the bunk- 
ers and the shipments are erroneously characterized as ‘‘dry” cars 
because the refrigeration is entirely from ice in the body of the 
car. A better term would be dry bunkers. 

Extent of Practice of Body Icing. Body icing is employed in 
the shipment of perishables which are not injured when wet. In 
many parts of the United States, and particularly in the west, where 
commodities are shipped long distances to market and where it is 
important that they be cooled down as quickly as possible after they 
are harvested and en route to market, this process is considered 
essential by the shippers. It is practiced on a large number of dif- 
ferent types of vegetables including lettuce, spinach, green corn, 
peas, celery, chickory, parsley, beets, carrots, cauliflower, and rad- 
ishes, all of which are shipped under body icing at certain times 
of the year. It is very similar to the practice of precooling as ap- 
plied to fruits or vegetables, which consists of the cooling down of 
a commodity to a refrigerating temperature, either before or im- 
mediately after it is placed in a refrigerator car for shipment. 

In many cases, as in the shipment of lettuce from California, ice 
is placed in the body of the car, not only to precool the product, 
but also to provide the necessary refrigeration to keep the product 
cold while in transit to the market. In other words, the refrigeration 
necessary to overcome the heat leakage through the walls of the 
car in transit is furnished by ice in the body of the car instead of 
in the bunkers, which are especially constructed for this purpose. 
The effect of the meltage of several thousand pounds of ice on the 
linings and floor of the car, the side and. floor insulation, as well 
as the sills and other wooden parts of the car, is a question upon 
which we have very little definite data at the present time. 

It is, of cvuurse, recognized that refrigerator car floors as now 
designed are not absolutely water proof. Specifications call for a 
layer of water proofing cement beneath the wooden floor of the 
car next to the insulation. It is, however, doubtful that any method 
of water proofing now practiced will withstand the continuous soaking 
combined with the weaving and racking of the car in transit and 
the freezing and thawing to which the soaked floors are frequently 
subjected. It therefore seems probable that there will be more or 
less damage to the insulation of the car used in wet shipments of 
produce, depending upon the condition of the equipment, the type 
of water proofing, the type of insulation, and the number of times it 
is used for the shipment of produce under body icing. It seems 
probable that where ice is piled high on top of the load and up 
against the sides of the car that there is some damage to the in- 
sulation in the side walls of the car as well as to the lining and 
frame itself. Cars are usually insulated with hairfelt, flax linum, 
or some such material on the sides and these materials in them- 
selves offer very little resistance to the penetration of moisture. 
Car floors in which the insulation is of this type are even more liable 
to become soaked than are the side walls. In cars in which cork 
is used in the floor with a layer of water proofing compound next to 
the insulation, probably less damage will result than in the cars with 
hairfelt insuation. It does not seem probable, however, that in any 
of the types of construction now 1n use that damage to the insulation 
and wooden portions of the underframe of the car would be entirely 
obviated. In preliminary investigations, it has been shown that the 
rate of heat transmission through floors of cars which have been 
used in the shipment of lettuce under body icing was higher than 
in comparable cars which had never been used for this service. 

The indications are then that in some cases at least vegetables 
can be delivered to market in a better condition under some kind of 
body icing than they can under standard refrigeration without ice 
in the body of the car. It is also evident that the continued soaking 
of the car floor is liable to injure the effectiveness of the insulation 
and result in a wetting of the insulation and deterioration of the 
wooden portions of the frame and floor. The refrigerator cars in 
service at the’ present time were not designed and constructed to 
withstand continued soaking of the floor. 

Plan of Invesigation: A general investigation should take into 
consideration three main points: . 

1. Can the produce be transported to market in good condition 
without body icing, or is some form of body icing necessary, and 
if it is necessary, how much ice should be used in the body of the 
car and where should it be placed? 

2. What is the effect on the car of the water from the melting 
ice in the body of the car? 

3. How can damage to the car be prevented economically and 
effectively, if damage occurs, and if it is found that the produce can 
not be delivered to market without body icing. 

It will be possible to collect data on the points in question under 
all three headings and indeed some data on all three points have al- 
ready been obtained in preliminary investigations. In a recent ex- 
periment with three cars of lettuce from the Imperial Valley. Calif., 
to eastern markets, it was found that lettuce shipped under body icing 
was in much better condition than that in a car shipped under stand- 
ard refrigeration only. There was, however, very little difference in 
the condition of the lettuce in the car shipped with ice in the crates, 
without top icing, and under standard refrigeration and that in the 
car shipped under body icing only, that is, with ice in the crates 
and on top of the load and without ice in the bunkers. This, of 
course, is a single experiment and no general conclusions can be 
drawn therefrom. It is of value in indicating the methods to be fol- 
lowed in further investigation of this problem. 


FORD ROAD’S GUARANTY 

The Commission has certified to the Secretary of the 
Treasury that $60,621.77 is the amount necessary to make good, 
in final settlement, the guaranty to the Detroit, Toledo & Iron- 
ton under section 209 of the transportation act. The Com- 
mission certified that it found that the total amount due under 
the guaranty provision was $285,621.77, that it had certified 
payment of $225,000 in advance, and that $60,621.77 was now 
due in final settlement. 
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BARGE LINE DIVISIONS 


It appears that, in the abstract of the Commission’s decision 
on No. 11893, United States War Department, Inland Waterways, 
Mississippi-Warrior Service vs. Abilene & Southern et al. (Traffic 
World, June 27, p. 1615), emphasis was laid on parts of the 
case which were not considered as of prime importance by 
some of the parties to it, while the finding that they deemed 
important was omitted. The emphasis was laid on the fact that 
a considerable part of the report was devoted to a discussion 
of the claims for a minimum of 40 per cent and the fact that 
the Commission said that 25 per cent should be the minimum, 
that being the customary minimum in southern territory. Men 
in the Commission who had to do with the preparation of the 
report are inclined to the view that the important issue in the 
case was as to method of dividing the through rates and not 
the minimum to the barge line, although Commission’s Mc- 
Chord’s dissent seems to go to the point of the minimum rather 
than the method. 

The barge line view as to the method of dividing the joint 
through rate was accepted, but its contention respecting the 
minimum was rejected. Although the report makes no appraise- 
ment as to the percentage on which the Commission divided the 
case, as between the barge line and the L. & N., some of the 
Commission men think the barge line got between 80 and 90 
per cent of what it was contending for. The part of the report, 
other than that used in the abstract of it first published, that 
is deemed important, is as follows: 


The issues are well defined. The L. & N. objects to bearing 
any part of the differential under the all-rail rates, and insists 
upon its right to receive divisions on the same basis it would 
enjoy on all-rail traffic. The barge line, on the other hand, con- 
tends that the prime reason for its existence is the public need 
of additional and more economical transportation; that the public 
interest is therefore the paramount question; and that the through 
rates. should be so divided as to accord to each carrier a fair 
share irrespective of the all-rail basis, thus maintaining “in full 
vigor both rail and water transportation.” The minimum division 
of 40 per*cent which it proposes seems to be advocated on the 
ground that the barge line must at least secure this share in 
order to make a profit in such cases. 

In our original report herein we said, at page 353, referring 
to the barge line: 

“Clearly everything that can be done ought to be done to 
give this experiment a fair opportunity to demonstrate its worth, 
and in this endeavor the project should be viewed in the light 
of the service which can reasonably be anticipated and without 
permitting vision to be obscured by the difficulties and embar- 
rassments which surround every new enterprise and particularly 
one which has been compelled to start life with a heritage of 
worn-out and inadequate facilities. On the other hand, it is 
equally clear that the experiment will not be fairly conducted 
if the barge line is permitted to tap the resources of the rail 
lines by depriving them in any way of just compensation for the 
services which they perform in connection with its operation.” 

In the original proceeding, the barge line proposed the estab- 
lishment of divisions on the mileage prorate basis, using actual 
distances of the rail lines from and to the points of interchange 
and certain constructive distances for the barge line, based, 
roughly speaking, on 80 per cent of the average rail distances 
an the ports. In commenting on this proposal, we said, at 
page : 

“We are unable to approve the formula which has been sug- 
gested * * * by the barge line. Although based on rail mile- 
ages between ports rather than on barge mileages, it is essen- 
tially a plan for dividing rates by using distance proportions and 
without giving adequate consideration to terminal expense, vary- 
ing densities of traffic, varying difficulties of transportation, and 
other similar factors which affect a just division.” 

hat we there said can be said with equal truth in criticism 
of the L. & N.’s proposal herein. Furthermore, that proposal 
would, for example, first determine the division on traffic to 
Pensacola, 102 miles from Mobile, and then apply the percentages 
so obtained to the rates to all intermediate points. o all such 
points, therefore, the L. & N.’s division would be on a basis de- 
termined by the long haul to Pensacola, rather than on the actual 
distances involved. But we commented favorably, in the original 
report, upon a rate prorate basis proposed by the Alabama & 
Vicksburg and the Vicksburg, Shreveport & Pacific and adopted 
the principle in modified form as a test in arriving at proper 
divisions. The rate prorate basis was also followed in a subse- 
quent decision involving divisions between the barge line and 
the Southern Railway, 83 I. C. C. 742. In fact, the only difference 
between the plan found reasonable in that case and the general 
scheme now proposed by the barge line is that there the class 
scale used in arriving at the respective percentages was the scale 
proposed by the carriers in the investigation of southern class 
rates, while here the scale used is the one recommended in the 
proposed report in that case. The percentage results are not ma- 
terially different, for while the two scales differ in level, there 
is much similarity in the rates of progression. In view of the 
decision in 83 I. C. C. 842 and for the sake of uniformity, there- 
fore, we think it is desirable to use the scale proposed in the 
general investigation by the carriers as the basis of the rate 
prorate. 

With the exceptions noted below, we find that divisions of 
joint class and commodity rates between New Orleans and Mobile, 
on the one hand, and interior points on the L. & N., on the other 
hand, interchanged either at Mobile or Tuscaloosa will be just 
and reasonable both to the barge line and to the L. & N. if divided 
upon a rate prorate basis using as factors (1) 80 per cent of the 
single line first class rate proposed by the carriers in No. 13494 





for the short line rail distance between the ports, and (2) the 


similar first class rate for the short line distance between the 


point of interchange and the inland*point, these short line dis- 
tances in all cases to be actual mileages over workable routes 
embracing not more than three carriers not under common control 
or management; the percentages which these respective factors 
bear to the whole to be used in arriving at divisions of the joint 
barge-and-rail rates which shall accrue to the barge line and to 
the L. & N., respectively. 


The exceptions that follow this finding are not regarded by 
those familiar with the case as having any important bearing 
on the general principles, because they deal with what might 
be called details. 


CASE REVERSED AND DISMISSED 


The Commission, on further argument, has reversed the 
decision of division No. 4, in No. 13721, International Harvester 
Company vs. New York Central, Director-General, et al., mimeo- 
graphed, the original report being in 88 I. C. C. 368. Upon 
this reconsideration the Commission has found rates collected 
on interstate shipments to and from the complainant’s plant 
on the Owasco River Railway, at Auburn, N. Y., not unreason- 
able and dismissed the complaint. 

In the original report the Commission, acting through di- 
vision No. 4, found the rates charged, between April 12, 1915, 
and January 8, 1921, on which the charges were paid after 
April 18, 1915, were unreasonable to the extent they exceeded 
the contemporaneous flat Auburn rates and that the complain- 
ant was entitled to reparation. This further consideration was 
had upon petition of the Director-General. In addition to the 
errors which he alleged, the Commission said the Director- 
General contended that inasmuch as the informal complaints 
discussed in the original report, did not name him as a de- 
fendant, such as them as were filed on and after March 1, 
1920, did not comply with section 206 (c) of the transportation 
act, and were therefore insufficient to toll the statute against 
him; and further that the Commission was precluded from 
awarding reparation in this case because the shipments were 
handled.in violation of the commodities clause. As to the first 
point, the Commission called attention to the fact that on Feb- 
ruary 7, 1921, with his consent, it issued an order making John 
Barton Payne, Director-General of Railroads, as agent, defend- 
ant in all informal complaints filed within one year after the 
end of federal control in which he had not been named as 
agent, or as Director-General of Railroads. * 


As to the contention about the commodities clause, the 
Commission said that that contention was interjected into the 
case for the first time on behalf of the defendant on the further 
argument. It added that it had dismissed a petition filed by 
him after the argument whereby he sought a further hearing 
in order to produce evidence on that question. It said it con- 
sidered the point to be without relevancy in this proceeding. 

Another contention in behalf of the Director-General was 
that the Commission had erred in concluding that the burden 
of proof was upon the defendants in so far as he was concerned 
and that that error had led the Commission to an erroneous 
conclusion on the evidence presented with respect to the rea- 
sonableness of the rates attacked, That contention, the Com- 
mission said, was based upon the ground that there was a 
distinction between the Director-General and the corporate car- 
riers in so far as the provisions of the act which placed the 
burden of proof upon the carriers was concerned. The Com- 
mission said it was unnecessary to pass upon that point be- 


_ cause it was of the opinion that if there were such a burden 


upon the Director-General it had been sustained. 


The Director-General, in defense of the increase in the 
rates to and from Auburn resulting from the failure to absorb 
the whole of the switching charge of the industry-controlled 
carrier, introduced rate comparisons. The complainant con- 
tended that such comparisons, for various reasons, were of 
little or no value. It contended further that in any event it 
was as proper to assume that certain of the rates used for 
comparative purposes were too high as to assume that the 
Auburn rates were too low. In disposing of the case the Com- 
mission said: 


Although it is true that the rate comparisons introduced by 
defendant fall short of establishing what would be reasonable 
maximum rates on the various commodities, on the other hand, 
they are sufficient, it seems to us, to make out a prima facie 
case for defendant which complainant has wholly failed to meet. 
An award of reparation to complainant upon the ground of un- 
reasonableness such as is sought, would necessarily involve the 
conclusion that the line-haul rates from and to Auburn were 
in each and every instance up to the limit of reasonable maxi- 
mum rates and that the addition of the relatively small switch- 
ing charges of the Owasco was sufficient, in each and every case, 
to carry the rates over the line of maximum reasonableness by 
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the exact amount of the switching charge. Such a conclusion 
is repugnant to common sense. 


Nor does the evidence establish that any damage resulted 
from the undue prejudice found in the‘original report to have 


existed. 
VEGETABLE OIL RATES 


The Commission in a report on I. and S. No. 2125, vegetable 
oils between points in Trunk Line Territory and to points in 
C. F. A. Territory, mimeographed, found that the carriers had 
not justified their proposals. The report also embraces I. and S. 
No. 1619, Linseed Oil from Edgewater (Undercliff), N. J., to C. F. 
A. points, and No. 12663, Midland Linseed Products Company vs. 
Director-General et al., which were set for further hearing in 


connection with the leading case, with respect to rates for the 
future. 


In the revision of rates proposed the carriers divided the 
oils into two groups, the paint oils and the soap oils. In the 
paint oils, the report said, were included linseed, perilla, china- 
wood, soya-bean and cottonseed oil. In the soap group were in- 
cluded cocoanut (copra), peanut, palm, palm kernel, fish, sea 
animal, and sesame oil. Fifth class was proposed for the paint 
oils and sixth class on the soap oils and on the foots or sedi- 
ments of the oils in both classes. Respondents took the position, 
said the report, that for all these oils, including apparently the 
foots or sediments, fifth class rates would not exceed a maximum 
reasonable basis but for competitive reasons they proposed to 
give what they called the soap oils a lower rating than the paint 
oils. They thought that the third section forbade them, for in- 
stance, to give any kind of a soap oil higher than sixth class or 
any paint oil anything lower than fifth. 

In the Midland Linseed Products Company case, 68 I. C. C. 
522, which was reopened and set for further hearing the Com- 
mission found rates on linseed oil from Edgewater, N. J., to forty- 
seven destinations in central territory unreasonable to the ex- 
tent they might exceed those on cottonseed oil. At that time the 
rate on cottonseed oil from Edgewater to Chicago was 38 cents. 
The linseed oil rate, to comply with that finding, was also re- 
duced to that figure. Later the carriers increased the cottonseed 
oil rate to 47.5 cents, equal to sixth class, but when they under- 
took to increase the linseed oil rate it was suspended, in I. and 
S. No. 1619, 74 I. C. C. 153, and the Commission found they had 
not justified the increase. The carriers, in that case explained 
that the rate on cottonseed oil had been reduced to 38 cents 
through error, but, as the Commission said, Offered no other 
justification. ; 

The rates on the oils in question, according to the Commis- 
sion’s report, are in a chaotic condition. The carriers, by means 
of the suspended schedules, tried to bring order to them. Among 
the things they said in this case was that cottonseed oil was 
essentially a soap oil and that it was included among the paint 


oils only because of the decision and outstanding order in the 
Midland case. 


Users of the various kinds of oils testified in the case to 
such an extent as to lead the Commission to the conclusion that 
there was no straight line of demarkation between paint and 
soap oils. The testimony of the carriers tended to show that the 
competition of oriental oils, some soap and some paint, made 
possible by the rates made by transcontinental carriers, threw 
the rate structures of the eastern carriers into confusion because 


the eastern carriers felt it necessary to meet some of the com- 
petition. 


In its report the Commission set forth the facts upon which 
it based its conclusion that the rates were in a chaotic condition. 
It said the two principal questions raised by the proposed rates 
were whether they were reasonable, and whether the establish- 
ment of less than maximum reasonable rates on certain oils 
would unduly prefer those oils and unduly prejudice the others 
which were not accorded the same treatment. In disposing of 
the case the Commission said: 





Respondents’ proposal to establish lower rates on soap oils than 
on paint oils is prompted apparently by the belief that the establish- 
ment of maximum reasonable rates on soap oils will curtail the move- 
ment, and by a recognition of the necessity for meeting Pacific coast 
competition in order to continue participation in the traffic. The 
principal soap oils are palm and coconut, which originate largely 
in the Orient and are imported in considerable volume through the 
Pacific ports. While this Pacific coast competition is less keen on 
some of the other soap oils, as for example fish and sea animal oils, 
or even non-existent in the case of cottonseed oil, respondents ap- 
parently are of the opinion that section 3 of the interstate commerce 
act makes it necessary to rate all of the soap oils alike on account 
of the competition between such oils. On the other hand, certain 
of the paint oils, as chinawood and perilla, are exclusively of Ori- 
ental origin, but linseed oil, the principal oil in this group, is not. 
Here again respondents are of the view that different rates for the 
various oils in the paint group will create violations of section 3, 
and to avoid this they apparently are willing to forego participation in 
the chinawood and perilla oil traffic if they are permitted to recoup 
the resulting loss in revenue through increased rates in linseed oil. 

Unless, contrary to our decision in the Midland case, there is 
no substantial competition between the oils classed by the carriers 
as paint oils and those classed as soap oils, the respondents’ pro- 
posal to establish different rates on the soap oils is necessarily within 
the prohibition of section 3. Respondents, supported by the shippers 
and receivers of soap oils, sought to establish this absence of com- 
petition, while the protestants interested chiefly in the paint oils sub- 
mitted evidence in support of a contrary conclusion. The evidence 
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bearing on this question, with our conclusions, will be summarized 
for each of the oils. 

Chinawood and perilla oil are used only for making paint ang 
varnish and not at all for making soap. They could perhaps be 
adapted for use in soap making, but their comparative high cost for- 
bids, and it is not foreseeable that they will ever be sufficiently cheap 
to find any extensive use as soap ingredients. 

Soya bean oil, classed by the respondents as a paint oil, is quite 
suitable for soap making, and was formerly much used for that pur- 
pose. It is also used in paint making, particularly in the manufac- 
ture of paints or enamels to cover flexible surfaces like oil cloths, 
Combined with other oils to increase its drying qualities, it enters 
into the making of paints for general purposes. It is not at present 
used as a soap ingredient, as the customs duty has curtailed im- 
portations and the domestic soya bean oil is too expensive to use 
for soap. 

Linseed oil is used in.the manufacture of soap to a very lim- 
ited extent, principally in making soft soaps for special purposes. 
It also competes to some extent in the manufacture of lubricating 
greases with peanut oil, classed by respondents as a soap oil, and 
with fish or sea animal oils, also in the soap group, in the produc- 
tion of core compounds and paints. 

Sesame oil, classed by the carriers as a soap oil, appears to be 
used extensively in paint production, but not in the making of soap. 

Palm, palm kernel and coconut oils, while used principally for 
soap making, are also in some demand for making certain paints 
to cover surfaces that are normally under water. Cottonseed oil 
is much used for making roof, barn and car paints, and when mixed 
with other oils to improve its drying qualities, it makes a suitable 
paint for general purposes. The prevailing high price has recently 
restricted the demand for cottonseed oil by the soap industry. 

Witnesses for the paint interests insisted that fish and sea 
animal oils are primarily paint oils; witnesses for the soap manufactur- 
ers and the respondents, that they are soap oils. The record clearly 
shows that they are largely used for both purposes. As previously 
stated, they also find a common use with the paint oils in the 
manufacture of core compounds. They are strongly competitive with 


linseed oil and with cottonseed oil, and to a less extent with every 
oil in both groups. 


In general the testimony respecting competition is that the paint 
oils cannot economically be used in soap manufacture, but that the 
soap oils can be and are used in paint manufacture. Respondents and 
certain of the protestants attempted to show that the soap oils are in 
demand by the paint industry only for making paints for special pur- 
poses, which are not produced in substantial quantities. This, how- 
ever, is not borne out by the record. It is established that the manu- 
facturers of paint have been successful, through alterations of the 
mixing and boiling processes, in combining the paint oils with the 
cheaper soap oils in the production of paints for general purposes, and 
that experimentation is constantly proceeding with a view to increasing 


the content of the cheaper oils without impairing the drying qualities 
of the paint. 


We find that respondents have not justified the proposed rates as 
reasonable maxima, nor have they justified the proposal for a different 
basis of rates on the so-called paint oils and soap oils. The record is 
not sufficiently complete to enable us to determine a reasonable level 
for the rates on these oils. Orders will be issued requiring the sus- 
pended schedules to be cancelled, and discontinuing these proceedings. 
No further action is necessary in No. 12663. 


Commissioner Hall, dissenting in part, said he concurred in 
the finding that the respondents had not justified the proposed 
rates, or the proposed rate cleavage as between paint and soap 
oils. He said they had shown that readjustment to a higher 
level was needed and that he was not persuaded the record did 
not suffice for indication of what the level should be. He said 
he was authorized to say that Commissioners Eastman, Lewis 
and Woodlock concurred in that expression. 


COMBINATION RULE CASE 


The Commission, in I. and S. No. 2362, cancellation of com- 
bination rule on cotton and cotton linters from Louisiana and 
Arkansas points, mimeographed, has found the proposed can- 
cellation of the rule in connection with shipments from the 
states mentions to destinations in the south, north and west 
via New Orleans, not justified. The cancellation schedules were 
suspended upon protest of the New Orleans Joint Traffic Bu- 
reau, Alexandria Chamber of Commerce and Shreveport Cham- 
ber of Commerce. The Louisiana & Arkansas, the Commission 
said, assumed the burden of defense. It said it proposed shortly 
to establish the lowest joint rates from the greater part of the 
origin territory, including Shreveport, to the southeast, either 
through Vicksburg or Natchez. Apparently, however, the re- 
port said, that would not satisfy the New Orleans protestant. 
It insisted upon the concentration of cotton at New Orleans, 
“which affords a better market than does Vicksburg, Natchez 
or Shreveport.” The witness for the Louisiana & Arkansas, the 
report said, made no effort to justify increases via New Orleans 
because, as he said, he had not found any movement via that 
point. The protestants’ witnesses asserted that there was a 
substantial movement via New Orleans; that concentration was 
permitted at New Orleans under the combination rule; that al- 
though the combination via New Orleans might be somewhat 
higher than the joint or combination rates over other routes, 
the New Orleans market afforded more buyers and other ad- 
vantages of that market enabled shippers to meet the prices 
from or through the lower-rated points, such as Vicksburg, 
Natchez and Shreveport. The increase resulting from the can- 
cellation was estimated at 90 cents a bale. The Commission 
said that while the combination rule as applied to cotton linters 
might be objectionable, that alone did not justify its cancella- 
tion which would result in higher rates, reiterating the views it 


July 11 


expres 
g2 1. C 


Grain 
et au; 
on on 
City a 
applic 
haul | 
was I 
combi 
the a 
carri 
refun 
main 
bey0! 
same 
conte 
on tl 
tion 

the ] 
gene 


the | 


haul 
reas 
repa 
53 I. 
ship 
earn 
do I 


fron 





+ eugene 


NO eee Berge - DO 


eww ss te 


5 5 7 oe cP 


ww aaew we 


July 11, 1925 


expressed in Combination Rule on Cotton and Cotton Linters, 
92 I. C. C. 165. 


WHEAT CASE DISMISSED 


The Commission has dismissed No. 16368, Moore-Lawless 
Grain Co., B. C. Moore, receiver, vs. Chicago, Burlington & Quincy 
et al., mimeographed, the Commission finding that rate charged 
on one carload of wheat from Nebraska City, Neb., to Kansas 
City and reconsigned to Westwego, La., inapplicable. It found the 
applicable rate to have been in violation of the long-and-short 
haul provision of the fourth section, but not unreasonable. There 
was no joint rate over the route of movement and that the lowest 
combination was 45.5. The carriers charged a rate of 57.5 cents, 
the authority for which, the report said, did not appear. The 
carriers admitted an overcharge and said they were willing to 
refund. The report said the carriers at the time of the shipment 
maintained a joint commodity rate of 36.5 cents from stations 
beyond the point of origin to the Louisiana destination over the 
same route, in disregard of the fourth section. The railroads 
contended the applicable combination was not unreasonable, but 
on the contrary unduly low. They said the fourth section viola- 
tion was a technical one resulting from their failure to increase 
the lower rates from the more distant points at the time of the 
general increase in August, 1920. 

Giving its reason for refusing to find the higher rate from 
the intermediate points unreasonable the Commission said: 


We have consistently found that violation of the long-and-short- 
haul clause of the fourth section does not in itself establish the un- 
reasonableness of the higher rate or from a basis for an award of 
reparation. Iten Biscuit Co. vs. C. B. & Q. R. R. Co., 50 I. C. C. 724, 
58 I. C. C. 729; Oregon Fruit Co. vs. S. P. Co., 50 I. C. C. 719. The 
shipment moved a distance of 1,193 miles, and the applicable rate 
earned 32 cents per car mile and 7.6 mills per ton mile. These earnings 
do not appear to be excessive. Complainant has failed to show that 
it was damaged by reason of the fact that a lower rate was in effect 
from more distant points. 


UNREASONABLE WHEAT RATES 


In a mimeographed report on No. 16261, Fuller Grain Com- 
pany vs. Beaumont, Sour Lake & Western et al., the Commission 
has found that the rate applicable on wheat shipped from Minne- 
apolis, ‘Minn., to Kansas City, Mo., thence to Galveston, Tex., for 
export, in the period between June 14 and December 8, 1921, 
was unreasonable. It authorized waiver of undercharge and dis- 
missed the complaint. Relief was sought from the payment of 
unpaid charges. 

The report said the complaint covered only such grain con- 
tained in the shipments as originated beyond Minneapolis be- 
tween July 9 and August 23, 1920. Joint through rates did not 
apply from the original points of origin to Galveston. The wheat 
moved over the Milwaukee from Minneapolis to Kansas City, 
and charges covering that transportation were collected on the 
basis of the local rate of 27.5 cents, according to the report. 
Tariffs of the Kansas City Southern permitted reshipment from 
Kansas City at the balance of the through rate applicable from 
points of origin where the shipments originated. Charges from 
Kansas City to Galveston were prepaid on the basis of 6.5 cents, 
that being the difference between a proportional rate of 34 cents 
applicable from Minneapolis to Galveston and the local rate of 
27.5 cents collected from Minneapolis to Kansas City. The report 
said, however, that the proportional rate of 34 cents did not apply, 
when the shipments originated, on grain reaching Kansas City 
over the Milwaukee, although defendants evidently were of a 
contrary view, the report said. A proportional rate of 28 cents 
was applicable from Kansas City to Galveston. On June 9, 1924, 
suit was instituted for collection of the outstanding under- 
charges. 

The Commission concluded that the applicable rate was 
unreasonable to the extent it exceeded 34 cents and that collection 
of the undercharges might be waived. 


REPARATION ON SALT 


An award of reparation has been made by the Commission 
in No. 16087, Capell Salt Company vs. Chicago, Milwaukee & St. 
Paul et al., mimeographed, on a finding that rates assessed on 
46 carloads of salt shipped between August 16, 1921, and May 
12, 1923, from Salduro, Utah, to various points in Montana, were 
unreasonable. 

Following Inland Crystal Salt Co. vs. B. A. & P. Ry. Co., 
78 I. C. ©. 659, the Commission found that the rates on salt in 
the period August 16, 1921, to May 12, 1923, from Salduro to 
main-line points on the lines of defendants in Montana were 
unreasonable to the extent that they exceeded the rates shown 
in the scale appearing at page 665 of the report in the Crystal 
case for the actual distances from Salduro and that in the same 
period the rates on salt from Salduro to branch-line points on 
the same lines in Montana were unreasonable to the extent that 
they exceeded rates herein found reasonable to main-line points 
by more than the amounts by which the rates from north Pa- 
cific ports to said branch-line points exceeded the rates to said 
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main-line points. Complainant was requested to comply with 
rule V of the rules of practice. 


RATES ON BULL-WHEEL MATERIAL 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 155138, Marion Machine Foun- 
dry & Supply Company vs. Cisco & Northeastern et al., on a 
finding that rates on bull-wheel arms, cants and pins, from Tulsa, 
Okla., to Breckenridge, Tex., on shipments moving to Breck- 
enridge over the M. K. & T. lines and thence Cisco & Northeast- 
ern, between July 1, 1922, and January 29, 1923, were unreason- 
able and unduly prejudicial to the extent that they exceeded 
the rates contemporaneously maintained from and to the same 
points on common lumber. As to other shipments to Brecken- 
ridge and Graham, Tex., brought into issue by the complaint, 
the Commission found that the rates assailed were not unreason- 
able or unduly prejudicial. The report also embraces a sub 
number, Same vs. C. R. I. & G. et al. 


RATE ON BROKEN SOAPSTONE 


An award of reparation and prescription of a reasonable 
maximum rate for the future have been made by the Commis- 
sion in a mimeographed report in No. 16307, T. P. Kelly & Com- 
pany vs. Lehigh Valley et al., on a finding that the applicable 
sixth-class rate of 27 cents on broken soapstone from Marriotts- 
ville, Md., to Stockertown, Pa., was, is and for the future will be 
unreasonable to the extent that it exceeded, exceeds or may 
exceed $3.78 per net ton. 


RATES ON PIANOS 


The Commission has dismissed the complaint in No. 15895, 
E. E. Forbes & Sons Piano Company vs. Alabama Great South- 
ern et al., mimeographed, on a finding that rates on pianos, in 
carloads and less-than-carloads, from Hammond, Ind., and Steger 
and Oregon, Ill., to Birmingham, Ala., were not shown to have 
been unreasonable or unlawful. Reparation was sought on five 
carload and six less-than-carload shipments of pianos made in 
1922 and 1923 from and to the points designated. The Commis- 
sion said defendants showed that the rates charged compared 
favorably with rates contemporaneously in effect on the same 
commodity from and to numerous points in the same territories 
of origin and destination and that complainant introduced no 
evidence to support his allegation of unreasonableness. The 
Commission ruled against a contention of complainant that 
other rates were applicable under a so-called intermediate rule 
contained in certain tariffs. , 


RATE ON COAL 


On a finding that the applicable rate of 80 cents per net ton 
charged on 38 carloads of coal from East Birmingham ¢o Jasper, 
Ala., in the period of federal control, was not unreasonable or 
unjustly discriminatory, and that complainant was not damaged 
by any undue prejudice that might have existed, the Commission 
has dismissed the complaint in No. 16106, Sheffield Iron Cor- 
poration vs. Director General, as agent, Southern et al., mimeo- 
graphed. 


CHARGES ON ZINC DROSS 


In a mimeographed report on No. 15752, B. Lissberger & 
Company vs. Chesapeake & Ohio et al., the Commission has found 
that charges on zinc dross from Middletown and Cincinnati, O., 
and Ashland, Ky., to Newport News, Va., were not unreasonable, 
but that charges on like traffic from New York, N. Y., to Newport 
News jwere unreasonable and that complainant is entitled to repar- 
ation. The rate applied on the shipment from New York was 
$9.20 per ton. The Commission said the basis for the rate was 
not explained. It found that the rate from New York was unrea- 
sonable to the extent that it exceeded 29 cents per 100 pounds, 
following Lissberger & Co. vs. P. R. R., 78 I. C. C. 469, 81 I. C. C. 
645. 


RATES ON PLOW IRONS. ETC. 

In a mimeographed report in No. 16263, Massey Gin & 
Machine Works, Inc., vs. Central of Georgia, the Commission has 
found that the class rates as applied to Plow irons, parts and 
castings, less than carloads, from Macon, Ga., to Opelika, Dothan 
and other Alabama destinations were and are not unreasonable, 
but that they were, are, and for the future will be unduly pre- 
judicial and in violation of the long-and-short-haul clause of the 
fourth section of the act to the extent that they have exceeded, 
exceed or may exceed the rates on plow irons, less than carloads, 
in effect from Atlanta, Ga., to the respective points in Alabama. 
The report said fourth-class rates were applicable to plow irons, 
parts and castings, less than carloads, from Macon to Alabama 
destinations, while commodity rates applied from Atlanta and 
Columbus, Ga., to these destinations, the commodity rates being 
materially lower than the contemporaneous fourth-class rates. 
Continuing, the report, in part, said: 


The defendant states that the rates assessed complainant are low 
class rates. The carriers serving the Southeast are canceling com- 









































































































































































































































































































































































modity rates on plow irons, less than carloads, and applying in lieu 
thereof the fourth-class rates. This has been done in numerous in- 
stances and defendant states that as soon as practicable the com- 


modity rates on plow irons, less than carloads, from Atlanta and 
Columbus will be cancelled. 


Complainant has not shown that it suffered damage because of 


poe fourth section violations or the undue prejudice herein found to 
exist. 


RATES ON WRAPPING PAPER 


An order of reparation has been entered by the Commission 
in a mimeographed report in No. 16017, Wichita Chamber of 
Commerce et al., vs. Santa Fe et al., on a finding that rates on 
wrapping paper, in straight and mixed carloads with toilet paper 
and paper towels, from Wisconsin and Michigan points to 
Wichita, Kans., in the period November 24, 1921, to June 2, 1922, 
were unreasonable to the extent that the rates on wrapping paper 
in straight carloads exceeded 58 cents, and that the rates on 
wrapping paper in mixed carloads with toilet paper and paper 
towels exceeded 70 cents, subject to a minimum weight of 40,000 
pounds per car. The findings were based on the decision in 
Minnesota & Ontario Paper Co. vs. N. P., 66 I. C. C. 571, known 
as the Paper Case, decided March 14, 1922. The Commission 


said complainants would be satisfied with reparation on the basis 
prescribed in that case. 


RATES ON DOORS 

The Commission has dismissed the complaint in No. 15834, 
Memphis Freight Bureau, for Cole Manufacturing Company, vs. 
Chicago & Eastern Illinois et al., mimeographed, on a finding that 
rates on doors from Pacific coast points to Memphis, Tenn., were 
not unreasonable and that no damage was shown to have re- 
sulted under sections 2 and 8 of the interstate commerce act. 
Reparation was sought on 41 carloads of doors shipped between 
March 31, 1921, and June 30, 1922, from Portland, Ore., and 
Tacoma, Hoquiam and McCleary, Wash., to ‘Memphis. Charges 
were assessed at the applicable rate of 90 cents. Reparation was 
sought to the basis of a subsequently established rate of 83 cents. 


RATE ON BOX SHOOKS 


In a mimeographed report in No. 14078, Chattanooga Manu- 
facturing Company vs. Alabama Great Southern et al., the Com- 
mission has found that the applicable rate of 68.5 cents on 73 
carloads of box shooks from Chattanooga, Tenn., to Laredo, Tex., 
for export, shipped between April 9 and September 26, 1921, 
was unreasonable to the extent that it exceeded 59 cents, that 
the present rate is and for the future will be unreasonable to 
the extent that it exceeds or may exceed the contemporaneous 
rate on lumber from Chattanooga to Laredo, and that complain- 
ant is entitled to reparation. Complainant requested reparation 
to the basis of the contemporaneously applicable lumber rate of 
59 cents and that for the future a rate equal to the present lum- 
ber rate be accorded box shooks. The Commission said box 


shooks should be accorded rates no higher than the lumber 
rates. 


REFRIGERATION CHARGES 


The complaint in No. 14808, Home Star Produce Company 
vs. Southern Pacific et al., has been dismissed by the Commis- 
sion in a mimeographed report holding that the complaint, at- 
tacking as unreasonable refrigeration charges on carloads of 
vegetables and citrus fruits from points in the Imperial Valley 


of California to Fort Worth, Tex., was not supported by any 
evidence. 


RATES ON NAPHTHA 

An order of reparation has been entered by the Commission 
in a mimeographed report in No. 16289, Skelly Oil Company vs. 
Missouri, Kansas & Texas of Texas et al., on a finding that rates 
on naphtha, in tank-carloads, from Devol, Okla., to Burkburnett, 
Tex., in the period June 5, 1922, to May 31, 1923, were unreason- 
able to the extent that they exceeded $12.50 per car prior to 
July 1, 1922, and $11.25 per car subsequent thereto. The report 
said the rate in effect prior to July 1, 1922, was 17 cents. That 
rate was reduced to 15.5 cents, effective July 1, 1922. Effective 
December 20, 1922, a commodity rate of 10 cents was established. 
The charges under those rates were based upon the minimum 
weight of marked gallonage capacity of the car, estimated weight 
of 6.6 pounds per gallon. The report said the average charge 
on 18 cars shipped at the 17-cent rate amounted to $90.84 per 
car, and the average charge of 15 cars shipped under the 10-cent 
rate was $56.17 per car. Defendants submitted no evidence. 
The Commission said, in Tidal-Western Oil Corp. vs. W. F. & 
N. W., 83 I. C. C. 51, the facts were substantially similar to those 
in the present case, and that in that case the rates, which were 
here assailed, were found unreasonable to the extent that they 
exceeded the rates found reasonable in this case and which were 
the rates asked for by the complainant. 


DEMURRAGE ON COAL 


In a mimeographed report in No. 16201, Acme Coal Company 
vs. C. C. C. & St. L., the Commission has dismissed the com- 


68 THE TRAFFIC WORLD 





Vol. XXXVI, No. 2 


plaint on a finding that demurrage charges assessed on six car. 
loads of coal at Indianapolis, Ind., in December, 1922, and Janu. 
ary and February, 1923, were not unreasonable. The report saiq 
the charges complained of aggregated $16 and were assessed as 
straight demurrage. Payment being refused, defendant insti. 
tuted proceedings in the Indiana courts and recovered judg. 
ment, including costs, in the sum of $44.76. An appeal is pend. 
ing and the judgment has not been satisfied, according to the 
report. Complainant asked reparation in the sum of $100, alleg. 
ing it had been compelled to expend “other sums as costs and 
fees in connection with suit brought by defendant,” according 
to the report. The Commission said the only issue which would 
be considered by it was whether the provisions of the tariff were 
unreasonable, and it reached the conclusion that they were not 
unreasonable. A contention of complaint in the civil action was 
that the charges, inasmuch as they were assessed as straight 
demurrage, were in violation of a contract between the parties, 
and this contention was advanced in the proceeding before the 
Commission. The Commission said it was sufficient to say that 
if the average plan was in operation between the parties, the 
charges assessed were straight overcharges, and that that issue, 
now before the courts, was not before it. 


CHARGES ON GASOLINE 

On a finding that transportation charges on a tank car of 
gasoline shipped from Point Breeze, Pa., to New Haven, Conn., 
and reforwarded to Auburn, R. I., were not unreasonable, but 
that the assessment of a reconsignment charge of $6.30 in con- 
nection with combination rates was unreasonable, the Commis- 
sion has awarded reparation in a mimeographed report on No. 
16346, Atlantic Refining Company vs. Pennsylvania et al. The 
Commission followed Chestnutt Lumber Co. vs. Director-General, 
89 I. C. C. 236, and Hollingshead Co. vs. N. Y. C., 91 I. C. C. 657, 
saying that the manner in which the shipment of gasoline was 
handled was practically identical with that in which certain 
shipments were handled in the cases cited. 


RATES ON CEREAL BEVERAGES 


An order of reparation has been entered by the Commission 
in No. 16359, Fitger Company vs. Copper Range et al., mimeo- 
graphed, on a finding that a combination rate of.56 cents on 
cereal beverages from Duluth, Minn., to Greenland, Mich., was 
unreasonable to the extent that it exceeded 42.5 cents. Defend- 
ants did not oppose an award of reparation to the basis of a 


rate of 42.5 cents, the Commission said. The shipment involved 
was made March 16, 1922. 


OVERCHARGES ON CANDY 


Refund of overcharges has been directed by the Commission 
in a mimeographed report on No. 16187, National Candy Con- 
pany, Inc., vs. Pennsylvania, on a finding that fifth class rates 
charged on shipments of candy from Philadelphia and New York 
to St. Louis were inapplicable. Charges were collected at fifth 
class rates of 50.5 cents from Philadelphia and 52.5 cents from 
New York. Complainants asked refund to the basis of com- 
modity rates of 40 and 42 cents, respectively, and the Commis- 
sion found these rates were applicable to the shipments. The 
report embraces two sub-numbers, Same vs. B. & O., and Mis- 
souri Candy Co. vs. Pennsylvania. 


CANCELLATION NOT JUSTIFIED 


A finding of non-justification has been made in I. and S. No. 
2360, absorption of switching at Racine and Racine Junction, 
Wis., mimeographed. The Chicago, Milwaukee & St. Paul pro- 
posed to cancel its absorptions of the switching charge of the 
Chicago, North Shore & Milwaukee, an electric line, on “all traf- 
fic, interstate,” at the points mentioned. The proposed cancella- 
tion would affect the business ‘of the Racine Crushed Stone 
Company, the plant of which is 1.25 miles north of the corporate 
boundary of Racine on the North Shore. The Milwaukee, the 
report said, took the position that while the charge is stated as 
a switching charge, it is a line-haul charge which may not pro- 
perly be absorved. The charge is $5, of which the Milwaukee 
absorbs $2.50, which is the amount of its switching charge at 
Racine and therefore the limit of its absorption. In disposing of 
the case the Commission said the record showed that industries 
in the vicinity of Racine, apparently in the same situation as the 
protesting stone crushing plant, had all or a part of their switch- 
ing charges absorbed by the line-haul carrier. It said it would 
produce undue prejudice if the Milwaukee were permitted to 
cancel the absorption of $2.50 on crushed stone from the pro- 
testing plant and continue a like absorption from a competing 
plant at Ives, Wis. 


ICK CREAM MIX RATES 


A finding of unreasonableness and unjust discrimination has 
been made in No. 15356, Kentwood Ice Manufacturing and Bot- 
tling Works, Ltd., vs. American Railway Express Company, 
mimeographed, as to rates on ice cream mix of a specified kind, 
sold and shipped by the complainant under the trade name of 
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Kim, from Kentwood, La., to destinations in Mississippi, Louisi- 
ana, Alabama, Tennessee, Florida, Georgia and Texas. The 
Commission found that the mix was a form of condensed milk. 
It found that the rates to destinations not on the Illinois Central 
were now and for the future would be unjustly discriminatory 
to the extent they exceeded or might exceed the rates con- 
temporaneously maintained by the express company on con- 
densed milk from and to the same points, and that they were 
and for the future would be unreasonable to the extent they 
exceeded and might exceed rates on condensed milk for like 
distances under the so-called “c. f. a. scale” ag published in 
the express company’s I. C. C. No. 1676. 

The complaint alleged the rates charged by the express 
company from Kentwood to points on the Alabama & Vicksburg, 
Vicksburg, Shreveport & Pacific, Mississippi Central, Louisville 
& Nashville, Texas & Pacific and the Gulf Coast Lines were 
unreasonable, unjustly discriminatory and unduly prejudicial. 

The Commission said that at present practically all inter- 
state shipments of the ice cream mix manufactured by the 
complainant were transported in baggage service, the Illinois 
Central maintaining baggage rates on milk, cream, condensed 
milk and other milk products, based on the so-called Beatrice 
Creamery scale prescribed in 15 I. C. C. 109. The tariff, the re- 
port says, does not specify ice cream mix, but the Illinois Cen- 
tral considers Kim as a form of condensed milk and applies the 
condensed milk rates, which are satisfactory to the complainant. 
There are no joint baggage rates from Kentwood to the terri- 
tory the complainant desires to reach, and in this case it asks 
for reasonable express rates to cover inter-line movements. 

There are no interstate commodity rates by express on ice 
cream mix from Kentwood and second class rates apply. The 
express company publishes rates on milk, buttermilk, condensed 
milk between points in many states, including Louisiana, and 
the complainant asks that ice cream be included in the list and 
the application of the rates extended to southeastern states. 
The complainant asserted that the second class rates were pro- 
hibitive. The express company contended that Kim was not 
entitled to the milk and cream rates and should be transported 
at second class rates only because it was a manufactured prod- 
uct, containing, in every instance, ingredients other than milk 
and cream. Because the mix contained gelatine as a stabilizer, 
the express company, the report said, contended that rule 1 (n) 
of Official Express Classification should apply, putting on the 
mixture the rates applicable to the highest rated ingredient in 
the mixture. It took the position, the report said, that no matter 
how small the amount, the presence of gelatine or anything else 
took the mixture out of the class of milk and cream. It took 
the further position that it would be futile for the Commission 
to direct the establishment of commodity rates on milk or 
cream applicable over the Illinois Central, because its contract 
with that company would prevent its compliance. Tariffs are 
restricted and some of the restrictions have been upheld by 
the Commission. 

The Commission said the complainant was not asking for 
the cancellation of the restrictions. But, the Commission said, 
the tariff now in effect contained interline rates on milk, cream 
and condensed milk applying between points on the [Illinois 
Central, and that the complainant asked for the inclusion of 
ice cream mix in the list and the extension of the territory of 
application of the tariff. Manifestly, the report said, the con- 
tract did not necessarily prevent the express company from 
transporting milk and cream from or to points on that road. 
It said it was apparently true that, under the terms of the con- 
tract, the Illinois Central could insist on handling all such 
traffic, but that up to the present time it had not done so; that 
it had exercised that right only as to traffic having both origin 
and destination on its line, and that as to such traffic its baggage 
service appeared adequate. 

An Illinois Central official, testifying for the complainant, 
the report said, asserted that the rates maintained by the ex- 
press company applying from points on the Illinois Central to 
points on other lines were in effect without authority of that 
company and that at an early date the tariff would be amended 
so as to exclude all such traffic. The Commission said the rail- 
road company was not before it and did not stand committed 
as to its policy by anything in this record. It said the excep- 
tions and restrictions in the express tariffs, added at the in- 
stance of the railroad company, indicated that the railroad com- 
pany was fully aware of the scope of the tariff and that, at least, 
tacitly it had agreed to such rates as were not covered by ex- 
ception. The Commission said it could not assume the railroad 
company would refuse to permit the defendant to establish 
reasonable interline milk rates, at least until adequate baggage 
Service at reasonable rates had been provided. 

The express company urged that the Beatrice scale was too 
low and that, if the present rates were found unreasonable, rates 
no lower than the C. F. A. scale rates should be ordered. In 
disposing of the case, the Commission said: 


This report does not deal with the generic term ice-cream mix, 
but only with the specific product here considered. The record in- 
dicates that there are many varieties of ice-cream mix manufactured 
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throughout the country, some of which differ materially from com- 
plainant’s product. The findings herein should be understood as 
relating only to ice-cream mix consisting of sweetened condensed 
milk or cream with the addition of not more than one per cent 
of gelatine or other stabilizer. 

We find that the ice-cream mix sold and shipped under the trade 
name of Kim, as described, is a form of condensed milk. We fur- 
ther find that the rates assailed for the interstate transportation 
of this commodity to destinations designated in the complaint not 
located on the Illinois Central Railroad are, and for the future will 
be, unjustly discriminatory to the extent that they exceed rates 
contemporaneously maintained by defendant on condensed milk from 
and to the same points, and that they are and for the future will 
be unreasonable to the extent that they exceed rates on condensed 
milk for like distances under the so-called ‘‘c. f. a. scale’? as pub- 
lished in defendant’s tariff I. C. C. No. 1676. 


The order requires the establishment of the rates found rea- 
sonable not later than September 14. 


COMMISSION RESTRICTS ORDER 


The Commission, by means of a supplemental order in No. 
13839, Commercial Club of Fargo, N. D., vs. Annapee & Western 
Railway Company et al., has revised the two paragraphs preced- 
ing the last paragraph of the order of June 2, 1925, so as to re- 
strict the application of the order establishing class rates to the 
points of origin shown in Countiss’ I. C. C. No. 1087 and supple- 
ments thereto or reissue thereof, from California, Nevada and 
Utah to Fargo. The substantive part of the order is as follows: 


It is further ordered, That said defendants, according as _ they 
participate in the transportation, be, and they are hereby, notified and 
required to establish, on or before September 11, 1925, upon notice to 
this commission and to the general public by not less than 30 days’ 
filing and posting in the manner prescribed in section 6 of the inter- 
state commerce act, and thereafter to maintain and apply to the 
transportation of articles moving on class rates from all points in 
California, Nevada, and Utah named in Agent R. H. Countiss’ Tariff 
I. C. C. No. 1087 and supplements thereto, or reissues thereof, to 
Fargo, N. Dak., class rates which shall not exceed the corresponding 
rates contemporaneously maintained from the same points of origin 
to Duluth, Minn. 


AFFIRMS FINANCE ORDER 


On rehearing, the Commission has affirmed its original re- 
port and order in Finance Docket No. 3504, securities of Louisi- 
ana Railway & Navigation Company of Texas, authorizing the 
issue of $400,000 of common capital stock and $750,000 of first 
mortgage 6 per cent bonds, 90 I. C. C. 229. 

Of the total issue of securities, $52,500 of stock was to be 
sold at par and the proceeds used for capital purposes, and the 
remainder of the stock and all the bonds were to be delivered 
to William Edenborn in payment for property to be acquired. 
The applicant sought authority to issue $200,000 of stock and 
$2,963,000 of bonds, all of which, with the exception of $52,500 
of stock, was to constitute the purchase price for the property. 

The Commission said the facts, briefly stated, were as fol- 
lows: 


Under its plan of reorganization, the Missouri, Kansas & Texas 
Railway Company of Texas, hereinafter called the Katy, elected not 
to include in the reorganized property a line of railroad extending 
from McKinney to Waskom, Tex., a distance of 181.95 miles, known 
as the Sherman, Shreveport & Southern Railroad. The line was 
purchased by F. F. Greenman for $700,000 cash and was transferred 
to William Edenborn, president of the Louisiana Railway & Navi- 
gation Company, in his own name, for the sum of $750,000 cash. 
Edenborn has organized the applicant corporation and proposes to 
sell the property to it, and to receive in payment therefor $147,500 
of common stock and $2,963,000 of first-mortgage bonds. These 
securities, together with $52,500 of common stock to be issued by 
the applicant and sold at par, the proceeds to be used for capital 
purposes, aggregating $3,163,000, are to constitute applicant’s capitali- 
zation. Such capitalization is based upon a valuation of $3,163,349.09 
placed upon the property by the Railroad Commission o Texas. 

In the original report in this proceeding we said: 

“As stated above, the property involved was purchased by Wil- 
liam Edenborn for $750,000 cash. Allowing the maximum of $100,000 
for negotiations, expenses, etc., and the maximum of $100,000 for 
equipment, materials, and supplies, together with $52,500 received 
for subscriptions, which sum has been used for corporate purposes, 
there appears to be a total investment of $1,002,500. For the pur- 
pose of this proceeding $150,000 may be allowed for working capital, 
including materials and supplies. We will therefore authorize a 
capitalization of not exceeding $1,150,000, of which $400,000 will be 
common capital stock and $750,000 first mortgage bonds.” 


The applicant contended, among other things, that it was 
entitled to issue securities on the basis of the ascertained 
psysical value of its property regardless of the actual invest- 
ment therein or the earning capacity thereof. In other words, 
the Commission said, it was contended in substance that the 
law contemplated the consideration by the Commission of the 
single element of physical value of property in determining 
what should constitute proper capitalization, and that such ele- 
ments as commercial value, earning capacity, etc., must be dis- 
regarded. The Commission said it believed that this contention 
was clearly refuted by the plain language of section 20a of the 
act. Continuing, the Commission said: 


As stated above, the applicant has adopted the valuation of 
$3,163,349.09 placed upon its property by the Railroad Commission of 
Texas, and proposes to capitalize this amount through the issue of 
$200,000 of common capital stock and $2,963,000 of first-mortgage 6 
per cent bonds. When the road was part of the Katy there were 
outstanding $3,689,000 of first-mortgage 5 per cent bonds, the holders 


















































































































































































































































































































































































































of which sold the property for $700,000. The applicant now proposes 
to burden the property with $2,963,000 of 6 per cent bonds, upon 
which the interest charges would amount to $177.780 annually.. The 
original report states that applicant’s net income, exclusive of fixed 
charges, for the last nine months of 1923 was $44,424. The record on 
rehearing shows that for the first 10 months of 1924 the applicant 
incurred a net railway operating deficit of $51,837, without interest 
charges, while the estimate of earnings submitted by it shows an 
anticipated average monthly surplus of $12,577, after interest charges, 
during the period April 1, 1924, to March 31, 1925. 

The unsoundness of the applicant’s plan is further shown in its 
proposal to issue $200,000 of stock and $2,963,000 of bonds, a ratio 
of approximately $1 of stock, representing ownership of the property, 
to $15 of bonds, representing credit obligations for which the property 
is pledged as security. That such security is inadequate was clearly 
demonstrated when the former bondholders, through negotiations 
independent of the foreclosure preceedings, sold it for $700,000. 


The Commission also ruled against a contention of the 
applicant that more liberal capitalization had been authorized in 
cases it contended were similar to the instant case, holding that 
the “decisions upon cases such as these shall not be taken as 
precedents for the reason that our findings in each case must 
necessarily be based upon the particular circumstances and facts 
presented therein which may vary from those of every other 
case.” It also held that another contention of the applicant 
that failure to permit capitalization on basis of value of the 
property deprived it of the right to issue short-term notes with- 
out authority from the Commission under the provisions of 
paragraph (9) of section 20a, and argument in support thereof, 
were not convincing, adding that while the amount of short-term 
notes which applicant might issue without authorization was 
restricted by law to 5 per cent of its outstanding securities, the 
applicant “always has the right to apply to us for authority to 
issue such notes in excess of that amount.” 


FINAL VALUATION REPORT 


In Valuation Docket No. 8, Wrightsville & Tennille Railroad 
Company, opinion B-53, 97 I. C. C. 359-81, the Commission has 
found the final value of the carrier’s property, for rate-making 
purposes, owned and used, to be $1,532,000, as of June 30, 1915, 
and used but not owned, $1,235. The earrier alleged that the 
tentative valuation of $1,597,924 of total used property was less 
than the actual value, contending for a valuation of not less than 
$2,148,306. 


FINANCE APPLICATION 


The Virginian Railway Company has applied to the Commis- 
sion for authority to assume obligation and liability in connection 
with the issue of $3,600,000 of 4144 per cent equipment trust cer- 
tificates in connection with the acquisition of thirty-six electric 
locomotives. It is proposed to sell the certificates at 97.125 per 
cent of par value plus accrued dividends, to the National City 
Company of New York and Lee, Higginson & Co. of Boston and 
New York. The locomotives will cost approximately $133,761 
each, or a total of $4,815,410. 

The Chicago, Rock Island & Pacific has asked for authority 
to guarantee an issue of $5,400,000 of equipment trust certificates 
to be issued in connection with the purchase of new and rebuilt 
equipment at a total cost of $7,294,536.40. It is proposed to sell 
the certificates at 96.89 and accrued interest to Speyer & Com- 
pany, of New York City. 


COMMISSION ORDERS 


The Armstrong Cork Company and the Standard Textile 
Products Company have been permitted to intervene in No. 
16944 (Sub-No. 1), Certain-teed Products Corp. vs. Penn. R. R. 
et al. 

J. T. Lesueur, Mesa, Ariz., as Lesueur Grocery Company; 
Mesa Milling Co., Mesa, Ariz.; Phoenix Flour Mills, Phoenix, 
Ariz.; Albert Steinfeld & Co., Tucson, Ariz.; J. Ivancovich Co., 
Tucson, Ariz.; F. J. & F. S. Baffert and A. S. Leon, as Baffert 
& Leon, Tucson, Ariz.; Yee Tun and Wong Soon, as Wing Yick 
Lung Co., Yuma, Ariz.; Manuel Fscalada and Leoncadio Fsca- 
lada, as Fscalada Brothers, Nogales, Ariz.; and Sonora Mer- 
cantile Co., have been permitted to intervene in No. 16770 
(and Sub-Nos. 1 to 9, inclusive), Bashford-Burmister Co. vs. 
Santa Fe et al. 

The Wisconsiin Traffic Association has been permitted to 
intervene in No. 17034. Kalamazoo Vegetable Parchment Co. 
vs. Santa Fe et al. 

The petition of the Western Union Telegraph Company for 
leave to intervene in Valuation Docket No. 486, Houston & 
Brazos Valley Ry. Co., has been granted. 

The Commission has granted authority to the Western Union 
Telegraph Company to intervene in Valuation Docket No. 491, 
the Texas & Pacific Ry. Co. 

The Commission has authorized the Missouri Pacific R. R. 
Co., New Orleans, Texas & Mexico Ry. Co., and St. Louis, 
Brownsville & Mexico Ry. Co., to intervene in Finance Docket 
No. 4823, in the matter of the application of the San Antonio 
& Aransas Pass Ry. Co. for a certificate of public convenience 
and necessity authorizing the construction by it of an extension 
of its railroad in Brooks and Hidalgo counties, Texas. 

The Certain-teed Products Corporation has been permitted 
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to intervene in No. 16637 (Sub-Nos. 1 and 2), the Crissey and 
Fowler Lumber Company vs. Santa Fe et al. 

The Commission has authorized the Georgia Cement and 
Stone Company to intervene in No. 16845 (Sub-No. 2), Lehigh 
Portland Cement Company vs. A. & V. Ry. et al. 

Albert I. Stiles has been permitted to intervene in Finance 
Dockets Nos. 2732, 27338, 2734, 2735, 2736, 2737 and 2489, Inter- 
locking Directors—New York, Chicago & St. Louis and Chesa- 
peake & Ohio. 

The complainant’s petition for modification of the Commis- 
sion’s findings in No. 11218, Wilbur Lumber Co. et al. vs. Di- 
rector-General, P. C. C. & St. L. R. R. Co. et al., and No. 11230, 
F. C. Mintzlaff et al. vs. Director-General, Santa Fe et al., has 
been denied. 

The order of April 10 entered in No. 4424, Mississippi River 
Case, State of Iowa et al. vs. Santa Fe et al., is hereby vacated 
and set aside, and proceeding discontinued. 

The order entered on April 13, in 15150, Walsh Fire Clay 
Products Co. et al. vs. Director-General, A. & S. R. R. et al. 
and No. 15150 (Sub-No. 1), Mississippi Glass Co et al. vs. A. & 
S. R. R. et al., reopening this proceeding for further hearing, has 
been vacated and set aside. 

The Southern Pine Association has been permitted to inter- 
vene in the proceedings in No. 16698 (and Sub-No. 1 thereto), 
Standard Lumber Company vs. A. C. L. R. R. et al. 

The Manufacturers’ Association of Connecticut, Incorporated, 
has been permitted to interevne in No. 16721, the Central R. R. 
Company of New Jersey vs. N. Y. N. H. & H. R. R. et al. 

The Brown Produce Company, Griffin Grocery Company and 
Muskogee Wholesale Grocer Company have been authorized by 
the Commission to intervene in No. 16777, Dawson Produce Com- 
pany et al. vs. A. & S. Ry. et al. 

The Memphis Freight Bureau and Augusta Traffic Bureau 
have been authorized to intervene in No. 16900, Atlantic Cotton 
Association et al. vs. A. C. & Y. Ry. et al. 

The Richardson Company has been permitted to intervene 
: - 16992, the Fairfield Paper Company vs. A. C. L. R. R. 
et al. 

The Augusta Traffic Bureau has been authorized to intervene 
in No. 17048, Columbus Brick and Tile Company et al. vs. A. B. 
& A. Ry. et al. 

The Commission has reopened its proceeding in No. 6591, 
in re application of Southern Pacific Company and Central Pa- 
cific Railway under section 5 of the act to regulate commerce as 
amended by the Panama Canal act in connection with the op- 
eration of a boat line on the Sacramento River and connecting 
waters, for further hearing in connection with the petition filed 
by the Southern Pacific for supplemental order enlarging the 
scope of the freight service permitted under the Commission’s 
report and order therein so as to include certain territory on the 
east side of San Francisco Bay. 

The Usher Brothers have been permitted to intervene in No. 
“ Adams-Bank Lumber Company et al. vs. A. & R. R. R. 
et al. 

The Southern Pine Association has been permitted to inter- 


vene in No. 17040, Edward Hines Yellow Pine Company et al. 
vs. A. C. & Y. Ry. et al. 


MILEAGE TICKET CASE 


The Commission has entered a supplemental order in No. 
14104, interchangeable mileage ticket investigation, assigning 
for hearing at a time and place to be hereafter designated 
applications of the Canadian Pacific, Staten Island Rapid Trans- 
it, Utah Railway, and Oahu Railway and Land Company for 
exemption from requirements as to the sale of mileage tickets 
at regular rates. The order requiring the sale of such tickets 
has been suspended as to these carriers, pending decision of 
the Commission on the question of exemption. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 12716, Utah Gilsonite Company vs. 
Santa Fe et al., has petitioned the Commission for reconsidera- 
tion and rehearing. 

The Erie Railroad has petitioned the Commission for an 
extension of the effective date of the Commission’s order as to 
its road in No. 13413, in the matter of automatic train-control 
devices. 

The complainant’s petition in No. 15848 (Sub. No. 2), North- 
east Mississippi Traffic Bureau, for J. J. Rogers & Sons et al. vs. 
N. O. T. & M. Ry. et al., for rehearing has been denied. 


CHANGES IN DOCKET 

Hearing in Docket 15234, in the matter of divisions between 
Western Trunk lines and Transcontinental roads on traffic to and 
from the coast, set before Examiner Disque, at Chicago, July 7, 
was canceled. 

I. and S. No. 2450, salt in Texas and between Shreveport, 
La., group points and Texas, was set for hearing July 9, at 
Omaha, before Examiner Witters. 

Hearing in No. 14960, Freehold Lumber Company vs. Chesa- 
peake & Ohio Railway, assigned for July 11 at Pittsburgh, Pa., 


before Examiner Keeler, was pcstponed to a date to be hereafter 
fixed, 









fruits 
Utah 
comp 
$1.25, 
in th 
Septe 
forni 
and | 
of sh 
in vi 

] 
decle 
said: 









and 


and 
igh 


nce 
ter- 
Sa- 


nis- 
Di- 
30, 
has 


ver 
ted 


au 
on 


ne 


10. 
ng 
ed 
iS- 
or 
ts 
ts 
of 





July 11, 1925 





THE TRAFFIC WORLD 71 








PROPOSED DRIED FRUIT RATES 


In a report on No. 15425, Anderson Taylor Co. et al. vs. 
Atchison, Topeka & Santa Fe, Director-General, et al., Examiner 
Cc. I. Kephart said the Commission should find rates on dried 
fruits in boxes and sacks, in carloads, from California points to 
Utah common points, unreasonable and award reparation. The 
complainants, Salt Lake City merchants, alleged that a rate of 
$1.25, minimum 60,000 pounds, charged on dried fruits shipped 
in the periods from October 14, 1918, to February 4, 1920, and 
September 15, 1921, to September 10, 1923, from points in Cali- 
fornia to Ogden and Salt Lake City, was unjust, unreasonable 
and unduly prejudicial to complainants and unduly preferential 
of shippers at Denver and Butte, and, in the first named period, 
in violation of the long-and-short-haul part of the fourth section. 

In disposing of the case the examiner, in addition to the 
declaration that the fourth section departures were protected, 
said: 


On this record, the commission should find that the rates assailed 
were unreasonable to the extent that on dried fruit in boxes from 
Group 1 points they exceeded 75c, minimum 60,000 Ibs., during the 
period October 14, 1918, to | teo-stoogy’ 4, 1920, inclusive, and 94c and 
84.5c, minimum 60,000 lbs., during the periods September 15, 1921, to 
December 30, 1922, and January 1, 1922, to September 10, 1928, inclu- 
sive, and on dried fruits in sacks $1.20, minimum 40,000 lbs., during 
the period January 1, 1922, to September 10, 1923, inclusive, respec- 
tively, and from Group 8 points to the extent that they exceeded rates 
110 per cent of the foregoing rates. 

The commission should further-find that for the future the rates 
assailed have been shown unreasonable to the extent that on dried 
fruit in sacks, minimum 40,000 lbs., they may exceed $1.20 from Group 
1 points, and that on fruit in both boxes and_sacks, for the 40,000 and 
60,000 1b. minima, to the extent that from Group 3 points they may 
exceed 110 per cent of the rates herein authorized from Group 1 points, 
including present rates not found unreasonable. There is practically 
no evidence of record which indicates the proper relationship between 
rates on these commodities in boxes and in sacks, and findings herein 
should not be construed as approving the existing relationship. 

Defendants question the right of complainants Whiteley & May- 
cock, Fabian Brokerage Company, Ford J. Fabian Company, Jennings- 
Cornwall Warehouse Company, and the Standard Brokerage & Dis- 
tributing Company to maintain action for reparation here. The de- 
tails of the transactions are somewhat indefinite of record, but the 
procedure seems to have been as follows: These claimants, acting as 
agents for purchasers at Salt Lake City or vicinity, placed orders 
with or received shipments from dealers in dried fruits in California, 
in C. L. or pooled C. L. quantities, at prices F. O. B. points of origin, 
paid the freight charges upon arrival, and distributed the goods, sub- 
sequently collecting the purchase price and the freight charges on the 
quantity of goods involved in each transaction. The Jennings-Corn- 
wall Warehouse Company was an exception in so far as conducting 
sales is concerned; it apparently handled only the item of freight 
charges. On this basis, the claimants named clearly may maintain 
action as agents for undisclosed principals. Claims on shipments pur- 
chased F. O. B. point of origin and sold at a delivered price may be 
made by and on behalf of the complainant concerned. 

The commission should further find that complaniants John W. 
Scowcroft & Sons Company, Anderson Taylor Company, Theodore W. 
Whiteley and Berry Maycock, gy as Whiteley & Maycock, Zion’s 
Co-operative Mercantile Institution, Ferd J. Fabian Company, Ferd J. 
Fabian and T. R. Robins, trading as Fabian Brokerage Company, 
Jennings-Cornwall Warehouse Company, Symrs Utah Grocer Com- 
pany, Gibson Commercial Company, Standard Brokerage & Distribut- 
ing Company and Kahn Brothers Company made shipments as des- 
cribed and paid the charges thereon in their own behalf or as agents 
for undisclosed principals, that they or their principals, as the case 
may be, have been damaged to the extent that the charges paid ex- 
ceeded those that would have accrued at the rates herein found reason- 
able; and that they, as principals or as agents, are entitled to repara- 
tion, with interest. Complainants should comply with Rule V of the 

Rules of Practice. 


LIVE STOCK RECONSIGNMENT 


In a report on No. 15728, Sioux City Live Stock Exchange vs. 
Chicago & North Western et al., Examiner David T. Copenhafer 
dealt with a complaint alleging the rules and regulations govern- 
ing the reccnsignment and division of live stock originating 
north and west of Sioux City and billed to Sioux City or other 
Missouri River markets were unreasonable and discriminatory 
in violation of sections 1 and 3. He said the Commission should 
find rules on shipments billed to Sioux City or Omaha or to a 
point beyond when a change in ownership took place at those 
points and reforwarded therefrom, to the extent that they pro- 
vided for the collection of the public rates to and from those 
points, were not unreasonable or unduly prejudicial with certain 
exceptions, but that they were unreasonable in providing for 
the collection of a reconsignment charge in addition to such 
rates. He said the Commission should find that the grant by the 
Chicago, Burlington & Quincy, at Omaha, of specified transit ar- 
rangements on live stock originating at points north and west 
of Sioux City while contemporaneously denying similar arrange- 
ments at Sioux City, should be found unduly prejudicial to Sioux 
City and that the undue prejudice should be removed. 

The examiner said the complainant asked the Commission to 
Prescribe rules whereby live stock billed to a Missouri river 
Market might be reconsigned therefrom to a point beyond to 
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which it was intermediary at the balance of the through rate 
plus one reconsigning charge, or two reconsigning charges where 
a change in ownership took place; also that live stock billed to 
points beyond might be stopped at the Missouri river market 
which was intérmediary, in practical, used, traffic routes, to try 
the market and if there was a change in ownership, to proceed 


_ to original destination at the through rate plus one reconsign- 


ing charge. It was not asked, said the examiner, that the pro 
posed rules apply on live stock the identity of which had been 
lost. It was asked, however, that shipments billed to points 
beyond the Missouri River and stopped to test the market be 
permitted, provided no change in ownership took place, to move 
to the original destination at the through rate and that on such 
shipments as might be disposed of at the Missouri river market, 
a diversion charge be assessed in addition to the local rates to 
the Missouri River. The rules now in effect at Sioux City, the 
examiner said, except in the case of one line so provided. 

Interventions »were filed in the case by the Omaha Live 
Stock Exchange, Swift & Company, Armour & Company, Cudahy 
Packing Company, Board of Railroad Commissioners of the State 
of South Dakota, Norfolk Live Stock Sales Company, and the 
Traffic Bureau of the Sioux City Chamber of Commerce. 

The examiner said that what the complainants sought 
seemed to be more in the nature of a transit or marketing, 
rather than a reconsignment, arrangement. The Milwaukee 
and the North Western, the examiner said, prohibited the recon- 
signment, at the through rates, of live stock originating on their 
lines consigned locally to Omaha, but that nevertheless they 
were parties to the tariff carrying a rule providing for reconsign- 
ment. The complainant contended that the present rules of the 
Burlington and the Union Pacific gave Omaha a decided ad- 
vantage. The interveners, the examiner said, generally took the 
position that live stock should be permitted to be shipped to 
another destination which was in direct line at the through 
rates applicable from points of origin plus the inbound and 
outbound switching, the loading and unloading charges at the 
intermediate points, regardless of whether there was or was not 
a change of ownership. None of the defendants, the examiner 
said, maintained arrangements similar to those sought. In con- 
clusion, the examiner said. 


No producer of live stock testified at the hearing. All that is 
now required, if he wishes to obtain the benefit of two markets 
instead of one without paying two local rates, is that he first bill 
his shipments to the more distant point. This does not appear to be an 
unreasonable requirement. * 

Upon this record the commission should find that the rules and 
regulations herein assailed applicable on shipments of live stock 
originating north and west of Sioux City, billed to Sioux City or 
Omaha, or to a point beyond when a change of ownership occurs at 
those points, and reforwarded therefrom, to the extent that they 
provide for the collection of the published rates to and from those 
points are not unreasonable or unduly prejudicial, except as herein- 
after mentioned, but that they are unreasonable in providing for 
the collection of a reconsignment charge in addition to such rates. . 

The commission should further find that the maintenance by 
defendant, Chicago, Burlington & Quincy, of rules whereby transit 
is granted at Omaha on shipments of live stock originating at points 
on its line north and west of Sioux City, while contemporaneously 
denying like transit at Sioux City, subjects Sioux City to undue 
prejudice and unduly prefers Omaha; and that this undue prejudice 
should be removed by establishing at Sioux City transit arrangements 
embracing conditions, restrictions, and limitations similar to those 
contemporaneously maintained by this defendant at Omaha. 

An order requiring the discontinuance of such reconsigning 
charges and removal of the undue prejudice should be entered. 





COMBINATIONS NOT UNREASONABLE 


Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 16145, Lewiston Elevator Company et al. vs. 
Chicago Great Western et al., on a finiding that the rates on 
grain from Minnesota points to Chicago, Milwaukee and other 
Wisconsin points, which, at the time of the movement, exceeded 
the contemporaneous combination of local rates to and propor- 
tional rates from Winona, Minn., were not unreasonable. 

The shipments originated on the Chicago & North Western 
at Elgin, St. Charles, Lewiston, Plainview, Kasson, Byron, Eyota, 
Dover, Chatfield, Viola and Stockton; on the Milwaukee, at Mill- 
ville, Lakey, Zumbro Falls and Hammond; on the Chicago Great 
Western at Utica, St. Charles, Bethany, Altura and Dover. They 
moved subsequent to December 31 1921. The complainants al- 
leged the rates were unreasonable and asked for reasonable 
rates and reparation. The rates for which the complainants 
asked were subsequently established on the basis of the aggre- 
gates of intermediates which were disregarded when the ship- 
ments were made. 

Over all the routes the rates, Mackley said, were 22.5 cents 
on wheat and 20.5 cents on coarse grains, except from Stockton. 
From that point they were two cents lower. All the shipments 
moved through Winona, Minn. From that point there were pro- 
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portionals of 13 cents on wheat and 11.5 cents on coarse grains, 
applicable, however, only on shipments on which there were sur- 
rendered, on date of reshipment, duplicate inbound freight bills, 
representative of the outbound movement. These proportional 
rates, in connection with the local rates under the minimum in- 
trastate scale inbound, made combinations on Winona ranging 
from a half to three cents less than the through rates. The com- 
plainants contended the through rates were unreasonable to the 
extent they exceeded the combinations; also that the shipments 
originating on the North Western which were not interchanged 
with the Milwaukee at Winona were misrouted. The contention 
in that respect was, the examiner said, that inasmuch as the 
shipments were not specifically routed by the complainant it was 
the duty of the initial carrier to send the shipments over the 
joint routes, over which the complainants contended that the 
lower combinations would have applied. 

Mackley said the complainants offered no evidence on the 
issue of unreasonableness other than a comparison of the rates 
and services under the through rates charged and under the 
lower combinations that would have applied on separate ship- 
ments to-and from Winona. 


“A through rate higher than an aggregate of intermediates 
over the same route is prima facie but not conclusively unrea- 
sonable,” said the examiner. “The presumption of unreasonable- 
ness can be rebutted upon satisfactory evidence. It was appar- 
ently rebutted to the satisfaction of the Commission in Milwau- 
kee Chamber of Commerce vs. C. B. & Q., 78 I. C. C. 110, wherein 
the Commission, after referring to the lower combinations on 
Winona and to lower combinations on Minneapolis that would 
have applied except for mnimum rate provisions in the tariff, in 
protection of the local rates from Minneapolis, nevertheless 
found that these same through rates were reasonable.” 


After setting forth the facts in respect of the inbound intra- 
state rates to and the outbound proportional rates from Minne- 
apolis which also applied from Winona and which constituted the 
components of the lower combinations here in issue, the exam- 
iner said the only change in that situation had been brought 
about by the establishment of through rates on the basis of the 
prior combinations on Winona in response to the Commission’s 
direction that the fourth section departures resulting from the 
through rates exceeding the Winona combination be removed. 


 Mackley said that in addition to the specific finding of the 
Commission that the rates were reasonable, the defendants pre- 
sented many comparisons in support of the reasonableness of the 
through rates charged. He said that from the facts of record 
and in view of the findings of the Commission in the case cited 
the through rates charged on these shipments, although higher 
than the aggregate of intermediates, could not be found unrea- 
sonable. Nor, said he, could the shipments over the North West- 
ern or the Milwaukee be found to have been misrouted. The 
lower combinations on Winona did not exist, he said, over any 
route, as to shipments billed, as were these, through to final 
destination and not reshipped from Winona, inasmuch as the 
tariffs provided, as already pointed out, that the proportional rate 
from Winona could be applied only in the event that duplicate 
inbound expense bills were surrendered at Winona as representa- 
tive of the outbound movement. It was no answer to say, he 
said, that the freight bills having been in the possession of the 
carrier the surrender thereof was unnecessary and impossible, 
and that the tariff restriction therefore became a nullity. Tariffs, 


he said, were to be interpreted in strict accordance with their 
terms. 


REPARATION ON CATTLE 


An award of reparation has been recommended by Examiner 
R. L. Shanafelt in a proposed report in No. 16292, G. Gullikson 
vs. Director-General, as agent, and Chicago & North Western, 
on a finding that charges collected on four carloads of cattle 
shipped from Sturgis, S. D., to Omaha, Neb., in December, 1919, 
were unjust and unreasonable to the extent that they exceeded 
charges based on a rate of 43 cents and the actual weight of 
75,420 pounds. Charges were collected at the applicable rate 
of 43 cents and a carload minimum of 24,000 pounds, the exam- 
iner said. Complainant sought reparation to the basis of 


charges at the 43-cent rate and the lower actual weight of total 
contents. 


According to the report, complainant placed an order with 
the railroad agent at Sturgis for three 36-foot stock cars for 
loading 91 head of cattle on a future date therein specified. The 
agent accepted that order, but when complainant reached Sturgis 
with his cattle the agent advised him for the first time that 
stock cars were not available and in lieu thereof assigned him 
four box cars, one 36 feet, one 38 feet 10 inches, one 40 feet, and 
one 41 feet in length, inside measurement. Into these cars, com- 
plainant testified, he loaded 91 head of cattle. At Long Pine, 
Neb., where the cattle were unloaded for feed, water and rest, 
the cattle were loaded into feur stock cars, one 36 feet and 
three 36 feet 1 1-58 inches in length, inside measurement. There 
was a dispute as to the number of cattle shipped, but the ex- 
aminer, saying obviously error occurred, concluded that it ap- 
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peared logical to accept the count and weight of complainant and 
his agent. 

The minimum of 24,000 pounds applied on cars over 33 feet 
9 inches to and including 40 feet in length, inside measurement, 
without distinction as to the kind of car, the examiner said, 
adding that if complainant had been furnished three stock cars 
and had loaded therein 91 head of cattle shipped, the freight 
charges would have amounted to $324.31 at the applicable rate 
of 43 cents on the aggregate actual weight of 75,420 pounds. A 
charge of 75 cents per car for switching at Omaha and a war 
tax of $2.70 were also collected. Aggregate charges collected 
amounted to $412.80. 

The examiner said that, since it was the duty of the carrier 
to furnish the kind of equipment ordered, or its equivalent, the 
issue was resolved into the question of whether it would have 
been practicable for complainant to have loaded the 91 head of 
cattle into three standard 36-foot cars. On that issue, he said, 
complainant and defendant took opposite positions. Complain- 
ant and his witnesses testified that the cattle could have been 
loaded and safely transported in three standard 36-foot stock 
cars. Defendant submitted evidence to the effect that as many 
or more live stock could be safely loaded into box cars as into 
stock cars of equal length, especially in the frigid weather that 
prevailed when the shipments moved. In view of the shortage 
of live stock equipment, the examiner said, defendant urged that 
it was significant that four stock cars were used by the carrier 
to transport the cattle from Long Pine to Omaha. In conclu- 
sion, the examiner, in part, said: 


Ordinary live stock, such as that here considered, is shipped in 
stock cars except in emergencies. The slatted construction of such 
cars admits adequate light and air throughout the car and facilitates 
capacity loading. It is difficult to load box cars to capacity, for the 
natural tendency of the cattle is to refuse to enter the darkened cor- 
ners of the car, and greater risk of loss, damage, and deterioration 
in transit is incurred than when shipped in stock cars. Complain- 
ant’s cattle, accustomed to the range, were more or less wild in 


nature and he experienced great difficulty in loading them into the 
box cars furnished him. 


There is no proof that the collection of the switching charges 
at Omaha was occasioned by defandants’ failure to furnish com- 
plainant the kind of equipment ordered at Sturgis. The commission 
is without power to order refund of war taxes. 


COPPER BULLION CASE DISMISSED 


Examiner C. I. Kephart has recommended the dismissal of 
No. 14420, Greene Cananea Copper Co. vs. Director-General, El 
Paso & Southwestern et al., on a finding that rates on copper 
bullion, in carloads, from Cananea, Mex., to Perth Amboy, in 
the period of federal control, had not been shown to have been 
unreasonable or otherwise in violation of the interstate com- 
merce law or the federal control act. The complaint alleged 
that a rate of $16.50, charged on shipments between June 25 
and July 24, 1918, was unreasonable and unlawful in violation of 
the first section of the interstate commerce act and section 10 
of the federal control law to the extent it exceeded $9.06 for 
rail-and-water transportation and $10.56 for all-rail service. An 
informal complaint was filed February 26, 1921. The rates men- 
tioned as the standard of lawfulness were those in effect prior 
to General Order No. 28. Both were increased to $16.50 on that 
day. ‘ 

Under the Mexican law thirty days’ notice was required to 
make the increase. Therefore, the Director-General postponed 
the effective date of his order to permit compliance with the 
Mexican law by the originating Mexican road. But tariffs con- 
taining the rates from Cananea were filed with the Commission 
and allowed to become effective June 25, 1918, because they also 
contained many domestic rates. The Southern Pacific of Mexico, 
the originating carrier, however, did not make the $16.50 rate 
effective until July 25. In that interval the Mexican road col- 
lected only the unincreased portion coming to it, the American 
roads retaining the rest. The contention was made that the 
$16.50 rate was not lawful. The examiner said that the issue 
in this case was similar to that considered in Greene Cananea 
Copper Co. vs. Director-General, 80 I. C. C. 121, and there, as 
here, the complainant relied upon its contention that the rates 
assailed were unlawful to establish their unreasonableness. 
What was said in the earlier case, the examiner said, applied 
here, namely, that the rates were lawfully established under 
the acts administered by the Commission and that it was with- 


out jurisdiction to determine whether they were lawfully estab- 
lished under the laws of Mexico. 


REPARATION ON PULP WOOD 


Attorney-Examiner Arthur R. Mackley, in a proposed report 
in No. 16229, Watab Paper Company vs. Northern Pacific et al., 
has recommended an award of reparation on a finding that a rate 
charged on pulp wood from Soo Junction and Hendrie, Mich., to 
Sartell, Minn., on shipments that moved in 1920, was unreason- 
able to the extent that it exceeded 22.5 cents. Sixty-three car- 
loads moved. On some of the shipments, via one route, the re- 
port said, it was said that the rate charged was the class E rate 
of 23 cents to Superior and a commodity rate of 10 cents beyond. 
A tariff check showed that the class E rate was 22.5 cents. Over 
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another route the rates applicable were the local distance tariff 
rate of 4 cents from Hendrie and 4.5 cents from Soo Junction, to 
Trout Lake, a commodity rate of 20.5 cents thence to Minne- 
apolis, and a distance tariff rate of 7 cents beyond, according to 
the report. The carriers voluntarily refunded to the basis of 23 
cents to Minneapolis and 7 cents beyond, although the shipments 
did not move through Minneapolis, Mackley said. The adjust- 
ment was made on the theory that the Northern Pacific, from 
Superior, could have routed the shipments through Minneapolis 
instead of through Brainerd. About contemporaneously with the 
shipments in issue, according to the report, complainant shipped 
other carloads of pulp wood from Ten Mile Spur to Sartell, over 
the Soo Line to Minneapolis and Northern Pacific beyond. The 
rate applicable was 20.5 cents to Minneapolis and 7 cents beyond. 
Later a rate of 19 cents was established from Ten Mile Spur to 
Sartell and a refund made to complainant on that basis. The 
Duluth, South Shore & Atlantic and complainant, according to 
the report, agreed that reparation should be made to the basis of 
a through rate of 22.5 cents, the South Shore making such agree- 
ment conditional on complainant waiving interest, and upon the 
South Shore receiving 14.5 cents up to Superior, leaving the 
Northern Pacific 8 cents beyond Superior. After quite a detailed 
discussion of the rates on wood pulp, Mackley concluded that 
reparation should be made to the basis of 22.5 cents, and that 
complainant appeared to have waived interest and none should 
be awarded. 


GLASS SCALE SUGGESTED 


A scale to be used in the making of reasonable and non- 
prejudicial rates on window and rough rolled glass, from Fort 
Smith, Ark., and Okmulgee, Okla., to Texas destinations, has 
been recommended by Examiner John H. Howell in No. 15296, 
Harding Glass Co. vs. Atchison, Topeka & Santa Fe et al. He 
said the Commission should find the rates unreasonable and also 
unduly prejudicial to those points and unduly preferential of 
Shreveport to the extent they exceeded rates made in accordance 
with that scale. The complaint alleged the existing rates were 
unjust, unreasonable, unjustly discrimniatory and unduly preju- 
dicial to the complaining points and unduly preferential of 
Shreveport. The scale recommended, to be used in connection 
with a 40,000 pound minimum, is as follows: 





160 miles and over 150........ 25 540 miles and over 520........ 47 
170 miles and over 160........ 26 560 miles and over 540........ 48 
180 miles and over 170........ 27 580 miles and over 560........ 49 
190 miles and over 180........ 28 600 miles and over 580........ 50 
200 miles and over 190........ 28 625 miles and over 600........ 51 
220 miles and over 200........ 30 650 miles and over 625........ 53 
240 miles and over 220........ 31 675 miles and over 650........ 54 
260 miles and over 240........ 32 700 miles and over 675........ 55 
280 miles and over 260........ 34 725 miles and over 700 sas an aineieve 56 
300 miles and over 280........ 35 750 miles and over 725.......- 57 
320 miles and over 300........ 36 775 miles and over 750.......- 58 
340 miles and over 320........ 37 800 miles and over 775......-- 59 
360 miles and over 340........ 38 825 miles and over 800........ 60 
380 miles and over acca ano 850 miles and over 825 saeaewee 60 
400 miles and over 875 miles and over 850........ 61 
420 miles and over 900 miles and over 875........ 62 
440 miles and over 925 miles and over 900 eae aww 63 
460 miles and over 440........ 43 950 miles and over 925.....++- 63 
480 miles and over 460.......- 44 975 miles and over 950........ 64 
500 miles and over 480........ 45 1000 miles and over 975......++- 65 


520 miles and over 500........ 46 


ROUTING REPARATION CASE 


Attorney-Examiner Arthur R. 'Mackley, in a report on No. 
16466, International Grain Co. vs. Northern Pacific et al., and five 
sub-numbers thereunder, said the Commission should find that 
local rates on wheat from origin points in Minnesota, North 
Dakota and Montana to Duluth and Superior, unrestricted as to 
routing were applicable through Minneapolis as well as over the 
direct routes, except where the tariff specifically provided for an 
additional charge beyond Minneapolis. 

From points in the three states mentioned, the examiner 
said, the Great Northern, the Northern Pacific and the Soo Line 
reached either Duluth or Superior or both by routes through 
Minneapolis, longer than their direct routes to Duluth. The 
tariff of each naming rates on wheat to Duluth contains, says the 
report, no routing restrictions. Each carrier also publishes, says 
Mackley, the same rate to Minneapolis as to Duluth and Superior. 
The complainants, he said, billed shipments to Minneapolis, sur- 
rendered inbound billing, meeting all tariff requirements in that 
respect and then forwarded the cars to Duluth or Superior. 
They were charged the rate to Minneapolis, plus 6.5 cents beyond. 
That, he said, was equivalent to the proportional from Minne- 
apolis to Superior and Duluth. 

The complainants alleged that, inasmuch as the tariffs of the 
lines provided no routing and placed no restrictions upon rout- 
ing, the rates to Duluth and Superior were applicable through 
Minneapolis, and that the charging of an additional 6.5 cents 
beyond Minneapolis was unlawful under section 6. He said 
the reasonableness or propriety of the rates was not otherwise 
questioned. 

‘Mackley said that from certain points the Northern Pacific 
by means of rule 33 provided for the addition of 6.5 cents on 
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grain routed through Minneapolis, from all expect certain 
designated points, “reforwarded” to Duluth or Superior. The 
exceptions, Mackley said, were made to meet the competition of 
the Milwaukee, the route of which from the excepted stations 
being through Minneapolis. 

The complainants contended that the rule, No. 33, did not 
apply to the shipments in question because they were not “re- 
forwarded” from Minneapolis, within the meaning of the 
which required reshipping and not merely reconsigning; also 
that, in any event, the rule provided, at most, for a second rate 
and that the shipper was entitled, under the Commission’s tariff 
regulations, to the lower rate, resulting from the publication of 
the rate to Duluth without routing restrictions. In concluding 
his discussion of the matter Mackley said: 


The Great Northern contends that tariffs are to be construed in 
the same way as any other legal document, in accordance with their 
evident intent, and that the intention of the Great Northern to 
restrict the Duluth rate to the direct route is evidenced by the gen- 
eral custom of years, acquiesced in by shippers; by the publication of 
higher rates to points between Minneapolis and Duluth than to 
Duluth; and by its tariff provision for the application of the direct 


rate over indirect routes in certain instances specifically referred 
to of record. 


The intent of a tariff is not superior to its terms, applied within 
reason. The absence of routing instructions made the Duluth rate 
applicable over any reasonable route designated by the shipper, in 
the absence of any specific addition thereto in the same tariff, such 
as the Northern Pacific provided for in its rule 33. The route through 
Minneapolis can not be regarded as an unreasonable route. The 


— so found in the Pioneer Lumber Company case, above 
cited. 


The commission should find that the direct rates to Duluth and 
Superior, without the additional 6.5 cents beyond Minneapolis, were 
applicable on the shipments over the Great Northern; that the com- 
plainants made those shipments and paid and bore the charges 
thereon, were damaged thereby, and will be awarded reparation upon 
compliance with rule V of the rules of practice. 


LIMESTONE TRANSIT FORBIDDEN 


An order requiring the St. Louis-San Francisco to cancel 
tariffs, C. C. Nos. 8410 and 8474, purporting to give transit on 
limestone and shale produced at Lantry and Lawrence, Okla., 
converted into cement at Ada, Okla., has been recommended by 
Examiner Frank M. Weaver, in No. 16640, limestone into and ce- 
ment out of Ada, Okla., on the ground that the provisions of the 
tariffs under investigation and suspension constitute unreason- 
able regulations and practices affecting interstate rates on cement 
from Ada, Okla. Weaver referred to the movement of stone into 
Ada and cement therefrom, as a fictional through-movement, 
which carried the through-movement theory on which bona fide 
transit rested to undue extremes. 

The formal case is joined with I. and S. No. 2367, the case 
in which the Commission suspended the Frisco’s tariff, I. C. C. 
8474 pending investigation for report purposes. The former 
case, the examiner said, grew out of the Commissign’s order of 
January 31, 1925, instituting, on its own motion, an investigation 
into the lawfulness of Frisco I. C. C. No. 8410 proposing to 
establish transit at Ada. After that case was instituted the Frisco 
filed its I. C. C. No. 8474, the tariff named in the suspension 
docket case, with a view to clarifying the tariff which had caused 
the institution of the formal docket case. It was filed after the 
hearing in No. 16640 had been had. 

Lantry and Lawrence are local stations on the Frisco, about 
5.5 miles south of Ada, the point at which the Oklahoma Portland 
Cement Co. has a plant at which it converts the limestone and 
shale into cement. Ada is served by the Santa Fe, the Oklahoma 
City-Ada-Atoka Railway as well as the Frisco. The cement 
company, the report said, discovered the cement making deposit 
of stone at Lawrence in 1906. At that time Lawrence was only a 
railroad station, Ada being the nearest town. That fact and the 
further fact that the Frisco was willing to enter into a contract 
for the movement of rock from Lawrence to Ada, the examiner 
said, had a direct bearing upon the selection of Ada, instead of 
Lawrence, as the site of the cement company’s plant. Under the 
contract the Frisco was willing to transport the rock to Ada for 
8 cents per 100 pounds when loaded in cement company cars and 
10 cents when loaded in railroad-owned cars. When General 
Order No. 28 came along the rates became 30 cents per 100. 
August 26, 1920 the 30-cent rate became 43 cents. That rate 
caused the filing of a complaint with the Oklahoma commission. 
The Frisco was dissatisfied with the Oklahoma commission’s 
order and took the matter to court. The supreme court estab- 
lished a rate of 16.875 with which the cement company was not 
satisfied. In answer to its appeals, the examiner said, the Frisco, 
October 28, 1914, made effective its I. C. C. No. 8410 which caused 
the institution of the instant formal docket case. 

That tariff, the examiner said, provided, among other things, 
that charges on limestone and shale from Lantry and Lawrence to 
Ada should be collected on the basis of $6.60 per car of 80,000 
pounds and $8.25 on a car of 100,000 pounds that upon reship- 
ment of the product, cement, over the Frisco the inbound charges 
on the stone would be revised to the basis of 10 cents; that read- 
justment of inbound charges would be made at the end of each 
month, the inbound bills to be surrendered in support of claims 
for refund; that reshipment of the cement had to be made within 
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one year from the date of the inbound movement of crushed 
limestone or shale; and that for the purpose of computing the 
readjustment of charges on the stone, 1,165 pounds of cement 
would be considered the equivalent of 2,000 pounds of stone. The 
later schedule, I. C. C. No. 8474, was published to correct errors, 
the examiner said. He said that in addition to the things pro, 
vided for in the first schedule, the new tariff provided for an 
interstate rate of 6.5 cents and an intrastate rate of 3 cents, 
when the cement manufactured therefrom was shipped from Ada 
to interstate of state points on other than the lines of the Frisco 
and a rate of 3 cents in the event cement was not shipped out 
within a year. In discussing and disposing of the case the 
examiner said the Commission should say: 


The provisions of both tariffs are vague, indefinite, and contra- 
dictory. However, the record definitely indicates that they were in- 
tended to restore in tariff form the substantial provisions of the con- 
tract of 1906 between the Frisco and the Cement Company. To give 
the movement of limestone or shale an interstate character, both 
tariffs attempt to create a so-called transit arrangement based upon a 
fiction that the movement of stone or shale to Ada forms only a 
portion of a through movement, the other portion being the. movement 
of cement, a wholly different commodity, from Ada to interstate 
destinations. 

For many years similar transit arrangements have applied in 
connection with the movement of such commodities as forest prod- 
ucts, grain and grain products. However, the commission has here- 
tofore disapproved all efforts of the carriers to establish transit on 
cement. Rules for storing and sacking cement, 78 I. C. C. 693, 88 
I. C. C. 662. In the latter report, page 669, the commission said: 

“Reason and the past experience of carriers with respect to 
other commodities convince us that, once established by respondent, 
transit on cement would rapidly spread. It is a matter of common 
knowledge that cement generally moves over comparatively short 
distances. The movements to the intermediate transit point would be 
correspondingly short. Therein lies a difference between cement and 
most other commodities upon which transit for storage is provided.”’ 

As to transit in general, the Supreme Court said in Central R. R. 
Co. vs. United States, 257 U. S. 247, 257: 

“The practice is sometimes beneficial in its results: but it is 
open to grave abuses. To police it adequately is difficult and ex- 
pensive. Unless adequately policed, it is an avenue to illegal rebates 
and seriously depletes the carrier’s revenues. Railroad managers 
differ widely as to the policy of granting such privileges. The Com- 
mission clearly has power under section 1 of the Act to Regulate Com- 
merce as amended to determine whether in a particular case a transit 
privilege should be granted or should be withdrawn.” 

Bearing in mind the fact that limestone and cement are two 
separate and distinct commodities, it would seem that the fictional 
sthrough-movement theory, upon which all bona fide transit rests, is 
carried to undue extremes in the tariffs under investigation. It would 
be just as logical to assume that the movement of wool to a clothing 
factory and the movement of overcoats therefrom constitutes a 
through movement of one or the other of these commodities from the 
point of origin of the wool to the final destination of the overcoats. 

As a matter of fact this commission has no jurisdiction over 
the movement of limestone or shale from Lantry and Lawrence to Ada. 
The question of whether a given movement is state or interstate 
commerce is dependent wholly upon the essential character of the 
movement itself. Under this well-established rule, the movement of 
limestone or shale from Lantry or Lawrence to Ada is purely intra- 
state commerce, and it can hardly be said that the tariffs under 
investigation change the essential character of the traffic. Arka- 
delphia Co. vs. St. Louis S. W. Ry. Co., 249 U. S. 134. But the real 
effect of the tariffs is to restrict the application of the rates on the 
intrastate movement to Ada in such a way as to enable the Frisco to 
control the movement to interstate shipments of cement from Ada, 
which is unlawful. The commission has frequently condemned at- 
tempts of certain carriers to hold traffic on their own lines, and there 
is no doubt but that the Commission has jurisdiction over this phase 
of the situation. 


The commission should find that the provisions of the tariff under 
suspension and investigation, and of the tariff under suspension and 
investigation are unlawful because they constitute unreasonable regu- 
lations and practices affecting interstate rates on cement from Ada, 
Okla. An order should be entered requiring cancellation of both tariffs. 





RATES ON ROOFING TO PUEBLO 


Condemnation on account of unreasonableness has been 
recommended by Examiner W. M. Cheseldine in No. 16058, 
Colorado Paper Co. et al., vs. Atchison, Topeka & Santa Fe et al., 
as to rates on building and roofing paper, prepared roofing and 
roofing materials, in carloads, from Milwaukee, St. Louis, Chicago 
and other Illinois points, to Pueblo, Colo. He also recommended 
reparation. His recommendations, based on an allegation that 
the assailed rates were unreasonable to the extent they exceeded 
or may exceed rates on the basis prescribed in the Minnesota- 
Ontario case, 66 I. C. C. 571, are as follows: 


The commission should find that the rate charged on the ship- 
ment from East St. Louis, on June 22, 1922, was unreasonable to the 
extent that it exceeded 65 cents, and that the rates subsequent to 
July 1, 1922, were, are, and for the future will be, unreasonable to the 
extent that they exceed, or may exceed 64 cents from Milwaukee, 
Chicago, Joliet, Waukegan and Norpaul, and 58.5 cents from St. 
Louis and East St. Louis. The commission should further find that 
complainants made the shipments as described and paid the charges 
thereon; that they have been damaged thereby in the amount of 
the difference between the charges paid and those that would have 
accrued at the rates herein found reasonable; and that they are 
entitled to reparation, with interest. Complainants should comply 
with Rule V of the rules of practice. 

The reasonableness and relationship of the rates on all of these 
commodities from all the Illinois producing points to the entire 
western territory, including the Colorado common points, is questioned 
in a complaint of the American Tar Products Company et al. vs. 
Atchison, Topeka & Santa Fe Railway Company et al., filed, but not 
yet docketed. This casé will, no doubt, deal with the situation in 
detail and on a more comprehensive scale. The finding recommended 
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herein is therefore without prejudice to any different conclusion that 
may be reached in other proceedings. 


RATES ON EMPTY STEEL SHELLS 


Dismissal of the complaint in No. 15931, Hyman-Michaels 
Company vs. Chesapeake & Ohio et al., has been recommended by 
Examiner W. M. Cheseldine on a finding that while rates on 
empty steel shells from Penniman, Va., to Carnegie, Pa., and 
Canton, O., in 1922, were unreasonable to the extent that they 
exceeded the contemporaneous commodity rates on like ship. 
ments from Williamsburg, Va., to Carnegie, Pa., and Canton, 0., 
complainant’s right to reparation has not been established. 

The shipments had value for remelting purposes only and 
charges were assessed at the applicable sixth-class rates of 36.5 
cents to Carnegie and 37.5 cents to Canton. Penniman is a short 
distance east of Williamsburg, Va. The examiner found an 
overcharge of $122.09, which he said should be refunded. As to 
complainant’s right to reparation, the report said: 





Defendants question complainant’s right to reparation in the 
event the rates charged are found to be unreasonable. Complainant 
states that the three shipments were purchased from the Ammuni- 
tion Products Corporation who, as their agent, shipped one carload 
to the Union Electric Steel Company at Carnegie and the others 
to the United Alloy Steel Company at Canton; that the freight 
charges were paid by the consignees who were reimbursed by com- 
plainant. _Complainant, however, is a stranger to the transporta- 
tion records. There is no assignments of interest, or other evidence 
of record, sufficient to support an award of reparation in its favor. 
The complaint should be dismissed. 





RATES ON GYPSUM ROCK 


Examiner C. I. Kephart in a proposed report in No. 15949, 
Gulf States Portland Cement Company vs. Norfolk & Western 
et al., has recommended a finding that rates on gypsum rock 
from Plasterco and Saltville, Va., to Spocari, Ala., be found un- 
reasonable and unduly prejudicial and preferential in the past, 
that the present rate be found not unreasonable but unduly pre- 
judicial and that reparation be awarded. 

‘Complainant alleged that the applicable rates from the points 
of origin to destination had been and were unreasonable and un- 
duly prejudicial to it and preferential of its competitors at Chat- 
tanooga, Tenn., and Leeds and Birmingham, Ala., who ship the 
same commodity from the same points. The examiner said the 
Commission should find that the rates assailed were unreason- 
able to the extent that they exceeded 20.5 cents prior to July 1, 
1922, and 18.5 cents on and after that date until June 1, 1924, and 
that the present rate, which is 18.5 cents, was not and for the 
future would not be unreasonable. He further recommended that 
the Commission find that the rates to Spocari and Leeds had 
been and for the future would be unduly prejudicial to complain- 
ant and preferential of its competitor at Leeds to the extent that 
the rate to Spocari had exceeded or would exceed 1.5 cents more 
than the rates contemporaneously in effect to Leeds. The pres 
ent rate to Leeds is 16 cents. 


REPARATION RECOMMENDED 


Upon additional evidence as to shipments covered by a rule 
V statement, Attorney-Examiner Arthur R. Mackley has recom- 
mended an award of reparation on carload shipments of packing 
house products from Ottumwa, Ia., to Memphis, Tenn., in a pro- 
posed report in No. 9355, John Morrell & Co. vs. C. B. & Q. et al. 
Mackley said that, in Morrell & Co. vs. C. B. & Q., 81 I. C. C. 200, 
the Commission, reversing its finding in 61 I. C. C. 153, found 
that carload rates on packing house products from Ottumwa to 
Memphis were unreasonable to the extent that they exceeded the 
contemporaneously fifth-class rates between the same points, and 
that reparation should be awarded on compliance with rule V of 
its rules of practice. The shipments in issue moved on and after 
November 17, 1913. Rule V statements satisfactorily covered all 
shipments over a Wabash-Illinois Central route but the Commis- 
sion requested further evidence as to certain shipments that 
moved over the Burlington and Illinois Central, prior to January 
1, 1916. The report disclosed that Burlington records relating to 
the shipments were destroyed as the result of a fire in the Bur- 
lington offices in March, 1922, and removal into new quarters. 
The Burlington, however, conceded the accuracy of complainant’s 
statement, and the examiner said the record satisfactorily estab- 
lished that the complainant made the shipments in question and 
was entitled to reparation. 


COTTON SEED REPARATION 

Examiner John H. Howell, in No. 15901, Altus Cotton Oil 
Mill et al vs. Atchison, Topeka & Santa Fe et al., said the Com- 
mission should follow Oklahoma Corporation Commission vs. 
A. T..& S. F., 98 I. C. C. 183, and find rates on cotton seed, in 
carloads, between points in Oklahoma and Texas, collected on 
shipments covered by this complaint, unreasonable to the extent 
they exceeded those, for like distances, contemporaneously ap- 
plied, between Shreveport and points in Texas, up to August 15, 
1923; and thereafter to the extent they exceeded for like dis- 
tances the rates shown in Appendix 7 to the report in the Okla- 
homa Commission report, supra, applied in the manner indicated 
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in that report. The shipments in question were made in 1922, 
1923 and 1924. 


BOTTLE CAP CASE DISMISSED 


Examiner Burton Fuller has advised the dismissal of No. 
16671, Crown Cork & Seal Co. vs. Southern Pacific, on a finding 
that a shipment of bottle caps, in cases, from New Orleans, La., 
to Highlandtown, Md., made in October, 1923, was not misrouted. 
The shipment moved to New York by water and thence to des- 
tination, a station in Baltimore, via the Baltimore & Ohio, on a 
combination rate of 113.5 cents. The bill of lading showed the 
routing as “B. & O.” An all-water rate of 79.5 cents was in ef- 
fect to Baltimore at the same time via the Morgan line to New 
York and the Clyde line to Baltimore. The examiner said the 
terminal of the Clyde line was not Highlandtown and delivery 
at that terminal would not have been a compliance with the bill 
of lading, quoting in support of that declaration Conference Kul- 
ing 509. The complainant contended that the shipment should 
have been taken to Baltimore by water and thence to Highland- 
town. The examiner said the notation on the bill of lading 
“B. & O.” indicated that a line haul over the Balitmore & Ohio 
was desired and no such haul could have been given on a 
switching rate of 1.9 cents applicable from Baltimore to 
Highlandtown. 


GADDESS RECOMMENDS SIXTH CLASS 


Examiner E. L. Gaddess, in No. 15795, Cheney Pulp & Paper 
Co. vs. Akron, Canton & Youngstown et al., said the Commission 
should find unreasonable fifth class rates applicable on wet rag 
pulp, carloads, from Franklin, O., to destinations in Official Clas- 
sification territory to the extent they exceeded or may exceed, in 
the future, sixth class rates. The complaint alleged fifth class 
was unreasonable, unjustly discriminatory and unduly prejudicial 
to the extent it exceeded 90 per cent of the contemporaneous 
sixth class, the latter on a 60,000 minimum, the fifth class being 
on a 36,000 pound minimum. He said the Commission should or- 
der sixth class rates based on a 50,000 pound minimum. 


IMPORTED VEGETABLE OILS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Leo J. Flynn, in No. 15677, 
Los Angeles Soap Co. vs. Pacific Electric et al., as to rates on 
imported soya bean and cocoanut oil, in tank cars, from Wilming- 
ton, Cal., to Los Angeles. The complaint alleged the rates ap- 
plied were inapplicable and that they were and are unreasonable 
and unduly prejudicial. The examiner said the rates should be 
found unreasonable in the past and for the future to the extent 
they exceeded 8 cents prior to July 1, 1922, and 7 cents thereafter, 
reparation to be to that basis. 


FOURTH SECTION RELIEF DENIED 


Examiner C. W. Griffin, in No. 16380, Traffic Bureau-Chamber 
of Commerce, Lynchburg, Va., vs. Georgia & Florida et al., and 
parts of fourth section applications Nos. 789 and 1548, said the 
Commission should find the rates on black sheet steel, C. L. and 
L. C. L., from Lynchburg, Va., to Nashville, Ga., not unreasonable. 
He said the Commission had frequently found that departure 
from the long-and-short-haul rule did not of itself prove the rate 
to an intermediate point unreasonable. He said fourth section 
relief to maintain higher rates to Nashville than to points beyond 
should be denied. 


PAPER AND PRODUCTS REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. L. Sharp in No. 16279, 
J. W. Butler Paper Co. vs. Cincinnati, Indianapolis & Western 
et al., as to rates on paper and paper products, from Hamilton, 
West Carrollton and Miamisburg, O., and Chicago, to Dallas, 
Tex., shipped in September, October and November, 1922. The 
finding of unreasonableness goes to eight carloads but the award 
of reparation to only seven. Reparation, the examiner said, 
should be denied as to the other car for want of a proper party 
to the complaint. The examiner said the rates should be found 
unreasonable to the extent they exceeded those which became 
operative December 15, 1922, when rates in accordance with the 
Commission’s decision in the Minnesota & Ontario Paper Co. 
case, 66 I. C. C. 571, became operative in the territory embraced 
in the complaint. 


RATE FOUND INAPPLICABLE 


Examiner Morris H. Konigsberg, in No. 16284, Frank L. Chees- 
man vs. Central Vermont, Director-General, et al., said the Com- 
mission should find the rate charged on a carload of granite 
shipped from Barre, Vt., to Peru, Ind., inapplicable, and award 
reparation. The commodity rate for which the complaint con- 
tended, the examiner said, was made dependent upon the ship- 
per declaring the actual value. He said that that did not affect 
the applicability of the rate even though the limitation was not 
authorized by the Commission, because a specific commodity 
rate, he said, it was well established, took precedence over a 
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contemporaneous class rate. A fifth class rate of 38 cents was 
collected. Konigsberg said the Commission should find that a 
commodity rate of 22 cents was applicable. 


STANDARD REFRIGERATING CHARGES 


Attorney-Examiner John McChord, in No. 15072, ‘Maricopa 
County Farm Bureau et al. vs. Abilene & Southern et al., has 
recommended a finding that charges for standard refrigerating 
cantaloupes and fresh vegetables in refrigerator cars from Mari- 
copa county, Arizona, to Chicago and other eastern points, 
were unjustly discriminatory, but not unreasonable. The com- 
plaint alleged they were unjust, unreasonable, unjustly discrim- 
inatory and unduly prejudicial. He said the finding should 
be that the charges were unjustly discriminatory and unduly 
prejudicial to the extent they exceed or may exceed the charges 
for standard refrigeration contemporaneously in effect from 
Fresno, Bakersfield and Los Angeles, Calif., and from Yuma and 
Casa Grande, Ariz., to the same eastern points. 





SLACK COAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner H. G. Cummings in No. 
16677, Amalgamated Sugar Co. vs. Union Pacific et al., as to a 
rate of $2.50 on 29 carloads of slack coal shipped from Superior 
and Lion, Wyo., to Sugarton, Utah, and from Lion to Cornish, 
Utah, in October, 1922. The complaint alleged it was unreason- 
able to the extent it exceeded the subsequently established rate 
of $2 per ton, and unduly prejudicial to the exent it exceeded the 
contemporaneous rate of $2 from the Castle Gate district in 
Utah, to the same destinations. The examiner said the rate 
should be found unreasonable to the extent it exceeded $2 
and that reparation should be awarded to that basis. The 
claim of undue prejudice, he said, was not sustained. 


COTTON FROM OPELOUSAS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J, Edgar Smith in No. 
16476, Magnet Brothers Co. vs. Atlantic City Railroad et al., as 
to the rates and charges on cotton which moved rail-water-and- 
rail from Opelousas and Bunkie, la., to destinations in New 
York and New England, between November 14, 1922, and May 
1, 1924. He said shipments that moved prior to the first men- 
tioned day were barred by the statute of limitations. Smith said 
the Commission should find the rates were and are unreasonable 
to the extent they exceeded or may exceed those from Shreve- 
port and Alexandria, more distant points from which lower rates 
prevailed. The cotton shipped was compressed. The rates 
were combinations based on New Orleans, which exceeded the 
joint rates from Shreveport and Alexandria. The complainants 
asked for rates from Opelousas and from Bunkie to Boston and 
Boston rate points 12 cents lower than from Shreveport and 
Alexandria and 6.5 cents lower than from points in Louisiana 
east of the Mississippi River. 


COPPER-CLAD STEEL SCRAP 


A finding of unreasonableness, an award of reparation and 
an order prescribing new rates, has been recommended by Exam- 
iner C. I. Kephart in No. 16085, Copperweld Steel Co. vs. Balti- 
more & Ohio et al. He said the Commission should find rates 
on copper-clad steel scrap, carloads, from Swissvale and Rankin, 
Pa., to Norfolk and West Norfolk, Va., unreasonable to the extent 
they exceeded 28.5 cents and award reparation to that basis. The 
condemnation runs only to the present rate from Rankin. He 
said that 28.5 cents should be prescribed as the rate from that 
point for the future. The complaint alleged the old rate from 
Swissvale and the present rate from Rankin were unjust and 
unreasonable. It asked for reparation and reasonable rates for 
the future on a basis of 26,000 pounds. Kephart said the appli- 
cation for a lower minimum was not pressed at the hearing. The 
defendants contended it was not a proper complaint as to one 
shipment because the name of the company was changed from 
Copper Clad Steel Co. to the form used in the title. Kephart said 
an authorized change in the name of a corporation, such as was 
the fact in this case, did not affect its rights or lessen or add to 
the company’s obligations. Metropolitan National Bank vs. Clag- 
gett, 141 U. S. 520. 


POTATO RATES UNREASONABLE 

Examiner Horace W. Johnson, in No. 15205, Naples Potato 
Growers’ Association et al. vs. Chicago, Milwaukee & St. Paul et 
al., said the Commission should find rates applied on three car- 
loads of potatoes, from Naples and Lily, 8. Dak., to points in Iowa 
unreasonable, award reparation and prescribe a rate not exceed- 
ing 39 cents from Lily to Coralville, la. He said that the rate of 
39 cents should be the basis for reparation on shipments to Cedar 
Rapids, Dewitt and Coralville. 


FOURTH CLASS RECOMMENDED 


Condemnation of third class rating and rates on paper cups, 
carloads, from Brooklyn, N. Y., to destinations throughout the 
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United States, as unreasonable, has been recommended by Exam- 
iner C. W. Griffin, in No. 16303, Public Service Cup Co. et al. vs. 
Atlantic Coast Line et al. He said the Commission should find 
them unreasonable to the extent they exceeded or may exceed 
fourth class rating and rates, based on a 24,000-pound minimum. 
He said an award of reparation did not necessarily follow from 
a finding that a classification rating was unreasonable and that 
reparation should be denied. 


MISROUTING REPARATION 


Award of reparation on account of misrouting has been rec- 
ommended by Examiner Morris H. Konigsberg in No. 16349, 
J. S. H. Clark Lumber Company vs. Atlanta, Birmingham & At- 
lantic et al., as to two carloads of lumber shipped from LaGrange, 
Ga., to Philadelphia, in August and September, 1920. The bills 
of lading were made out in such a way as to indicate that the 
agent of the initial carrier thought that Chester, Pa., was a sta- 
tion in Philadelphia instead of a station about 13 miles away. 
The bills, Konigsberg said, could not have been executed because 
they showed Philadelphia, Chester station, as the point of deliv- 
ery. He said the Commission had often found that the obligation 
lawfully rested upon carrier agents to refrain from executing 
bills of lading containing provisions that could not lawfully be 
complied with or provisions which were contradictory, and there- 
fore impossible of execution. He said the Commission should 
find the Atlanta, Birmingham & Atlantic had misrouted the ship- 
ments which were intended for Philadelphia and that the com- 
plainant was entitled to an award of $579.83, with interest. The 
cars accrued demurrage and track storage charges amounting to 
$48 each of demurrage and $130 track storage in addition to in- 
curring the local rates and a reconsignment charge. 


REPARATION ON MINE TIMBERS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell, in No. 
16255, Collins Timber Company et al. vs. Baltimore & Ohio et al., 
as to rates on mine timbers, from points in Missouri to destina- 
tions in Illinois. The report covers a sub-number, American Tim- 
ber Company et al. vs. Chicago & Alton et al. The complaint 
covered mine timbers and kindred articles shipped between 
August 21, 1922, and May 29, 1924, from points on the Missouri 
Pacific, the St. Louis-San Francisco and the Mississippi River & 
Bonne Terre, to destinations on their lines in Illinois. The com- 
plainants based their allegation of unreasonableness on the 
Commission’s decision in Palmer vs. Missouri Pacific, 87 I. C. C. 
622, decided February 11, 1924. The examiner said the Commis- 
sion should find the assailed rates unreasonable to the extent 
they exceeded the rates per net ton, prescribed in the Palmer 
case, supra. 


MIRROR RATE CASE 


Examiner David T. Copenhafer has recommended the dis- 
missal of No. 16617, Barker Brothers, Inc., vs. Chicago, Burling- 
ton & Quincy et al., on a finding that a rate of $3.51 per 100 
pounds, on mirrors, applied on a carload shipped in January, 
1924, from Chicago to Los Angeles was not unreasonable. The 
complaint alleged it was unreasonable to the extent it exceeded 
a rate of $2.03 applicable on bedroom furniture, released to speci- 
fied values, the declaration being made that the values of the 
mirrors were no greater than the indicated released values. 


REPARATION ON LUMBER 


Award of reparation based on a finding of unreasonableness 
has been recommended by Examiner John T. Money in No. 16468, 
Harder Manufacturing Company vs. Delaware & Hudson et al., 
as to a combination rate equal to $4.07 cents per net ton applied 
on nine carloads of lumber shipped in August, 1923, from Man- 
chester, Vt., to Cobleskill, N. Y. He said the Commission should 
find the rate unreasonable to the extent it exceeded 17.5 cents 
per 100 pounds and award reparation to that basis. 


CELERY CASE DISMISSED 


Examiner Thomas E. Pyne has advised the Commission to 
dismiss No. 15630, W. B. Ahern Brokerage Co. et al. vs. Atlantic 
Coast Line et al., on a finding that rates on celery, in carloads, 
from points in Florida to Chicago are not unreasonable, unjustly 
discriminatory or unduly prejudicial. Fifty-one carloads, shipped 
between January 11 and February 15, 1922, were covered by the 
complaint, which sought only reparation. The examiner said 
the complaint did not cover any shipments delivered prior to 
January 25, 1922, because the complaint was not filed until 
January 24, 1924. It was claimed the rates were in violation of 
the first three sections. 


UNDUE PREJUDICE FOUND 


In a further hearing on No. 13514, Blackshear Manufactur- 
ing Co. vs. Atlantic Coast Line et al., Examiner Paul O. Carter 
said the Commission should find rates on fertilizer in carloads 
and less than carloads from Blackshear, Ga., to points in Florida, 
unduly prejudicial and order the removal of undue prejudice. 
In the original report, 87 I. C. C. 654, the Commission found the 
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rates on fertilizer unreasonable and prescribed maximum rates 
in accordance with a scale. The additional finding recommended 
is as follows: 


The commission should find that the rates on fertilizer, in car- 
loads and less-than-carloads, from Blackshear, Ga., to destinations in 
Florida south and west of Jacksonville on the Atlantic Coast Line 
Railroad, Seaboard Air Line Railway and the Florida East Coast Rail- 
way; to points on the Atlantic Coast Line Railroad and on the Pensa- 
cola & Atlanta division of the Louisville & Nashville Railroad reached 
via Dupont, Ga.; and to points on the Atlanta & St. Andrews Bay 
Railway; Apalachicola Northern Railroad; Georgia, Florida & Alabama 
Railway; Live Oak, Perry & Gulf Railroad; Charlotte Harbor & 
Northern Railway, and the Tampa & Jacksonville Railroad, are unduly 
prejudicial to complainant as compared with the rates from Jack- 


sonville to the same destinations. The undue prejudice should be 
removed. 


MAGNESITE STUCCO RATES 


Attorney-Examiner Arthur R. Mackley, in No. 15904, Roc- 
bond Company vs. Atchison, Topeka & Santa Fe et al., said 
the Commission should find rates on magnesite stucco (known 
to the trade as rocbond), consisting of stucco mix, magnesium 
chloride and rock crush dash, shipped in separate packages, 
from Cedar Rapids, Ia., to destinations in Nebraska, Colorado, 
Wyoming, Kansas and southwestern Missouri, unreasonable to 
the extent they exceeded the contemporaneous rates on the gen- 
eral description “stucco” between the same points. As to repara- 
tion under the finding, Mackley said: 


The complainant’s shipments are sold f. o. b. Cedar Rapids, and 
the purchaser is apprised of the rates to destination. It is the practice 
of the complainant to reimburse the consignee, upon his claim, for 
freight charges paid in excess of the commodity rate on stucco 
quoted by the complainant. In instances in which the complainant has 
paid these excess charges it has been damaged and is entitled to 
reparation, which should be awarded upon compliance with rule V 
of the commission’s rules of practice. In instances in which the 
complainant has not so reimbursed the consignee the damage has 
been to the consignee. A petition of intervention, in support of the 
complaint, and claiming reparation, was filed at the hearing by the 
complainant purporting to be on behalf of consignees, but the com- 
plainant stated that it was not definitely authorized to file the peti- 
tion, and that it did so without consulting the consignees as to 
authorization, because “the rates have practically been guaranteed by 
us as shippers.”’ The filing of the claim for reparation on behalf of 


ae can not be regarded as having been authorized upon this 


RATE ON LIME 


Dismissal of the complaint in No. 16381, Traffic Bureau- 
Chamber of Commerce of Lynchburg, Va., vs. Pennsylvania et al., 
has been proposed by Examiner Morris H. Konigsberg on a find- 
ing that a rate of 29.5 cents charged on a carload of lime from 
Gibsonburg, Ohio, to Rivermont, Va., in March, 1923, was not un- 
reasonable or otherwise unlawful. 


PENALTY CHARGES ON LUMBER 


Examiner F. L. Sharp has recommended dismissal of the 
complaint in No. 13694, Stetson, Cutler & Co. vs. New Haven, on 
a proposed finding that penalty charges assessed for detention 
of two carloads of lumber at Pawtucket, R. I., and one carload of 
lumber at Providence, R. I., which were subsequently recon- 
signed to South Providence, R. I., were applicable. 


SCRAP IRON RATES 


Examiner F. M. Weaver has recommended the dismissal of 
No. 16449, Denver Metal & Machinery Company vs. Atchison, 
Topeka & Santa Fe et al., on a finding that rates on scrap iron 
or steel and second-hand rails, from points in Colorado to points 
to the east, such as those on the Mississippi, Chicago, Peoria, St. 
Paul, Duluth and Missouri river groups, are not unreasonable or 
otherwise unlawful. The points of origin were Denver, Colorado 
Springs, Pueblo and Trinidad.: The examiner said the chief in- 
terest of the complainant was in rates on second-hand rails east- 
bound, rates on which were the same as new rails. He said it 
based its prayer for lower rates solely upon the difference in 
valuation, admitting there was no difference in transportation 
characteristics. The examiner said that difference in value was 
not of itself sufficient to warrant different rates. 





AUTOMOBILES OVERCHARGED 


A finding of illegality and an order of refund have been rec- 
ommended by Examiner J. O. Cassidy in No. 14583, Birmingham 
Traffic Bureau vs. Director-General, Alabama Great Southern et 
al., as to the rates charged on automobiles, from Detroit, Flint 
and North Flint, Mich., and enameled bath room fixtures from 
Noblesville, Ind., to Birmingham, Ala., between October 9, 1920, 
and August 26, 1920. Rates were assessed on the basis of the 
Louisville combination. Some time prior to the filing of the 
complaint, the examiner said, it was discovered that a lower 
combination based upon a non-agency station called Water 
Works, within the corporate limits of Louisville, but beyond its 
switching limits, was available. The station is at the pumping 
station that supplies water to Louisville. The examiner said no 
freight trains were operated over the spur leading to Water 
Works. The rates in question to Water Works were published 
while the pumping station was being erected and were not in- 
tended to apply to any traffic other than that of the water com- 
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pany. The examiner said that under the rules in Tariff Circular 
18-A the combination was available and refund to that basis 
should be ordered. 


RATTAN FURNITURE RATES 


An order of dismissal has been recommended by Examiner 
Paul O. Carter in No. 16181, Bailey Co. vs. Illinois Central et al., 
and a sub-number, Same vs. Chicago Great Western et al., on 
a finding that rates on imported rattan furniture, in bundles, 
shipped from Seattle, Wash., to Cleveland, O., in June and No- 
vember, 1922, were not illegally assessed, as alleged in the com- 
plaints. An any-quantity rate of $7.20 was assessed on one ship- 
ment and $8 on another, a change in rates having gone into 
effect between the time the shipments were made. The com- 
plainant contended, the examiner said, that under the rule of 
one consignment shipped at one time by one consignor to one 
consignee at one destination, rates of $5.165 and $4.65 should 
have been applied. The examiner said the carriers figured that 
if they had done what the complainant contended for, the 
the charges would have been greater than were collected. 


SUSPENDED TARIFFS 


In I. and S. No. 2453, the Commission has suspended, from 
July 8 until November 5, schedules as published in the following 
tariffs: E. B. Boyd, Agent: Supplement No. 48 to I. C. C. No. 
A-1352; Supplement No. 32 to I. C. C. No. A-1427. W. P. Emer- 
son, Agent: I. C. C. No. 93. F. A. Leland, Agent: Supplement 
No. 13 to I. C. C. No. 1717. The suspended schedules propose to 
revise the rates on clean rice and rice flour from Arkansas, 
Louisiana and Texas to various points in Western Trunk Line 
and Central territories in purported compliance with the Com- 
mission’s decision in docket No. 13513, and would result in both 
increases and reductions. The rates in some instances fail to 
conform to the basis approved or suggested by the Commission 
in its opinion in the case mentioned, and in other instances 
would create new and unauthorized departures from the provi- 
sions of the fourth section of the interstate commerce act. 

In I. and S. No. 2454, the Commission has suspended from 
July 8 until November 5, schedules as published in supplement 
No. 5 to Canadian National I. C. C. No. E-165. The suspended 
schedules propose to cancel import commodity rates of 25 cents 
per 100 pounds on clay, carloads, from Montreal, Que., to Solvay 
and Syracuse, N. Y., which would result in the application of 
sixth-class rates of 2814 cents per 100 pounds in lieu thereof; and 
also propose to cancel import class rates from Portland, Maine, 
to Charlotte, Rochester, Rome, Syracuse, and Utica, N. Y., via 
Massena, N. Y., and the N. Y. C. R. R. The following table of 
rates applicable from Portland, Maine, to Syracuse, N. Y., is 
illustrative of the present and proposed import class rates from 
Portland, Maine: 


Classes —————_—- 
$ 3 rae 11% i st of of 
Import rateB ..cccccccee 66% 564% 48 
Domestic rateS ......e. 85144 78% 62% 59% 47% 42%6 34% 28% 


In I. and S. No. 2452, the Commission has suspended from 
July 7 until November 4 schedules as published in the following 
tariffs: Kansas City Southern Railway Company: Supplement 
No. 6 to I. C. C. No. 4313; supplement No. 2 to I. C. C. No. 4387; 
I. C. C. No. 4421. 

The suspended schedules propose to establish proportional 
rates on grain and grain products from Des Moines, Ia., to sta- 
tions on the Kansas City Southern and the Texarkana & Fort 
Smith railways, located in the states of Arkansas, Oklahoma and 
Texas. The following is illustrative: 


From Des Moines, Ia., to Howe, Okla., present 2914, proposed 2214; 
Ashdown, Ark., present 34, proposed 30%. 


In I. and S. No. 2448, the Interstate Commerce Commission 
has suspended from July 4 until November 1, schedules as pub- 
lished in supplement No. 6 to Gilbert’s tariff I. C. C. No. 147. The 
suspended schedules propose to cancel carload commodity rates 
on tanning extract from Norfolk and Newport News, Va., to vari- 
ous destinations in Central Freight Association territory. The 
following is illustrative: 


From Newport News and Norfolk, Va., to Chicago, Ill., and 
Kenosha, Wis., present, 42; proposed, 5144. 


In I. and S. No. 2449, the Commission has suspended from 
July 3 until October 31, schedules as published in the following 
tariffs: 

Louisville & Nashville Railroad: Supplement No. 30 to I. C. 
C. No. A-15173; J. H. Glenn, Agent. Supplement No. 38 to I. C. 
C. No. A-376; Supplement No. 27 to I. C. C. No. A-400;  F. L. 
Speiden, Agent. Supplement No. 26 to I. C. C. No. 782; Supple- 
= No. 10 to I. C. C. No. 866; Supplement No. 6 to I. C. C. No. 

The suspended schedules propose to revise routing in con- 
nection with rates on lumber and other forest products, carloads, 
from points in the Mississippi Valley and the Southeast to vari- 
ous interstate destinations, principally Ohio and Mississippi 
River Crossings, and points in Central Freight Association, re- 
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sulting in increases in rates via certain routes. The following 
example is illustrative: 


& V. Ry., 


From Pelahatchie, Miss., to Columbus, O., via A. 
R R. R., Cincinnati, 


Meridian, A. G. S. R. R., Birmingham, L. & N 
B. & O. R. R., present, 4014; proposed, 46. 


N. Y. BELT LINE UNIFICATION 


Through the passage by the City Commission of Jersey 
City of an ordinance giving consent to the plant of the Port 
of New York Authority for laying tracks across various streets 
south of Hoboken avenue, the last legal obstacles to unification 
of Belt Line No. 13, extending from Edgewater to Bayonne, N. 
J., have been removed. This line, which is an integral part of 
the comprehensive plan of the Port Authority, is designed to 
facilitate interchange of traffic among the railroads entering 
Jersey City, Hoboken, and Weehawken, and the ordinance will 
permit more effective operation of the middle section of the 
belt line, so that in a short time it is expected it will be possible 
to operate the whole line, serving manufacturing and warehous- 
ing establishments stretched along the west bank of the Hudson 
for sixteen miles. A neutral director of operations is to take 


charge of the line as soon as the proposed physical improve- 
ments have been completed. 


RIG IRON RATE ARGUMENTS 


The Trafic World Washington Bureau 


Further argument on five complaints of the Parkersburg Rig 
and Reel Company against as many combinations of carriers, 
Nos. 14760, a sub-number thereunder, 12056, 13506 and 15537 were 
made to the entire Commission July 8 with a view to having the 
decision of division No. 2 vacated and set aside. The appeal was 
by the railroads with a twofold object. The first to revoke the 
whole thing, or if the Commission felt it should not re-open to 
set aside its order prescribing rates for the future, then to strike 
the finding that the complainant was damaged and entitled to 
reparation. The petition asked for further argument no matter 
how the Commission might limit the purpose of the re-opened 
case. All phases were discussed in the briefs and arguments. 
The cases were discussed by Wallace T. Hughes, upon whose 
petition the case was re-opened, and T. M. Hanrahan, for the 
railroads; by Walter E. McCornack, V. E. Milsark and H. J. 
Lockhart for the rig and reel company. 


In the report by division No. 2 the Commission ordered the 
carriers to establish rates on rig irons, in straight carloads, from 
Parkersburg, W. Va., to destinations in Louisiana, Arkansas, 
Oklahoma, Kansas, Montana and California not to exceed 85 per 
cent of the contemporaneous rates on oil well outfits and sup- 
plies. The railroads contended that it was against the principles 
of good rate-making for the Commission to take some of the ar- 
ticles out of the list of oil well outfits and supplies and give them 
a lower rating. On such a proceeding they suggested well known 
groupings of commodities would be broken up for the benefit of 
the heavy loading articles without compensatory increases on 


the lighter loading and probably more valuable articles left in 
the group. 


After pointing out that the bulk of the articles composing a 
rig iron assembly were iron or steel articles not sufficiently 
manufactured to take them out of the list of things taking the 
same rates as the raw materials from which they were made, 
representatives of the complainant contended that where there 
were two commodities such as iron and steel and lumber or 
manufactured lumber products, on which separate and distinct 
commodity rates were prescribed in straight carloads, the high- 
est commodity rate and minimum of the two articles should gov- 
ern in the same respect as mixing rule No. 10 governs the mix- 
tures moving under class rates. They said the principle of the 
mixing rule should be extended to rig irons, which include wood 
and steel, thereby making the iron and steel basis the maximum. 
That principle, they pointed out, was adopted in docket No. 
15974, another case brought by the Parkersburg Rig and Reel 
Company, in which the question was as to the rate to apply on 
mixed carloads of pipe and tank material on which distinct com- 
modity rates applied, but no commodity rate could be applied on 
the mixture. They denied that the cases at bar could be brought 
under the general readjustment principle in the matter of repa- 
ration because the sole purpose was to obtain a downward revi- 


sion while a general readjustment would cover both increases 
and reductions. 


The railroads said the award of reparation was based on lit- 
tle other than the general testimony of the complainant that it 
made shipments, paid the charges and was damaged because rig 
iron outfits were not in the past given rates lower than those 
contemporaneously applied on oil well outfits and supplies. In 
fact, they said, complainant asked for the rates concurrently ap- 
plied to merchant iron and steel articles, which prayer the Com- 
mission specifically denied. They pointed out that the placing of 
rig irons in the category of oil well outfits and supplies was in 
accordance with the advice given to the railroads in 1914 at a 
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conference attended by rig iron manufacturers who also sup- 
plied other articles in the oil well outfits and supplies list. They 
said the complainant had been paying the same rates as its 
competitors. They averred, in all respect, they said, that an 
award of damages in these cases verged upon the taking of prop- 
erty without due process of law in that it required the payment 
of money on a record lacking that exact and adequate proof of 
injury which the law demanded as a safeguard against injustice. 
In law, damages, they said, were real, not fanciful, and that 
moneys paid were to right a wrong not to confer a gratuity. A 
readjustment of rates for the future, they said, carried with it 
no implication of injury in the past, whether made by the car- 
riers or by the Commission. 


NICKEL PLATE MERGER CASE 


J. J. Bernet, president of the Nickel Plate, and W. A. Colston, 
vice-president and general counsel of the Nickel Plate, have filed 
motions to dismisse the petition of intervention of Geo. Cole 
Scott and other C. & O. stockholders, asking that the Commis- 
sion’s orders permitting interlocking directors of the Nickel 
Plate and Chesapeake & Ohio be set aside. Included in the mo- 
tions are the answers of Bernet and Colston to the charges made 
in the C. & O. stockholders’ petition. Mr. Bernet and Mr. Cols- 
ton denied the allegations in the petition and asked that much of 
the petition be stricken from the files for scandal and imperti- 
nence, particularly for the scandal and impertinence involved in 
the allegations as to despoiling minority stockholders of the 
Chesapeake and Hocking Companies, as to deliberate suppres- 
sion and withholding of information from stockholders, and as 
to using the corporate executive and operating organizations of 
said companies and the financial resources thereof for the pur- 
pose of carrying out a scheme for taking the properties of said 
companies away from their stockholders and improperly trans- 
ferring them to the proposed new Nickel Plate company. 

A resolution favoring the consolidation of the Erie with the 
Nickel Plate System was adopted by the Huntington, Ind., Cham- 
ber of Commerce, July 6. It says it is believed that the interests 
of the public, employe, and stock holder might best be served by 
such a merger and that, since the transportation act provides 
for voluntary merger on the theory that more efficient service, 
economy of operation, and continuity of employment is the result, 
it is felt that the proposed consolidation would bring about such 
results. The Chamber of Commerce instructed its secretary to 
forward a copy of the resolution to the Commission, with the 
statement that, after due consideration, it was the sincere hope 
of the Huntington Chamber of Commerce that the Commission’s 
decision might be favorable to the merger. 


WABASH CONTROL OF ANN ARBOR 
The Traffic World Washington Bureau 


The Wabash Railway has applied to the Commission, under 
paragraph 2 of section 5 of the interstate commerce act, to 
acquire control of the Ann Arbor Railroad Company through 
the purchase of stock of the Ann Arbor Company. 

The applicant said it had entered into an agreement with 
Jules S. Bache, of New York City, under date of May 19, pursuant 
to which it had purchased 10,929.021 shares of preferred stock, 
out of a total outstanding issue of 40,000 shares of preferred 
stock, and 13,352.854 shares of common stock, out of a total 
outstanding issue of 32,500 shares of common stock, the total 
amount of stock so purchased being 24,281.875 shares out of a 
total outstanding issues of 72,500 shares of stock of the Ann 
Arbor, or approximately 33 per cent of the total outstanding 
stock. The applicant said that by the agreement it was granted 
the right or privilege, for a period of 2 years from May 19, 1925, 
to purchase 8,400 shares of preferred stock and 6,935 shares of 
common stock additional of the Ann Arbor Company. Acquisi- 
tion of the additional stock would give the Wabash 54.64 per cent 
of the issued and outstanding stock of the Ann Arbor. The Wab- 
ash said this application was filed for the purpose of obtaining 
the authorization of the Commission for the acquisition of the 
additional stock. 

The Ann Arbor’s line extends from Toledo, Ohio, to Frank- 
fort, Mich., a distance of 293.70 miles. The Ann Arbor also owns 
the capital stock of the Manistique and Lake Superior Railroad 
Company, extending from Ministique to Doty, Mich., a distance 
of 38.47 miles, and also the capital stock of the Ann Arbor Boat 
Company. Continuing, the applicant said, in part. 

It has been the desire and purpose of applicant for several years 
past to acquire or secure control of a line of railroad, owning or con- 
trolling trans-lake car ferries between said Lake Michigan ports, and 
extending eastwardly or southeastwardly to a connection with the 
line of railroad of applicant at such point or points as would afford 
a direct short line route for the movement of traffic from and through 
said Lake Michigan ports to the Niagara frontier and beyond and to 
the southeastern territory through connections with the applicant’s 
line at Toledo, Ohio, Fort Wayne, Indiana, and other points. This 
desire and purpose will, in the judgment of applicant, be accomplished 
by the acquisition of control of the Ann Arbor Company, thereby 
affording to the public the most direct and expeditious route for the 
movement of traffic between the territories above mentioned, via the 
Lake Michigan ports, and thereby avoiding the delays to the move- 


ment of such traffic through the terminals of Chicago, Illinois, and 
Toledo, Ohio. 
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The Lake Michigan ports referred to are Menominee, Ke. 
wanee and Manitowoc, Wis., and Manistique, Mich., and Frank. 
fort, Mich., which are served by the Ann Arbor System. 

The applicant said that the Ann Arbor now delivered its 
traffic to various connecting carriers at Toledo, Ohio, and Durand, 
Mich., but had no direct through service beyond Toledo to the 
east and southeast. The applicant said it had two connections 
with the Ann Arbor, one at Milan, Mich., 37.3 miles west of 
Detroit, and another at Toledo, Ohio, and that it proposed to 
establish a through route and service via Milan, avoiding the 
Toledo gateway, direct to Detroit, Mich., and to the Niagara 
frontier. It said the establishment of this route and service would 
furnish to the public, both from local stations on the Ann Arbor 
and to the shippers of trans-lake traffic, via the Michigan lake 
ports mentioned, a direct through service. It said the operation 
of the two lines of railroad under the control covered by the ap- 
plication would provide effective competition with other eastern 
carriers who now owned or controlled trans-lake ferry service in 
connection with their railroads. 

The applicant said that market values of the capital stock 
of the Ann Arbor on the New York Stock Exchange at the close of 
business May 19, 1925, were as follows: preferred stock, $58 a 
share, and common stock $32.50 a share. 


ACQUISITION OF VIRGINIAN 


The Norfolk & Western Railway Company has applied to 
the Commission for authority to acquire control, by lease, of the 
Virginian Railway Company under paragraph 2 of section 5 of 
the interstate commerce act. The applicant said the Virginian’s 
line would be of great value to it as an alternative and supple- 
mental line with easy grades for eastbound tonnage, and that its 
acquisition would result in substantial operating economies. It 
said the unification of terminals of the two lines would open 
the N. & W. team tracks to Virginian traffic and Virginian 
team track to N. & W. traffic, resulting in the saving of drayage 
expense to patrons. It said the unification would also avoid 
switching charges now imposed for a haul to and from private 
sidings and team tracks of both companies, and that unification 
of terminals and pooling equipment would result in the quicker 
placement of cars for loading. It also said that traffic inter- 
changed between the Virginian and the coastwise steamers at 
Norfolk would be facilitated by unification under the lease. The 
terms of the proposed lease, which is to run for 999 years, are 
payment of operating expenses, taxes, interest on funded debt, 
corporate maintenance, and an amount equivalent to 6 per cent 
upon the Virginian’s preferred and common stock. The Vir- 
ginian operates approximately 851 miles of all tracks, including 
approximately 451 miles of main line, with principal termini 
at Deepwater in the coal field of West Virginia at the west end, 
and at tidewater, near Sewalls Point in Norfolk, Va. There are 
nine junction points of the lines of the applicant and the Vir- 
ginian, but there is no substantial interchange at any of these 
points, according to the application. 


S. P. ACQUISITION APPLICATION 


The Southern Pacific Company has applied to the Commis- 
sion for authority to acquire control of the Oregon, California & 
Eastern Railway Company by stock ownership. The line now 
operates approximately 40 miles of railroad between Klamath 
Falls and Sprague River, Oregon. It connects with the S. P. at 
Klamath Falls. The applicant said the line was naturally a 
branch or feeder to the S. P. line and that it could be more effi- 
ciently operated and better service given to the public under the 
control of the applicant than under separate ownership. 


S. P.-C. P. CONTROL CASE 


The state of Nevada, through Governor Scrugham and the 
Public Service Commission, has filed a motion asking the Com- 
mission to dismiss the petition of the Public Service Commission 
of Oregon to reopen the Southern Pacific-Central Pacific control 
case in connection with construction of lines in Oregon. Nevada 
said the Southern Pacific had proceeded in good faith with the 
construction of the Natron cut-off and that large and important 
improvements had been undertaken and were now being car- 
ried on upon the faith of the order and decision of the Commis- 
sion in the control case. It contended that construction of lines 
in Oregon should be considered on their merits and separately 
treated without reopening the case in question. 


OPERATION OF FLORIDA LINE 


The Atlantic Coast Line has applied to the Commission for 
authority to operate the railroad of the Fort Myers Southern 
from Fort Myers to Bonita Springs, Fla. The applicant owns the 
capital stock of the Fort Myers Southern, which was authorized 
by an order dated June 19, 1923, to build a line from Fort Myers 
to Marco, Fla., construction of the line as far as Bonita Springs 
to be completed not later than June 30, 1924. Later the order 
was modified, extending the time for completion of the line to 
Bonita Springs to June 30, 1925. The applicant said that part of 
the line was now practically completed. The part of the line 
from Bonita Springs to Marco must be completed by July 1, 1927. 


PIE ie oe 


Sica me ona 





July ° 


Asso 
that 
put 
appl 
Mr. 
adju 
Buff 
poin 
chal 
east 
grol 
mo\ 
a fr 


tic 


- 


-mainmnehawtrnm ~~ & 





Ke. 


nk. 


its 
nd 
the 
ons 
of 
to 
the 
ira 
ld 
or 
ike 
ion 
Ap- 
rn 
in 


ck 
of 


to 
he 
of 
"Ss 


ts 
It 
n 
in 
42 


id 


nh 


. eae SS elhUmO 


aS ts 


ant te ts IRR ceo a. aT 


July 11, 1925 


EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 


M. W. Eismann, traffic manager for the Erie Manufacturers’ 
Association, testifying in the eastern class rate hearing, said 
that Erie was opposed to the application of mileage to that point, 
but that if mileage was to be used Erie would insist that it be 
applied strictly at every other point within Trunk Line territory. 
Mr. Eismann said that Erie had not objected much to the present 
adjustment because in some instances it had an advantage over 
Buffalo, while Buffalo had an advantage over Erie and other 
points, particularly to New York City. However, he said, if a 
change were to be made, Erie wanted to be on the Buffalo basis 
east as well as west. He expressed the belief, however, that the 
grouping system was much to be preferred, especially on traffic 
moving considerable distances, because he believed it permitted 
a freer flow of competitive traffic. 

L. G. Whitbeck, general traffic manager for the Great Atlan- 
tic & Pacific Tea Company and its subsidiaries, said he estimated 
that that interest would have its freight bill increased about 
$306,915 each year if the proposals of the railroads were made 
operative. That estimate, he said, was based upon an actual 
check of freight moving into and out of the Albany warehouse 
to fourteen representative points in December, 1924. December 
was taken, he said, because examination of figures for other 
months showed it to be representative. 

Assuming that some revision was necessary, Mr. Whitbeck 
suggested that a more even distribution of the burdens could 
be brought about by means of moderate reductions in the fifth 
and sixth classes, no change in fourth and moderate increases 
in the higher classes. He mentioned increases which his com- 
pany would have to pay running as high as 23 and 24 per cent. 
No definite plan, he said, commended itself to him to the extent 
of his advocating its adoption. The modified Maxwell No. 5 pro- 
posal based on a rate of $1.42 between New York and Chicago 
and 85 cents between Pittsburgh and New York, he said, seemed 
better than anything that had been proposed. 

New York farmers, speaking through Dr. Roy L. Gillett, 
director of the New York State Department of Farms and Mar- 
kets, Prof. G. F. Warren of Cornall, head of the department of 
farm management and home economics and Speaker McGinnies 
of the New York legislative assembly, placed data before the 
Commission when hearings were resumed on July 6, intended to 
show that they could not stand any increase in freight rates. As 
stated by Professor Warren the proposition was that the farmer 
could not stand any increase in any cost, of which freight rates 
constituted one, because, only in rare instances, could he pass 
on to the consumer any increased cost. 

A striking declaration in the testimony of Professor Warren 
was that there were now in New York state only one-third as 
many farm laborers as there were in 1914 but the crop output 
had been increased. That increase had been brought about, the 
professor said, by the farmer working more hours, by the women 
and children adding their labor and neglect of maintenance work 
on the farm. His data were taken, he said, not from the average 
farms, but from the better farms, farms on which books were 
kept so that the trend of things could be ascertained. The per- 
centage of sons of farmers working on the farms, he said, had 
also gone down. In 1914, he said, the taxes amounted to 67 cents 
per acre but in 1924 they were $1.34, just double. In 1914 the 
labor income of the farmer was $453.02 and in 1923 $204.84, In 
1919 it was $2,110.84 and in 1921 a minus of $31.98. That was ex- 
clusive of the capital income, five per cent on the investment 
being counted as capital income. 

Farming in New York, the professor said, was a highly de- 
veloped and standardized industry in which relatively few im- 
provements were being made, men engaged in it being of the 
second and third generation of farmers. Tractors and other 
machinery, he said, had done something to increase the efficiency. 
The output per man last year, he estimated, to be double that of 
fifty years ago. Fifty years ago, he said, there were about as 
many cows as there were last year but the production was double 
in 1924. 

On account of the proximity of New York farms to industrial 
centers, the professor said, farm wages had increased more than 
in states where there were fewer factories to draw from the 
farms to their machines. In New York farm wages were 190 per 
cent of what they were in 1914 but the value of plow lands, $53 
per acre, was the same as in 1916. In 1921 plow lands went up 
to $65 per acre, the upward trend stopping when the slump of 
that year came. In North Dakota, he said, farm hand wages 
were only 128 per cent of pre war. 


In regard to the ability of the farmer to pass increased costs 
to the consumer, the professor explained that the farmer could 
do that, in the course of several years in the matter of annual 
crops, as for instance, potatoes, by decreasing the acreage but it 
would take more than a generation to do that in the case of 
apples. Apple trees, he said, reached their maximum production 
at 54 years. Production of apples, he said, could be decreased, 
in a year or two, only by neglecting the trees. In a generation 
the production could be cut down by the failure to plant new 
trees, or in a shorter time by neglecting the trees in bearing at 
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the time the reduction was desired. In the last five years, he 
said, few fences had been built, few buildings repaired and the 
use of lime had been cut down. That he attributed to the fact, 
among others, that factory wages had gone 118 per cent above 
pre-war, while farm hand wages had gone up only 90 per cent 
above the 1914 level. 

Dr. Gillett put in exhibits showing prices of farm products, 
by index numbers, 1914-25, and production in New York com- 
pared with other states. Speaker McGinnies, who is also super- 
visor of the town of Ripley, in addition to speaker, testified par- 
ticularly about the grape growing territory in the western part of 
the state. He is a grape grower as well as interested in banking 
and politics, the latter to the extent of holding two offices. The 
testimony about grapes brought forth more facts about the rela- 
tion of prices and freight rates than the other testimony which 
was of a general character. 

Speaker McGinnies said that the New York grape growers, 
in recent years, had felt the competition of the Cailfornia grow- 
ers with exceptional keenness. The Californians have been 
shipping grapes to the eastern markets practically in bulk, while 
the New York grower was under the necessity of packing his 
grapes so as to stand shipment and arrive at the markets in 
condition for table use. Testimony of similar character was 
given by Mr. Meyers and Mr. McClew, also grape growers. 

According to the witnesses, the freight rate, in practically 
all instances, has to be borne by the grower; that is to say, 
the market price apparently is made by the growers nearest 
to it and growers at a distance are compelled to take that price 
minus the freight rate, so that the burden of an increase falls 
upon the grower. 

Professor Warren, of Cornell, was recalled for further ex- 
amination and cross-examination in respect of testimony given 
at the first session after the resumption of the hearing. Attor- 
neys for the railroads appeared to like the testimony he was 
giving. Their questions, instead of being directed with the view 
to breaking down the testimony, seemed to be asked with a view 
to a more complete development of both facts and opinions. 
None of the witnesses went into the question of the amount or 
the relationship of rates. That phase of the subject, they said, 
would be presented later by another witness, a traffic man com- 
petent to present studies on that subject. In answer to ques- 
tions directed at particular points in his testimony showing a 
slump in prices, the professor cheerfully said the fact that there 
was a comparatively large production in the year in which the 
price fall took place indicated the fall was attributable to the 
large production. The law of supply and demand, he obserevd, 
was always working in a free market, but he said that in the 
case of a given quantity to be marketed for consumption the 
farmer had to make a price that would induce the market to con- 
sume the quantity offered and that in such a case the farmer 
had to pay all the intervening costs. That was why, he said, 
the farmer had to be interested in the freight rate. The pro- 
fessor said he had not made any studies, personally, as to the 
importance of the freight rate as a cost factor in the case of a 
particular farm product. Such studies, he said, had been made 
in his department. He thought the railroad executives had used 
Cornell figures in some of their publications, but he was not 
sure. Attorneys for the railroads, in their questions, implied 
that the railroads had found the figures prepared by Cornell so 
illuminating that some of the railroad executives had used them 
to give point to contentions they were putting forward. 

New York’s Department of Farms and Markets brought its 
part of the case to a conclusion by asking that farm products 
rated second class be brought down to third class and grapes 
now rated second be placed on the fourth class basis either by 
rating at fourth class or the establishment of commodity rates 
the same as fourth class. The request was made by Francis 
W. Brown, chief of the traffic division of the department, 
making the presentation in behalf of New York farmers, 


Broadly speaking the burden of his presentation was that 
in relation to rates on like commodities from the Pacific Coast, 
particularly apples from Washington and other fruits and 
vegetables from California to New York, producers were paying 
too much. Mr. Brown presented a dozen or more exhibits each 
making a comparison between rates paid by the far western 
men and the New York farmers to reach markets such as 
New York and Philadelphia. In addition to comparing rates 
now in existence, Mr. Brown showed what the proposed rates 
would be in comparison with the rates from the far west. 
Each exhibit pertained to a particular commodity. He said 
it was difficult to obtain loss and damage data, but from what 
he had been able to gather such claims presented by New York 
shippers were few in number and for relatively small amounts, 
wherefore, the factor in the rate caused by loss and damage 
claims, it was implied, must be small. In speaking of apples 
the witness pointed out that while the New York apple shipper 
pays full fifth class, the far western man pays but little 
more than half the full fifthclass rate. As to grapes his 
exhibits showed that the far western man paid only 36 to 38 
per cent of the second-class rate. 

The Hoch-Smith resolution was brought into the examina- 
tion of Mr. Brown by B. A. Pyrke, commissioner of the depart- 
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ment of farms and markets, who was conducting the examina- 
tion. After laying the foundation to the effect that that 
resolution intended to declare the national policy and to sug- 
gest how the national policy so declared should be administered 
to the end that there might be relief for depressed agriculture. 
Mr. Pyrke asked the witness whether there should be any 
rate changes. 

The witness said shippers in New York were much in- 
terested in the maintenance of adequate transportation, but 
that there was a feeling that existing rates on agricultural 
products were too high; that instead of increases there should 
be reductions, although, he added, New York shippers did not 
want to be understood as being in the attitude of “seeing red” 
on this subject. His idea was that agricultural products now 
rated fourth and fifth might well be given some reduction but 
that as to articles rated second class, the reductions should 
be as herein before set forth. He said that shippers of grapes 
would concede a minimum of 22,000 pounds if the rating could 
be reduced to fourth class. 

R. W. Barrett, attorney in charge of the case for the 
railroads, complimented the New York officials on what he 
termed the excellence of the presentation they had made, and 
hoped that Examiner Hosmer, who was presiding, would let 
Governor Smith know that in the opinion of the attorneys for 
the railroads the department of farms and markets had pre- 
sented the case well. Of course, he said, the railroads would 
try to controvert what had been presented, but he said that 
that would be done by direct testimony rather than by cross- 
examination. 

Mr. Barrett asked the witness what he thought western 
Senators and Representatives would do if the Commission 
followed his suggestion ands thereby deprived their fruits of 
some of the markets in the east to which they had been 
shipping their products, the deprivation being accomplished 
by the suggested change in the ratings. The witness thought 
that that would be a situation that would have to be met when 
it arose. 

Hearings in the case this week seem comparatively short 
because some of those to whom time had been assigned, as, for 
instance, apple and vegetable shippers, were not prepared with 
their data on account of illness of witnesses, or because inter- 
ests that had been assigned time decided not to make as 
elaborate studies as they had originally intended. For the rea- 
sons indicated, hearings in the first three days of the week were 
held only in the hours before lunch time. At the time this was 
written the thought was that there would be no testimony taken 
on the last two days of the week, but that adjournment would 
be taken until July 13, when Buffalo iron and steel interests were 
scheduled to present their views. 


Cumberland shippers presented L. H. Ley, chairman of the 
transportation committee of the Chamber of Commerce of that 
city, as their only witness. He presented twenty exhibits in 
support of the proposition that the present adjustment of class 
rates deprived Cumberland, to a large extent, of the benefit of 
its location, particularly in the adjustment to Central Freight 
Association territory. Mr. Ley advocated the use of strict mile- 
age, if mileage was to be the basis for making the new adjust- 
ment. He opposed the grouping of Virginia cities, contending 
that Cumberland was entitled to the benefit of her location in 
comparative proximity to some of those points. The question 
was raised as to whether that view would be approved by all 
Cumberland shippers, it having been brought out on cross-ex- 
amination and not on direct. Mr. Ley said that he was author- 
ized to speak for Cumberland in this matter, and he believed 
that he was reflecting the views of Cumberland shippers. 

Among the points named in the exhibit submitted by the 
witness was that the rates resulting from the application of the 
proposed inter-territorial scale, founded on a rate of $1.61 be- 
tween New York and Chicago, would give Cumberland higher 
rates inter-territorially than those which would result from the 
use of the basic trunk line scale. Another exhibit showed how 
the present and proposed rates based on the Central Freight 
Association percentage grouping would compare with Disque 
mileage rates for the distances shown, the comparison being on 
the present $1.42 scale, the proposed $1.61 scale and the Disque 
scale. Many other tables of a like character were submitted, 
but the witness said that, because he was making comparisons 
between the $1.61 and the basic Trunk Line scale, it was not to 
be taken that he was advocating the latter. 


The Tanners’ Council of America, composed of companies 
and firms alleged to produce 80 per cent of the tanned leather 
of the country, opposed any increase in the rates upon their 
product on the ground that the industry could not afford any 
larger contribution to the transportation companies than it was 
now making for the services rendered. The opposition was ex- 
pressed by Edward A. Brand, secretary and organizer of the 
council; W. C. Mitchell, traffic manager for the Central Leather 
Company, and chairman of the Council’s transportation com- 
mittee; E. T. Waring, assistant traffic manager for the same com- 
pany, and George G. Duffy, traffic manager for England, Walton 
& Company, of Philadelphia. Generally speaking, the product of 
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the tanners is rated fourth class in carloads and second in less 
than carloads. 

The first mentioned witness made a general statement as to 
the organization that was speaking for the industry, the branches 
into which the industry was organized on account of the charac. 
ter of production and other facts intended to give the Commis. 
sion a broad picture of the industry. 

“The tanning industry is in a bad fix, and is in no condi- 
tion where it can stand any increase in its costs,” said Mr. 
Brand. “The troubles of the industry date back to the early part 
of 1918 when the government embargo on foreign hides and 
skins and the maximum prices of raw stock fixed by the War 
Industries Board were removed. The embargo and price fixing 
were necessary war measures, but nevertheless they caused a 
shortage of raw material on the one hand, and a resulting rise in 
prices to unprecedented heights on the other.” 

Radical changes in shoe styles and colors in ladies’ shoes 
had worked to the detriment of some of the upper leather 
tanners, said the witness, by materially reducing the quantity of 
leather consumed. The motor truck, he said, had reduced the 
consumption of harness leather, and the increased use of pas. 
senger automobiles had caused a noticeable decline in the per 
capita consumption of shoes. Leather substitutes had also 
invaded the field of the tanner to a very considerable extent, he 
added. 

Transportation, he said, played an important part in produc. 
tion costs and sales. In a great deal of the leather including 
practically all that which was shipped from the tanners to 
their stores, the tanners paid the freight charges. Even in those 
cases where the freight charges were paid by the consumer, he 
said they had to be taken into consideration in fixing the price at 
which leather was sold. Any increases in the transportation 
bill he said would simply serve to inflict greater hardships upon 
the industry than it has borne. 


The other witnesses testified as to the effect of the increases 
proposed by the carriers, Messrs. Mitchell and Waring for the 
industry as a whole, and Mr. Duffy as to the increase in costs 


that would be placed upon England, Walton & Company, on the 
operations of that firm. 


RATES ON SALT CAKE 


Rates on salt cake moving from points on the Pacific coast 
to destinations in Wisconsin are involved in I. and S. 2487, 
heard before Examiner Smith at Chicago, July 2 and 3. 

A. F. Cleveland, for the C. & N. W., testified as to the situ- 
ation in Wisconsin, saying that the rates were published, with- 
out consent of the lines in that state, by the Transcontinental 
Freight Bureau, and that the Wisconsin lines considered the 
rate of 60 cents on salt cake unremunerative and desired to 
have it canceled. He said that, through cancellation, there 
would be left in effect the combination rate of 72 cents north of 
a line drawn from Milwaukee to Madison. He said there was 
salt cake produced in the middle west and that the lines had 
a chance to haul that traffic with better earnings, and that he 
did not think the Wisconsin lines should be forced to accept 
unremunerative traffic like that from the west coast in salt 
cake. He said there was a proportional rate that, applied in 
connection with the Milwaukee rate, would result in a rate of 
6814 cents that his road was willing to give the western shippers. 

O. T. Cull, for the C., M. & St. P., adopted the position of 
Mr. Cleveland, saying that he had covered the ground. Mr. 
Cull entered exhibits comparing rates and earnings to show the 
small return on the salt cake traffic. 


T. R. Ervin and H. J. Crabbe, for the Grasselli Chemical 
Company, testified briefly as interveners on behalf of the roads. 
They told of manufacturing processes and of volumes of move- 
ments. 


J. E. Bryan, representing the Wisconsin Traffic Association, 
told of the use of salt cake in the preparation of craft, or wrapD- 
ping paper. He said that, if the 60-cent rate were left in effect, 
in so far as the commodity went to the makers of stock feed, 
just outside the line mentioned by witness for the respondent, he 
thought discrimination was being worked against paper mills in 
Wisconsin. 


J. E. Bryant, for the Western Chemical Company, told the 
history of attempts to dig out and market natural salt cake at 
Clarkdale, Ariz., where the company had to ship by motor truck 
20 to 30 miles to reach a railroad, and had to stand a transporta- 
tion cost of $15 a ton, or 2% times the value of the commodity 
at the mine. He said the company had been in operation only 
a short time and it was able to start up after a period of i 
action because he had put a considerable sum of money into it 
at a time when the Wisconsin market seemed the largest and 
most natural one, and when there was no indication of an 
impending change in rates. He said that, in the short time the 
company had had a salesman in Wisconsin, he had sold a num- 
ber of trial orders, but that the company, due to the change 10 
rates, had not been able to take contracts that it might have 
otherwise taken. 
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POTTER’S RATE INCREASE PLAN 


A 5 per cent rate increase throughout the western group of 
railroads, segregation and pooling of the proceeds of that in- 
crease, and distribution of the proceeds among carriers earning 
jess than 5% per cent, has been proposed by Mark W. Potter, 
formerly a member of the Commission and now one of the re- 
ceivers of the Chicago, Milwaukee & St. Paul, as a solution of 
the financial difficulties faced by the western carriers earning 
Jess than 5% per cent. This proposal, according to Mr. Potter, 
will be submitted to the Commission by the Milwaukee if and 
when hearings are begun on the application of the western car- 
riers for an increase in rates. Mr. Potter’s plan and explana- 
tion thereof follows: 


Needs of shippers and carriers require that there be devised 
a method of rate-making that, in giving effect to the spirit of 
the transportation act, 1920, will provide income sufficient for all, 
and relieve the needy without unduly burdening shippers and 
increasing the income of prosperous carriers. It is the require- 
ment of fair and honest dealing among carriers and between 
carriers and shippers, and is the demand of sound economics in 
order to furnish transportation for all sections as economically 
as possible. ae f 

The rate-making provisions of the transportation act, as in- 

terpreted and applied by the Interstate Commerce Commission, 
and as reflected by the existing rate adjustment, impose a limita- 
tion upon the earnings of carriers. The aim of the transportation 
act is a rate basis that will yield a return on all traffic moving 
within a group, witohut regard to the line on which it moves, of 
an amount equal to a fair return (fixed by the Commission at 
5% per cent) on the aggregate value of all railroad property in 
the group, irrespective of the carrier by which the values are 
ossessed. 
’ The distribution of traffic among carriers throughout a group 
is not in proportion to the distribution of the group value, as 
values are understood. Certain carriers, because of location and 
character and volume of traffic, collect a larger portion of the 
revenue to be raised upon the aggregate group traffic than they 
would receive if the traffic movement divided among the carriers 
in proportion to their several values. The receipt of such excess 
by prosperous carriers leaves an amount insufficient for others, 
which are at a disadvantage in volume of traffic handled. It is 
apparent, therefore, that the transportation act forces on certain 
carriers a policy limiting revenues which prevents them from 
earning a fair return, and which savors of a confiscation of their 
property. 

Regarding book investment as the measure of value—until 
values are determined by the Interstate Commerce Commission— 
the value of Class I carriers in the western group during the year 
1924 was $9,509,258,175. A return of 5% per cent on this sum 
would have required $546,782,345. The net operating income for 
these carriers for the year 1924 was $371,490,765, which was a 
return on aggregate value of only 3.91 per cent. 

Because of the varying conditions of traffic density and char- 
acter of traffic on the several carriers in the western group, only 
eleven of them enjoyed a net income sufficient to yield a return of 
5% per cent. The returns of the eleven varied from $6.02 per 
cent to 17.12 per cent. The returns of carriers earning less than 
5% per cent varied from a deficit of 2.96 per cent below an amount 
sufficient to yield operating expenses, to a return of 5.46 per cent. 
These results have so worked out, notwithstanding the aim of 
the transportation act, which it expressly declares, is to obtain 
money sufficient for all without excess for any. 

In justice to the conception of the transportation act which, 
looking only at its rate-making provisions, has applied limitations 
which seem to work confiscations of carrier property, it should 
be pointed out that that act contains other provisions designed to 
prevent this confiscatory result. 

The act provides for and contemplates eonsolidations. The 
scheme contemplates consolidating strong carriers with weak, so 
that they would merge into systems comparable in revenues. Had 
consolidations promptly been accomplished, the confiscatory aspect 
of section 15-a would have been removed as a practical matter. 
The law further provides that the Commission in dividing through 
rates among carriers participating in through movements need 
not have regard only for service and relative service, but may 
take into consideration the amount needed to yield a fair return 
to the several carriers. In recognition of this provision as a 
means to equalize revenues, the Supreme Court, in the New Eng- 
land divisions case, said that the Interstate Commerce Commission 
when, by its reports in Increased Rates, 1920, it authorized an 
increase of 40 per cent in the eastern group, could have directed 
that 90 per cent of that increase go to the New England lines. 
The policy of the Congress, in thus providing this balancer of 
revenues through the medium ef divisions, has not been effectu- 
ated as evidently contemplated. 

A further means of protecting against confiscation through 
the application of section 15-a was provided in the transportation 
act by an amendment to the law respecting pooling of earnings. 
ection 5 of the transportation act was made to provide that with 
the approval and authorization of the Commission, in the interest 
of better service to the public or economy of opreation, carriers 
— make such division of traffic and earnings as shall be found 
y the Commission to be just and reasonable. Assuming, as 
scemingly the Congress did, that, pending the making of consoli- 
ations, the carriers would desire to carry out the spirit of the 
transportation act to obtain a return fair to all, this amendment 
of section 5 gave the carriers full authority to do so. 

It is to be noted that the transportation act provides for the 
recapture of excess earnings. This provision of the law has been 
Sustained by the Supreme Court. The law contemplates that such 
Denbtured excess earnings shall be used to assist needy carriers. 
nfortunately the recaptture provisions have not yet been proven 
workable. They provide for the recovery of a portion of the 
excess beyond a fair return on value. Values are to be deter- 
mined by the Commission. They have not been determined. Seri- 
ous questions are in dispute among carriers and between carriers 
_ the Commission as to how values shall be determined. Valu- 
a is a judicial function and in the end the process of valuation 
—— be determined by the courts. There is no prospect of an 
arly determination of these principles. Years must elapse before 
whl roads can be valued. The recapture provisions of the law, 
b> ile recognizing that surplus revenues of prosperous carriers 

all be made available to those less prosperous, cannot be relied 


be to accomplish their purpose and serve the existing pressing 
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The provisions with respect to consolidations, recapture of 
earnings, the division of through rates and the pooling of earn- 
ings, have not accomplished their purpose. The result is that the 
confiscatory aspect of section 15-a, considered alone, prevails, as 
indicated by the figures to which attention has been called above. 
The problem which confronts all now is to find a way to carry 
out and effectuate the spirit of the transportation act and to 
furnish the funds in fairness required by the needy without col- 
lecting from the shippers and giving to carriers already prosper- 


ous large earnings which they do not need. 


What shall be done? The western carriers collectively have 
suggested a rate increase of 11 per cent throughout the western 
group. It is supposed that such an increase would bring the 
aggregate net revenue of the group up to the return on aggregate 
value which the transportation act contemplates. The fact is, 
however, that until effect is given to the provisions of the trans- 
portation act respecting consolidations, the divisions of through 
rates, the pooling of earnings and the recapture of excess earn- 
ings, an 11 per cent increase of earnings would not accomplish 
equal justice to carriers or shippers, and would not furnish the 
needed solution of the transportation problem. <A very large part 
of the revenues to be derived from such an increase would go 
to carriers already enjoying a return in excess of 5% per cent. 
While there are now eleven carriers in that class, an 11 per cent 
increase would raise the number to 29. Furthermore, even an 
11 per cent increase would not be sufficient to serve the needs 
of the carriers suffering most, because of the character and vol- 
ume of their traflic, from the limitations of section 15-a. An in- 
crease for certain carriers of 20 per cent, 30 per cent, 40 per cent, 
or perhaps more, would be necessary to actually serve their needs. 
In order to obtain the fund necessary to meet the need of such 
carriers, it should not be necessary to burden the shippers with 
paying a vast amount to go to carriers which are not entitled 
to it. To adopt such a course would be to violate the spirit of 
the transportation act and work gross injustice. A horizontal 
increase, to be enjoyed by all carriers, it therefore seems apparent, 
would accord neither with justice, the spirit of the transportation 
act nor sound economics. 

There is a method to get additional income for carriers that” 
need it and not for others. It can be put into effect promptly 
without cumbersome proceedings. Let there be an increase of 
less than 11 per cent—say, to illustrate, only 5 per cent—through- 
out the western group. Segregate and pool the proceeds of that 
increase. Give no portion of the proceeds of the increase to car- 
riers enjoying a return in excess of 5% per cent. Divide the 
entire proceeds among carriers earning less than 5% per cent. 
As the 5 per cent increase should be made because of the condi- 
tion of needy carriers, divide the amount to be recovered from 
that increase among the carriers in proportion to their several 
needs, as reflected by their several deficits below a fair return. 

The aggregate of the deficits of all carriers in the western 
group, shown by their failure to earn a net railway operating 
income of 5% per cent in 1924, was 181,438,233. This aggregate 
deficit is borne by the several carriers in varying amounts.. The 
carrier which suffered most is the Chicago, Milwaukee & St. Paul 
Railway. The investment in that property as of December 31, 
1923, was $732,434,534. The net operating income for 1924 was 
$18,972,106, which was a return of 2.59 per cent on investment. 
The amount which was needed to give a return of 5% per cent 
on book investment was $42,114,986. The St. Paul deficit was 
$23,142,880. This was 12.76 per cent of the aggregate group deficit 
of $181,438,233. An increase of 5 per cent of the revenues of 
class I carriers in the western group, for 1924, would have meant 
an increase of net income of $82,236,856. Such an increase would 
have brought the average group return up from 3.91 per cent 
to 4.77 per cent. St. Paul’s freight revenue for 1924 was $120,- 
070,603. A 5 per cent increase would have been $6,003,530, bring- 
ing its net income up to $24,975,636, or a return of 3.41‘ per cent 
instead of 2.59 per cent. If the entire proceeds of a 5 per cent 
increase, aggregating $82,236,856, were segregated and pooled and 
divided on the basis of deficits, the St. Paul’s share of 12.76 per 
cent would have been $10,493,423, bringing its net income up to 
$29,465,529, or a return on investment of 4.02 per cent. 

The method suggested, applied to all Class I carriers in the 
western group, would increase the net income of all carriers now 
earning less than 5% per cent. The proportion in which each 
would share in the 82,236,856—the proceeds of the increase to all 
carriers—would depend upon its deficit in failing to earn a fair 
return and would be measured by its deficit percentage. This 
may be illustrated by pointing out what would have been the 
return of certain carriers in 1924. 


The Minneapolis & St. Louis had an operatinng deficit of 
$959,951. A 5 per cent increase, segregated, pooled and distributed 
as suggested would have given this property a net operating 
income of $1,211,102. 

The net income of the Chicago Great Western would have 
gone up from $2,234,046 to $5,687,994, the return on investment 
going up from 1.30 per cent to 3.31 per cent. 

The effect on the Western Pacific would have been to increase 
net operating income from $2,973,611, or a return of 2.72 per cent, 
to $4,478,546, or a return of 4.10 per cent. 

The Kansas City Southern would have gone up from $3,021,- 
319 to -‘ernteanies increasing its return from 2.90 per cent to 4.19 
per cent. 

The Chicago & Alton would have increased from $4,394,793 
to Sanaa increasing its return from 2.91 per cent to 4.20 per 
cent. 

The Chicago & North Western would have gone from $16,784,- 
051 to no increasing its return to 4.44 per cent from 3.36 
per cent. 

The Northern Pacific would have enjoyed an increase of $5,- 
945,724 to $25,806,801 from $19,861,077, or an increase of its return 
from 3.46 per cent to 4.50 per cent. 

The net income of the Southern Pacific would have gone up 
from 49,579,192, or a return of 4.10 per cent, to $58,641,693, or a 
net return of 4.85 per cent. 

The Union Pacific would have had an increase of $4,407,895 to 
$42,612,463, increasing its return from 4.58 per cent to 5.11 per 
cent. 

The Great Northern would have had an increase of $2,606,908 
to a increasing its return from 4.65 per cent to 5.15 
per cent. 

The additional net income to be received by the Burlington 
would have been $2,319,080, giving a net income of $31,061,192, 
or a return of 5.28 per cent instead of 4.88 per cent. 

‘ The Santa Fe would have had an increase of $2,031,251, giving 
it a net income of 49,314,530, increasing its return from 5.25 per 
cent to 5.48 per cent. 

It is obvious that an increase of only 5 per cent, segregated, 
pooled and distributed in the mauner above suggested, would 
bring about better than an 11 per cent increase not thus dealt 
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with, a fair balance of prosperity among all carriers, with in- 
creased efficiency of the group transportation machine as a while. 
It would better stabilize and recognize security values, thus serv- 
ing security owners and shippers. It would accomplish more 
effectually than is possible under the practice which heretofore 
has prevailed the cardinal purpose of the transportation act. 

In view of uncertainty as to whether a general increase with- 
out segregation, pooling and distribution in the manner sug- 
gested is possible or proper, it would appear to be to the advan- 
tage of all the carriers in the western group now earning a 
return of less than 5% per cent to accept the plan suggested. It 
is, of course, true that the more prosperous carriers would fare 
better with a 5 per cent increase which they retained than with 
the increase pooled and distributed in the manner suggested. For 
instance, a 5 per cent increase of the freight revenues of the 
Santa Fe would have been $8,405,052. Under the plan suggested 
it would have retained $2,031,251. If, however, an increase could 
be obtained only on condition that it be pooled, it would appear 
to be to its advantage to co-operate to increase its net income by 
$2,031,251, rather than to obtain no increase. The same would 
be true of the other more prosperous lines. 

The prosperous carriers participating in this arrangement 
would be co-operating to carry out the spirit of the transportation 
act and would be exercising the power expressly given to them 
with respect to the pooling of earnings by section 5. They would 
be assisting to accomplish the high purpose of maintaining 
transportation in fairness to all carriers on a rate basis fair to 
carriers and shippers. It is not to be assumed that the pros- 
perous carriers would under these circumstances refuse to co- 
operate in the hope of forcing a method of increasing rates which 
would unduly burden shippers, deny essential relief to needy car- 
riers and give the prosperous carriers funds which they do not 
need, their action involving, as seemingly it would, a refusal to 
comply with the spirit of the transportation act and to exercise 
the power given to them to pool and divide earnings in the 
public interest under section 5. 

With a 5 per cent increase, the proceeds segregated, pooled 
and distributed in the manner suggested, the return of the carriers 
in the northwestern region*would go up from 3.18 per cent to 
4.36 per cent. The return of the carriers in the Central Western 
region would go up from 4.26 per cent to 4.96 per cent. The car- 
riers in the Southwestern region would go up from 4.26 per cent 
to 5.00 per cent. The carriers in the Northwestern region would 
still have a return below that of the carriers in the other regions. 
The improvement of the showing of the carriers in the Central 
Western and Southwestern regions would be substantial and seem 
to warrant expectation of their co-operation. 

The utilization of the method suggested under which carriers 
like the Santa Fe would collect revenues designed to go to less 
fortunate carriers, would accord with the spirit of the transporta- 
tion act as it has been interpreted and sustained by the Supreme 
Court of the United States. The Dayton-Goose Creek case, in 
which the validity of the recapture plan was decided, appears to 
have settled this. That court has sustained the principle that 
it is legal and proper to require a shipper on one line to pay a 
rate.higher than would be reasonable having regard only to the 
service of that line and its necessity. It held that a shipper 
in one portion of the group, being interested in effiecient trans- 
portation throughout the group, properly may have placed on him 
a share of the burden of sustaining all carriers within the group. 
The recapture provision of the law was sustained because it was 
held to be machinery designed to accomplish this result. It 
would appear, therefore, that the principle of the plan suggested 
in this memorandum has been squarely sustained as constitutional. 
The plan is also in harmony with the spirit of the decision of 
the Supreme Court in the New England divisions case, where 
the court stated that the Commission in authorizing a 40 per 
cent increase could have directed tha t90 per cent of the pro- 
ceeds of the increase go to the New England lines. 

As pointed out above, the provisions of the transportation 
act respecting divisions of through rates have not had the bene- 
ficial effect which apparently was contemplated. As shown in 
the New England divisions case and in the pending division pro- 
ceedings before the Commission, the procedure is cumbersome. 
The plan suggested would seem to be the most equitable and 
efficient way to obtain the revenues needed by less fortunate 
carriers. Instead of, as in the New England divisions case, plac- 
ing the burden of increasing the divisions on connections, the 
plan would distribute the burden over all shippers in the group, 
where the Supreme Court has said it properly belongs. 

If the suggested for the western group were applied 
nationally, it is believed its merit would be still more apparent. 
In view of the large amount of revenues collected by the eastern 
carriers, and in view of their higher return on investment, it is 
likely that the improved condition in the western district, which 
would have been brought about by a 5 per cent increase, could 
be accomplished by an increase nationally of gree egy J less 
than 5 per cent. At the same time the needs of carriers in the 
eastern and other sections of the country would be served. 

The effect of stabilizing carrier revenues and insuring carrier 
prosperity throughout the country, through a slight increase of 
rates, is apparent. The method suggested, it would appear, would 
insure payment of interest on all bonds and protect proper divi- 
dend policies. It would bring about a proper recognition of the 
value of railway securities for credit and other purposes. 

It is submitted that the plan suggested is the logical next 
step to be taken in order to carry out the purposes of the trans- 
portation act. It is a step which the decisions of the Supreme 
Court warrant and which they indicate will be sustained. It ap- 
plies the lessons to be learned from the court’s interpretation 
o fthe transportation act in the New England divisions case, the 
Dayton-Goose Creek case, the Wisconsin rate case, and other 
cases where the court has reiterated the statement of the purpose 
of the transportation act to be to sustain transportation through- 
out the nation in fairness to all. 


MILWAUKEE INVESTIGATION 


The Trafic World Washington Bureau 


Chairman Aitchison, of the Commission, received a letter 
July 6 from Roosevelt & Son, investment company, representing 
security holders in the Chicago, Milwaukee & St. Paul, asking 
that certain matters be inquired into by the Commission in its 
investigatior of the Milwaukee. The letter, in part, follows: 





The St. Paul has gone into the hands of receivers with large 
loss to investors. We have made an analysis of the causes of the 
St. Paul failure. We believe that the evidence is overwhelming that 
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the cause of the failure is not loss of traffic nor impairment of op- 
erating efficiency nor reckless financing but is confiscatory rates. A 
measure of the loss suffiered by the St. Paul is found in the present 
market prices of its securities. 

In 1911, the market prices indicated a total value for the Sst. 
Paul securities of $515,000,000. Since that time $400,000,000 of new 
money has been spent on the property. The present market value 
of the St. Paul securities is $358,000,000. In other words, there has 
been a loss of $555,000,000 since 1911. 

This loss is not due to conditions peculiar to the St. Paul. Since 
1911, seven major roads of the Northwest have invested $965,000,000 
of new capital in extensions and improvements. Notwithstanding the 
fact that the freight traffic has increased 50 per cent and freight 
trainload 56 per cent, the increased earning resulting from this great 
new investment amount to only one-twentieth of 1 per cent on The 
capital invested. 


The only reasons why the confiscatory rates imposed upon the 
Northwestern Railroad Group have not resulted in even more re- 
ceiverships are : (1) that the Northwestern Group has been stronger 
in capital structure, as measured both by traffic volume and Federal 
valuation, than any other railroad group in the United States; (2) that 
= ogame Group has maintained a high standard of operating 
efficiency. 


We respectfully submit, moreover, that the inquiry should include 
an investigation of the condition of the St. Paul road upon the term- 
ination of Government operation, to ascertain whether the condition 
of the property when it was handed back to the corporation was 
a contributory cause to the receivership. The origin of the present 
debt to the Government should also be ascertained in order to de- 
termine whether such loan was made necessary by confiscatory 
rates. This we consider of vital importance. One of the most drastic 
features of the reorganization plan recently put forward—the severe 
assessment on the stockholders—is largely due to the necessity of 
providing cash to pay off this Government loan. It is therefore, we 
submit, important that the facts be fully disclosed with reference 
to the underlying causes which led up to the necessity of this loan. 


WESTERN LIVE STOCK RATES 
The Trafic World Washington Bureau 


The Board of Railroad Commissioners of Iowa in a brief 
as intervener in No. 15686, American National Live Stock Asso- 
ciation et al. vs. Santa Fe et al., calls attention “to the fact that 
it (Hoch-Smith resolution) is an affirmative finding and a declara- 
tion by Congress of the existing depression in agriculture, there- 
fore established and to be accepted by this Commission in the 
determination of this case; and then it gives preferential direc- 
tion to the products of agriculture and especially live stock, and 
in terms is a command to this Commission that the Commission 
with the least practicable delay shall effect such lawful changes 
in the rate structure of the country as will promote the freedom 
of movement by common carriers of the products of agriculture 
affected by that depression, including live stock, at the lowest 
possible lawful rates compatible with the maintenance of ade- 
quate transportation service; and that in the cases pending at 
the time of the adoption of the resolution, which is the law of 
the land, such cases shall be decided in accordance with this 
resolution.” 

“The issue then is squarely presented for a reduction in 
these live stock rates from their present high level to the rates 
ong prevailed just prior to the World War,” the Iowa board 
adds. 

The board says that the live stock industry in Iowa and the 
farmers engaged in the fattening and marketing of live stock 
have experienced the same depression and the same disastrous 
results as fully as found in other portions of the western 
territory. 

It also says that because there is “such a delicate balance 
between the corn and hog industries, it would seem to be ex- 
tremely inadvisable to continue for any great length of time a 
freight differential in favor of corn and against hogs. The in- 
equality should be remedied by decreasing hog freights rather 
than by increasing corn freights. Iowa hog freights to central 
markets today are materially higher relative to pre-war than is 
the case in the other western states.” 


REPEAL THE HOCH-SMITH LAW 


(Editorial from the Mining Congress Journal, published by the 
American Mining Congress) 


The Hoch-Smith law, which directs the Interstate Commerce 
Commission to make a general investigation of the railroad rate 
structure, has been on the statute books about four months. 
The traffic representatives of shippers, railroads and industrial 
groups have filed briefs and statements with the Commission 
outlining their views concerning the meaning of the law and the 
object of the investigation. 

It is apparent already that the investigation must be made 
so wide in its scope that several years may elapse before its 
completion. By the time it is accomplished conditions will have 
changed and the transportation problem undoubtedly will be very 
different from what it is today. 

Conditions are such at the present time that the uncertainty 
caused by the investigation may prevent the development and 
expansion of existing business and industrial enterprises and the 
promotion of new projects. An existing enterprise will not ex- 
pand or make commitments for the future while there is a pos- 
sibility that rate levels may be lowered on some commodities 
and increased on others, or the relative rate adjustments as 
between competitive localities may be changed. A new enter- 
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prise cannot be promoted successfully where success depends in 
large part upon future rate adjustments. 

The railroads are entitled to earn a fair return on their 
invested capital. The Commission in fixing rate levels cannot 
deny them a fair return. Their earnings at present, speaking 
of all the railroads as an entity, are not earning six per cent. 
Therefore, if the Commission, after investigation. should decide 
that some rates should be reduced, it would follow that other 
rates would have to be increased. It is an impossibility to pre- 
dict what rates would be reduced, and what rates increased, as- 
suming that conditions now prevailing would be the same three, 
four or five years hence at the conclusion of the investigation. 

The agitation for a reduction in rates on agricultural prod- 
ucts began in 1922, following the horizontal reduction of 10 per 
cent ordered by the Commission in June of that year. Agricul- 
ture was seriously depressed. Relief of some sort seemed abso- 
lutely necessary. But by the time the Hoch-Smith law was 
passed, conditions in agriculture had changed, whereas railroad 
earnings continued to be below a sound level. 

The railroads, even prior to the horizontal reduction of 10 
per cent in 1922, had made voluntary reductions in rates on 
mining and agricultural products. Further voluntary reductions 
have been made since 1922 in many districts where these basic 
industries had been struggling hardest under depressed condi- 
tions. It is to be expected that the railroads will continue to 
co-operate with producers and consumers of the basic products 
of mining and agriculture in maintaining the lowest possible 
rates on these products to the end that maximum actual and 
potential tonnage may be obtained. 

In the light of these facts, the Hoch-Smith law is ill-timed 
and is unnecessary, and its retention may seriously jeopardize 
the interests of the shippers, the railroads, and the public by 
causing uncertainty to prevail during the pendency of such an 
investigation as the Commission will have to make in order to 
fully comply with its provisions. 
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Nearly two years ago the Mining Congress Journal approved 
the policy of “hands off the transportation situation” on the 
ground that the railroads would of their own accord improve 
conditions and give efficient service. The wisdom of that policy 
has been demonstrated most convincingly by manner in which 
the railroad managements have met both the present trans- 
portation requirements of the country, and have provided for 
the future by making necessary improvements and additions to 
their roads and equipment. 

There is now only one sensible thing for Congress to do, and 
that is to repeal the Hoch-Smith law as soon as possible after 
convening next December. 


HOCH-SMITH RESOLUTION REPEAL 


The traffic managers of the mills of the Western Pine Manu- 
facturers’ Association, the lumber industry of the Inland Empire, 
at a meeting in Spokane, Wash., June 24 and 25, adopted a 
resolution asking for the repeal of the Hoch-Smith resolution. 


JARDINE ON FREIGHT RATES 


In an address at Ames, Iowa, July 10, W. M. Jardine, Secre- 
tary of Agriculture, speaking of things that should be done for 
the relief of the farmer, said: 


I also believe we must have substantial readjustments in freight 
rates. High freight rates are one of the many causes that have con- 
tributed to the depression in farm prices, especially in areas distant 
from the market. It is generally conceded that the entire freight 
rate structure needs overhauling. Freight rates the country over 
have grown up in a haphazard way and as a result of all sorts of 
local considerations. It has been my opinion that a careful study 
should be made of the entire freight rate structure. On the basis 
of such a study it should be possible to make rate adjustments that 
take into account the market value of farm products as reflected over 
a reasonable period of years and, likewise, the influence of freight 
rates on the economic development of regions and of the country as 
a whole, I realize that the cost to the carriers must be fully reckoned 
with as a factor in rate-making, as railroads are indispensable to a 
profitable agriculture. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





HOCH-SMITH AND LIVE STOCK 


Editor The Traffic World: 

In your editorial, “Hoch-Smith and Live Stock,” of June 27, 
occurs this sentence: “After that survey, because of conditions 
that may be brought to its attention, it may find it necessary 
to permit western roads a general increase in rates that will 
give them, say, twenty per cent more revenue.” 

Have you ever heard or seen in print anywhere, that the rail- 
roads, the western roads, were asking for an increase in pas- 
senger fares? Have you made any investigation or sought for 
information as to the division of the expenses of the western 
roads as between freight and passenger service? Revenues are 
segregated, but not expenses. Should you make such an inves- 
tigation or get such information, I believe that you will find the 
northwestern roads—the Great Northern, the Northern Pacific, 
the Chicago, Milwaukee & St. Paul, Oregon Short Line, and the 
Oregon-Washington Railroad and Navigation Company—are all 
losing money, actually paying money out of pocket to maintain 
their passenger service. Yet the only question seems to be, from 
your editorials and from the complaints of the carriers them- 
selves, that no reduction can be made in freight rates—rather 
that they must be raised—because the carriers are not making 
5% per cent on their investfment. Should the passenger rates 
or expenses be properly adjusted; or, rather, if the freight and 
passenger service each be made to stand on it sown net re- 
turns, it will be shown that the loss of revenue is due, in a great 
measure, to passenger operations. 

Why make the farmer pay for the expense of keeping up 
the passenger service? ; 

S. L. Newton, Rate Expert, 
Idaho Public Utilities Commission. 
Boise, Idaho, July 1, 1925. 





There is nothing inconsistent with our view or with our edi- 
torial in the theory that the carriers ought to get what additional 
Tevenue they need by increasing passenger fares. We are simply 
Saying that, whatever is done about rates, agricultural commodi- 
ties must, under the Hoch-Smith resolution, have preferential 
treatment. The language in our editorial, quoted by Mr. Newton, 
Simply portrayed an example of what might be done and not 


Wongerily our idea of what should be done.—Editor The Traffic 
rid, 


TRANSPORTATION EDUCATION 


Editor The Traffic World: 
After reading your editorial and Mr. H. G. Huber’s letter on 
the matter of transportation education I could not help express- 


ing a few thoughts of my own on the matter. I hope I am not 
taking liberties by way of “butting in.” 

To avoid expressing myself twice I am attaching a copy of 
a letter I just had to write to Mr. Huber. Your editorials are 
certainly doing a work the necessity for which has long: been felt. 

While I am at it may I express my satisfaction at having 
subscribed for your paper? I derive a great deal of pleasure and 
benefit from its pages each week. A few more magazines of the 


‘type of The Traffic World and we shall have less Hoch-Smith 


nonsense. 
G. E. Everett, 
Chicago Great Western R. R. Co., 
Kansas City, Mo., July 7, 1925. 





May one who is somewhat young in the traffic ‘‘profession’”’ but 
who has a great deal of regard and admiration for the “profession,” 
enter a few remarks? In other words, is this a private argument or 
can anyone get in? 

In the first place, let me say that, until very recently, I was a 
resident of the grand old Buckeye state. It pains me to see a fellow 
Buckeye swinging his feet on the wrong side of the fence. Seems to 
me, Mr. Huber, you have not only swung your feet but have landed 
on the wrong side in this matter of transportation education which 
you and The Traffic World discuss so fluently, but rather recklessly, 
in the current number. 

I, too, have been greatly interested in The Traffic World editorials 
on the matter. To me it seems it has found the Cinderella in the 
matter of education in general and transportation education in par- 
ticular. And having found the Cinderella, it has proceeded, in so far 
as it is able, to fit the silver (or was it golden) slipper on Cinderella’s 
foot. Do you really think, Mr. Huber, that The Traffic World is advo- 
cating more thorough education in transportation matters only in 
order that we of the “profession” may become more technical, make 
our tariffs more confusing, our manner of classification more compli- 
cated, and cause us to speak a language of “sections,” “violations” 
and “rules” so technical that we shall have to be provided with an 
interpreter in the person of a ‘consulting traffic engineer’ to bring 
about a meeting of the minds in our problems and misunderstandings? 
I don’t think that is its idea at all. It certainly is not my idea of 
what transportation education should be, nor do I think that will be 
the result of academic courses in transportation. The ‘‘every day 
common garden variety” of business man knows something of the 
history and theory and fundamentals of his “garden variety” of 
business. The stockbroker knows something of the exploits of Jay 
Gould. He knows the meaning of that phantom expression, ‘‘technical 
position of the market.” He knows the rate for call loans, the pros- 
pects for higher or lower call money rates, and why. He knows, or 
should know, the major movements at any given time. Where does 
he get his knowledge? From the school of hard knocks, no doubt. He 
can get, however, and, to a slight degree, is getting, a knowledge of 
the fundamentals of his garden variety of business right in our state 
universities. Ohio State, at Columbus, is a typical example. How 
much easier and how fewer hard knocks for the man with a knowledge 
of the principles of his garden variety? ‘There are theories and prin- 
ciples in any line of business that can be culled from the too little 








8+ THE TRAFFIC WORLD 


respected text books and from the brains of under-rated college pro- 
fessors. i 

To cite one example, how long does it take the “garden variety 
traffic manager to become acquainted with the provisions of the trans- 
portation act and the various other acts that came before it? He will 
learn them eventually, perhaps. Perhaps never. Perhaps he does not 
care. The dumbest member of the class in fundamentals of transpor- 
tation will, at the end of the first semester, be able to tell you some- 
thing of the development of transportation law, even though he 
couidn’t ascertain the rate on bottles, carload, from Toledo to Detroit, 
with all the tariff files of the I. C. C. at his command. 

Again, what does the “G. V.’’ T. M. know or care to know about 
the effect (if any) of heavy bonded indebtedness or watered stock on 
the general level of rates? That same dumbest member can give you 
a half-way intelligent discussion on the subject if you should be so 
fortunate as to catch him in one of his waking moments. A theoreti- 
cal discussion, to be sure, but theory based on practical knowledge 
which, I believe, will help him later on. in the “profession” to under- 
stand why the Commission allows or disallows an increase in the rate 
on bottles, carload, Detroit to Toledo. 

Once more (then I am almost shut), what does the graduate of 
the school of hard knocks know about the reason for the I. C. C. 
allowing some roads fourth section violations and refusing others the 
same privilege? I seem to hear a heavy rumbling chorus from the 
alumni of the hard knock school. Their united answer is ‘‘water 
competition,” repeated parrot-like and with the firm conviction that 
the matter is ended. Not so, our friend the Dumbest Member. He 
will have a few remarks to make that will show a little deeper insight 
into the matter of fourth section violations. He might even be able 
to tell why the violations were more numerous in Southern territory 
than elsewhere. And don’t forget he is still unable to check a rate 
or route on bottles. 

Superfluous knowledge, Mr. Huber? Matter of opinion, of course. 
I think not, and if I have read The Traffic World editorials correctly 
I believe it and I are on the same side of the fence. 

Now that I have “shot off my mouth,’”’ I suppose I had better 
confess what you have probably guessed. I am a graduate of Ohio 
State University; not of the division of transportation, but I had the 
extreme pleasure of taking several of Professor Ruggles’ courses on 
the subject. I think I can safely say I was not the dumbest member 
of his classes, but, in spite of that, I gained considerable knowledge 
which, although theoretical, seems, much to my surprise, to be based 
on fact. I should like to drag Professor Ruggles into this argument 
but, inasmuch as I came in uninvited myself, I suppose I must hold 
my end alone. 


I am not trying to be funny or sarcastic or pedantic, Mr. Huber. 
Hope you will take my few remarks in the spirit they are meant and 
tell me, if you like, ‘‘where to get off.’”’ I love an argument, especially 


with a fellow Buckeye. 
YOURS FOR THE “PROFESSION. 


FAIRNESS IN JURY SERVICE 


Editor The Traffic World: 

Some time ago I was called for jury service and, having 
decided views on the obligation of every citizen promptly to 
respond to that patriotic call, I signified my willingness to 
serve. It was a damage suit for alleged injuries sustained, in 
which the plaintiff was an individual and the defendant a 
railroad company. I was promptly challenged by the plain- 
tiff’s counsel and, later, Mr. Burns, representing the railroad, 
told me that the former saw to it that, as far as as was able, 
the jury consisted of men whose prejudice was easily appealed 
to and without the intelligence to render a fair and impartial 
verdict. I was not further interested and never learned the 
outcome, which doesn’t matter except that it suggests the 
premise of this article. 

One of the great handicaps in the operation-of a large 
transportation company is the abnormal amount it must pay 
in the form of damages of various kinds and enormously in 
excess of what is fair and just. Claims for loss and damage 
of goods in transit can be fairly well controlled and, on that 
score, the transportation companies probably have no complaint 
to make. But their attorneys are constantly fighting excessive 
verdicts of the courts for injuries sustained by passengers, non- 
passengers, and employes. This will continue until the public 
conscience is awakened to the responsibility of men and women 
who serve on juries to the point where they will render a fair 
and impartial verdict regardless of sympathy, bias, or preju- 
dice. There are men and women honorable in all other re- 
spects who think it nothing more than retributive justice to 
“stick” a large corporation for an excessive verdict on the 
theory that the corporation will not suffer thereby and the 
individual bringing suit needs the money—extending charity, as 
it were, at the expense of others. 

Then, there are other factors entering into the psycho- 
logical aspect. For instance, a railroad company has several 
thousand employes coming in contact with the public and it 
is physically impossible to satisfy everybody all the time. 
The result is that a person feeling he or she has not received 
courteous treatment acquires a grouch against the company as 
responsible for the acts of its employes, Or it may be that 
some merchant has filed with the company a small claim, re- 
quiring investigation and resulting in delay, which inspires an- 
other grouch and manifests itself whenever said merchant gets 
on the jury and finds an opportunity to setttle his score. I 
could enumerate other instances just as absurd and, in fact, 
it is difficult to find a man or woman without a grievance of 
some description. Assuming that these grievances exist, the 
point I make is that it is both lack of principle and very poor 
policy to take advantage of the opportunity afforded by jury 
service to become particeps criminis in the dishonest act of 
robbing a corporation of that which should rightfully be used 
for the general good of the service. A juror takes a solemn 
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oath to render a fair and impartial verdict, so, when he is in- 
fluenced by sympathy, bias, or prejudice, he perjures himself 
and without the excuse that by so doinng he accomplishes any 
good for anyone; on the contrary, for, where a corporation is 
mulct for a million dollars annually, as some of them are, it 
means that many branches of the service must suffer, so 
that, in the long run, it is the public that pays, either in im- 
paired service, reduction in wages, or increased freight and 
passenger rates, and in other ways. Corporations would not 
pursue the suicidal policy of trying to prevent’ those who are 
entitled to compensation from getting what is justly theirs. 
They are quite willing for the cases before the courts to be 
tried on their merits and welcome verdicts in accordance with 
the law and the evidence, and that they are entitled to. 

The remedy lies in the elimination of this prejudice 
through the molding of public opinion. Most people are amena- 
ble to reason whenever they can be induced to listen to rea- 
son. My suggestion, therefore, is that, since the railroads 
and other corporations themselves are not in position to take 
the initiative, lest they might seem to be actuated by self- 
interest, it devolves on the men and women capable of mold- 
ing public opinion to lead this movement. Obviously, those 
who can render the greatest service are the men responsible 
for the editorial policy of the newspapers, magazines and trade 
journals. A concerted effort on the part of these could readily 
bring about the desired end. Then there are a number of 
civic clubs like the Rotary, Kiwanis, and others that make it 
a point to discuss at their luncheon meetings and on other 
occasions some topic of general interest, thus giving greater 
publicity to those principles that deserve the consideration of 
the public for the common good. It would be quite possible for 
the officers of the fifty or more such civic clubs to incorporate 
in their programs the treatment of this all important subject 
if they could be induced to take that trouble. 

Railroads are vital factors in our industrial and economic 
life and we never realize just how vital they are to us until 
the service is impaired by a strike. It is, therefore, not only 
just but the better part of wisdom to see that they are not 
hampered in any way that will keep them from rendering serv- 
ice that is one hundred per cent efficient. 

H. D. Martin, Traffic Manager, 


Elder, Dempster Lime Agency. 
Dallas, Tex., July 7, 1925. 


INDUSTRIAL TRACK LITIGATION 


John E. Benton, general solicitor for the National Associa- 
tion of Railroad and Utilities Commissioners, has advised mem- 
bers of that organization that the federal Circuit Court of Ap- 
peals for the Fifth Circuit has reversed the lower court in Gulf, 
Colorado & Santa Fe vs. Texas & Pacific (Fed. Rep., Vol. 4, 2d, 
No. 8, June 25, 1925). The lower court enjoined the construc- 
tion of what the Santa Fe claimed was an industrial track in 
Dallas county, Texas, because it failed to obtain a certificate of 
convenience and necessity from the Interstate Commerce Com- 
mission, the lower court finding that the proposed track was not 
an industrial track, the construction of which, without a cer- 
tificate, was authorized by the statute. The main parts of the 


opinion of the higher court, as summarized by Mr. Benton, are 
as follows: 


We think that the evidence as to the customary use of terms 
found in paragraph 22 warrants the conclusion that an “industrial 
track” is one which connects with a main line track of a carrier 
by railroad and is used, and equipped and intended for use, only 
in moving freight in carloads to or from one or more industries 
thereby reached and served, in incidental services, such as load- 
ing, reloading, and storing, and in incidental switching or yard 
movements. There is a recognized distinction between main line 
movements of cars and switching, yard or terminal movements 
thereof, and between the different tracks respectively used in 
making such movements. * * * 

In this situation, and for reasons above indicated, we are of 
opinion that the proposed trackage in question is such that the 
right of the appellant to construct it is not dependent upon the 
appellant obtaining from the Interstate Commerce Commisison 
a certificate of public necessity and convenience. A different con- 
clusion was reached as to the proposed trackage which was in 
question in_ the case of Detroit & M. Ry .Co. vs. Boyne City, G. 
A. R. Co. (D. C., 286 F. 540. The facts in that case were some- 
what similar to those presented in the instant case, but there are 
differences which may be regarded as material. * * * 

It was suggested that the question presented should be con- 
sidered in the light of the adoption of the policy, evidenced by 
provisions contained in the Transportation Act and the history of 
its enactment, of enabling the Interstate Commerce Commission 
to prevent an enlargement of a carrier’s trackage upon considera- 
tion of the effect thereof upon other carriers and the public. 
* ¥* * Such a consideration cannot properly prevail in the 
case of a proposed enlargement of trackage which is found to be 
within the meaning of the explicit provision of the above-quoted 
paragraph 22. It is not for the courts, by giving to descriptive 
words used in that paragraph meanings narrower or less in- 
clusive than such words customarily had at and prior to the date 
of the enactment, to reach the same result as would be effected 
by an amendment of the statute. 


STOCK ISSUE AUTHORIZED 


The Carolina Western has been authorized by the Commis- 
sion to issue $13,100 of capital stock for the purpose of making 
capital improvements. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts f 
‘ (Digests taken from Re 


port: j 
k System, published by West PuSlishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


ers and Digests of National Reporter 





REGULATION OF COMMON CARRIERS 


Statute Making Railroad Company Liable for Reasonable Attor- 
ney’s Fee in Action for Loss or Shortage of Grain Shipped 
Held Valid: 

(Supreme Court of Kansas.) The statutory provision that a 
railroad is liable for loss or shortage of grain shipped over its 
line which it fails or neglects to deliver or pay for upon demand, 
and where an action is brought to recover for such loss or 
shortage, a reasonable attorney’s fee may be allowed to the 
plaintiff, is held to be a valid exercise of the police power of the 
state—Baalmann vs. Union Pac. R. Co., 235 Pac. Rep. 1062. 

Fact that Person Suing for Shortage in Grain Shipment Recov- 
ered Less Than Demand Held Not to Defeat Allowance of 
Attorney’s Fee: 

The fact that the plaintiff recovered a smaller sum than 
was stated in the demand made upon the railroad company for 
loss or shortage will not defeat the allowance of an attorney’s 
fee, where the company resisted payment of the entire loss 
and did not tender any amount nor base its refusal to comply 
with the demand on the ground that it was excessive.—Ibid. 
Proposed Construction Held “Industrial Track” and Not “Exten- 

sion,” Within Statute Requiring Certificate of Authority: 

(Circuit Court of Appeals, Fifth Circuit.) Proposed track 
71% miles long to cost $510,000, to be connected with side tracks 
of five industrial plants and used exclusively for switching and 
moving freight from such plants, held “industrial track,” within 
Transportation Act 1920, sec. 402, par. 22 (comp. St. Ann. Supp. 
1923, sec. 8563), and not “extension,” within paragraph 18, and 
certificate of authority from Interstate Commerce Commission 
was not required.—Gulf, C. & S. F. Ry. Co. vs. Texas & P. Ry. 
Co., 4 Fed. (2nd) 904. 

“Industrial Track” Defined: 

An “industrial track,” within Transportation Act 1920, sec. 
402, par. 22 (Comp. St. Ann. Supp. 1923, sec. 8563), is one con- 
necting with main line track and used and equipped for moving 
freight in carloads to or from one or more industries thereby 
reached and served, in incidental services such as loading, reload- 
ing, or storing, and in incidental switching or yard movements. 
—Ibid. 

Courts in Construing Statute Cannot Consider Whether Industrial 
Track Will Cause Duplication of Service: 

In determining whether proposed construction is “extension” 
or “industrial track,’ within Transportation Act 1920, sec. 402, 
pars. 18 and 22 (Comp. St. Ann. Supp. 1923, sec. 8563), court 
cannot properly consider whether it will cause duplication of 
railroad service and invested capital in railroad property, since 
courts cannot give descriptive words in statute narrower mean- 
ing than such words customarily had at and prior to date of 


enactment, to reach same result as would be affected by amend- 
ment of statute.—Ibid. 
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_ Loss and Damage Decisions 


| Cases Recently Decided by State and Federal Courts 


\ (Digests taken from Reporters and Digests of National Reporter 
i ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 









LOSS OF OR INJURY TO GOODS 
Shipper and Railroad Held Jointly Liable to Consignee for Con- 
version by Diverting Shipment: 

(Kansas City Court of Appeals, Missouri.) Shipper and rail- 
road diverting shipment to another than consignee on shipper’s 
order held joint tort-feasors, jointly liable to consignee for con- 
version, irrespective of their intent in so doing.—Michael-Swan- 
son-Brady Produce Co. vs. Oregon Short Line R. Co. et al., 271 
S. W. Rep. 854. 

Restitution or Partial Satisfaction by One Tort-Feasor May Be 

Shown in Mitigation of Damages by Others: 

Restitution and amount thereof, or partial satisfaction of 
cause of action by one tort-feasor, may be shown in mititgation 
of damages by other joint tort-feasors when sued for conver- 
sion.—Ibid. 

Consignee’s Receipt of Car of Apples Other Than Car Wrong- 
fully Diverted by Carrier Held Not Defense: 

Where consignee of apples, diverted on order of shipper, did 
not agree to accept another car delivered to it and not paid for, 
in lieu of that diverted, but though not complaining of quality or 
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kind of apples delivered, would agree to nothing until its con- 

troversy with shipper over demurrage charges and quality of 

other shipments was settled, delivery of such other car was not 
defense to carrier when sued for conversion.—lIbid. 

Wrongdoer Cannot Show Unsanctioned Application of Proceeds 
of Goods Converted in Mitigation of Damages: 

Acceptance and retention of property returned by one guilty 
of conversion may be shown in mitigation of damages, but owner 
cannot be compelled to accept or agree to disposition made of 
goods by wrongdoer, nor can latter show unsanctioned appli- 
cation of proceeds of his tort in mitigation of damages.—lIbid. 

BILLS OF LADING 

Seller of Bills of Lading, Buyer’s Check for Which Was Not Paid, 
Owned Substituted Bills Issued by Buyer: 

(Supreme Court of Missouri,.Division No. 2.) Seller for 
cash of bills of lading representing cars of oil, where buyer’s 
check was not paid, held to have title to and right of possession 
of substituted bills of lading issued buyer.—Lewis et al. vs. James 
McMahon & Co. et al., 271 S. W. Rep. 779. 

‘Bank, Taking Substituted Bills of Lading from Buyer, Held 
Charged with Notice of Seller’s Rights: 

Bank with which buyer deposited draft on third person, ac- 
companied by substituted bills of lading for same oil for which it 
had given seller check on such bank, held to have had both 
actual and constructive notice that the check was given for 
such oil, and hence bound to know that, if it refused payment, 
seller could reclaim bills of lading.—lIbid. 

Bank Held Not Purchaser in Good Faith of Bills of Lading: 
Where bank, under agreement to back customer in purchase 

of oil, took his note and’ placed amount to his credit, under 

agreement that it was not to be checked against, but did pay 
checks therefrom, and subsequently accepted drafts and bills 
of lading for oil which it credited to customer, and, after refus- 
ing payment of customer’s check in payment of the oil, credited 
proceeds of drafts to customer’s indebtedness, it was not inno- 
cent purchaser of bills of lading for value, without notice of 
seller’s title —Ibid. 

CARRIAGE OF LIVE STOCK 

Railroad Held Not Relieved from Obligation of Transporting Live 
Stock Shipment Within Reasonable Time by Provision in 
Bill of Lading: 

(Court of Appeals of Georgia, Division No. 2.) Provision of 
bill of lading, that “no carrier is bound to transport said live 
stock by any particular train or in time for any particular 
market,” did not relieve railroad from liability for negligent delay 
in transportation, in view of Civ. Code 1910, sec. 2773, specifying 
measure of damages for carrier’s failure to deliver goods in a 
reasonable time, and of additional clause in bill of lading re- 
quiring transportation of shipment with “reasonable dispatch.” 
—Central of Georgia Ry. Co. vs. Griner & Rustin, 127 S. E. 
Rep. 878. . 
Whether Delay in Transportation of Live Stock Was Unreason- 

able Held for Jury: 

Whether delay in transportation of live stock was unreason- 
able held for jury.—Ibid. 

Charge Submitting Question of Whether Shipment Was Accepted 
by Carrier for “Immediate” Transportation Under Bill of 
Lading, Providing for Transportation Within a “Reasonable” 
Time, Held Not Erroneous: 

In action for negligent delay in transportation of live stock, 
under bill of lading providing for transportation “with reason- 
able dispatch,” charge submitting question of whether the stock 
was accepted for “immediate transportation” held not erroneous, 
in view of construction of “immediate” with reference to ship- 
ment as meaning with “reasonable promptitude” or within 
“reasonable time,’ though use of terms “reasonable time” or 
“reasonable dispatch” would have been more accurate.—Ibid. 

It Was Not Admissible to Establish Special Contract with Carrier 
or to Vary Terms of Bill of Lading: 

In action for negligent delay in transportation of live stock, 
it was not admissible to establish a special contract with the 
carrier or to vary the terms of the bill of lading.—Ibid. 
Shipper’s Testimony That Carrier’s Agent Told Him It Was Pos- 

sible to Ship Live Stock for Certain Market Held Admissible: 

In action for negligent delay in transportation of live stock, 
under bill of lading providing that railroad was not required to 
transport by any particular train or for any particular market, 
shipper’s testimony that carrier’s agent told him that it was 
possible to transport the stock to particular city for the next 
morning’s market held admissible.—Ibid. 

Exclusion of Portions of Published Tariff and Classification Held 
Error: 

Where bill of lading was expressly made subject to classi- 
fication and tariffs, exclusion, in action for negligent delay in 
transportation of live tock, of portions of published tariff and 
classification requiring separation, by partitions, of different 
kinds of stock in same car, held error.—Ibid. 

Carrier Ordinarily Not Liable for Damages Incurred by Reason of 
Shipper’s Failure, in Loading Car, to Separate Hogs from 
Cattle, as Required by Regulations: 

Where shipper assumes duty of loading live stock at own 
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risk and subject to certain regulations in bill of lading requiring 

separation of hogs from cattle, carrier would not ordinarily be 

liable for damages incurred by noncompliance with such regu- 
lation.—Ibid. 

Carrier Not Required to Transport Goods Until Patent Defects 
and Deficiencies in Loading Have Been Remedied: 

Though shipper is to do his own loading, carrier who accepts 
freight for shipment assumes the obligations and liabilities of a 
common carrier, and, in absence of false representation or deceit- 
ful conduct on part of shipper, is presumed on issuance of bill 
of lading for goods as in apparent good order to acquire knowl- 
edge of any patent fault or deliquency in manner of loading, 
which casual inspection of freight would render apparent, and 
is required to refrain from transporting goods until such defects 
and deficiencies have been remedied.—Ibid. 

Carrier May be Liable for Unreasonable Delay in Transportation 
Caused by Negligence in Not Inspecting Freight Prior to Issu- 
ance of Bill of Lading, Accepting Goods as in Apparent Good 
Condition; 

Carrier may be liable for loss occasioned by unreasonable 
delay in transportation, where guilty of negligence in failing to 
inspect freight tendered prior to issuance of bill of lading, accept- 
ing goods as in apparent good order, where palpably improperly 
loaded, and where patent defect, if discovered, could have been 
remedied in time to avoid subsequent delay, so that such negli- 
gence constitutes proximate cause of delay.—Ibid. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 27 totaled 
991,341 cars, as compared with 982,600 cars the preceding week 
and 908,251 and 1,021,471 cars in the corresponding periods of 
1924 and 1923, respectively, according to the car service division 
of the American Railway Association. 

As compared with the week ended June 20, increases were 
reported in the loading of grain and grain products, coal, ore, 
and miscellanéous freight. 


Loading by districts the week ended June 27 and for the 
corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 7359 and 7,493; live 
“stock, 2,444 and 2,721; coal, 42,380 and 40,274; coke, 2,095 and 1,614; 
forest products, 6,120 and 6,428; ore, 5,596 and 5,552; merchandise, L. 
Cc. L., 71,124 and 66,509; miscellaneous, 99,028 and 86,086; total, 1925, 
236,146; 1924, 216,677; 1923, 249,829. 

Allegheny district: Grain and grain products, 2,257 and 2,475; live 
stock, 2,060 and 2,260; coal, 41,187 and 40,496; coke, 4,254 and 3,294; 
forest products, 3,228 and 3,461; ore, 12,998 and 11,880; merchandise, 
L. C. L., 53,774 and 49,525; miscellaneous, 85,203 and 74,594; total, 1925, 
204,961; 1924, 187,985; 1923, 225,474. 

Pocahontas district: Grain and grain products, 182 and 166; live 
stock, 138 and 107; coal, 36,680 and 28,702; coke, 462 and 190; forest 
products, 1,869 and 1,365; ore, 72 and 117; merchandise, L. C. L., 
7,105 and 6,515; miscellaneous, 4,698 and 4,514; total, 1925, 51,206; 1924, 
41,676; 1923, 40,549. 

Southern district: Grain and grain products, 3,156 and 3,162; live 
stock, 1,915 and 1,684; coal, 20,597 and 15,738; coke, 846 and 710; forest 
products, 23,151 and 20,943; ore, 1,471 and 1,356; merchandise, L. C. L., 
39,102 and 37,421; miscellaneous, 51,903 and 42,616; total, 1925, 142,151; 
1924, 123,630; 1923, 132,433. . 

Northwestern district: Grain and grain products, 9,146 and 9,411; 
live stock, 7,247 and 7,948; coal, 4,749 and 4,425; coke, 1,056 and 715; 
forest products, 16,167 and 17,616; ore, 38,948 and 36,603; merchandise, 
L. C. L., 33,167 and 29,984; miscellaneous, 39,180 and 34,232; total, 
1925, 149,660; 1924; 140,934; 1923, 171,536. 

Central Western district: Grain and grain products, 10,161 and 
11,119; live stock, 10,529 and _ 10,941; coal, 10,053 and 10,914; coke, 288 
and 307; forest products, 12,552 and 10,632; ore, 3,510 and 3,132; mer- 
chandise, L. C. L., 37,022 and 35,804; miscellaneous, 57,306 and 54,749; 
total, 1925, 141,421; 1924, 137,598; 1923, 142,715. 

Southwestern district: Grain and grain products, 4,153 and 4,495; 
live stock, 2,817 and 2,190; coal, 3,827 nad 4,204; coke, 146 and 156; 
forest products, 8,170 and 7,406; ore, 431 and 558; merchandise, L. C. 
L., 14,513 and 14,334; miscellaneous, 31,739 and 26,408; total, 1925, 
65,796; 1924, 59,751; 1923, 59,335. 

Total, all roads: Grain and grain products, 36,414 and 38,321; live 
stock, 27,150 and 27,851; coal, 159,473 and 144,753; coke, 9,147 and 6,986; 
forest products, 71,267 and 67,851; ore, 63,026 and 59,198; merchandise, 


L. C. L., 255,807 and 240,092; miscellaneous, 369,057 and 323,199; 1, 
1925, 991,341; 1924, 908,251; 1923, 1,021,471. . — 


Loading of revenue freight this year compared with the two 
previous years follows: 





1925 1924 1923 

Five weeks in January ............ 4,450,993 4,294,270 4,239,379 
Four weeks in February ........... 3,619,326 3,631,819 3,414,809 
Four weeks in  eanh ee 3,694,916 3,661,922 3,662,552 
Four TE OS kine bviccccccewe 3,721,662 3,498,230 3,764,266 
Five weeks in May ......... arene 4,854,720 4,473,729 4,876,893 
Four weeks in June ...... nipeceiataruate 3,956,011 3,625,182 4,047,603 

OEE Wc deiner estes cee swe 24,297,628 23,185,152 24,005,502 





MAY OPERATING RESULTS 


The gross operating revenues in May of Class I railroads, 
having a total mileage of 236,666 miles, amounted to $488,578,000, 
an increase of $11,141,200 or 2.3 per cent compared with the 
same month last year, according to reports filed by the carriers 
with the Commission and tabulated by the Bureau of Railway 
Economics which says: 


Operating expenses totaled $375,732,700, a reduction of $5,748,400 
or 1.5 per cent under those for the same month last year although 
the railroads in May this year carried approximately ten per cent 
more freight traffic than they did in May, 1924. 
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The net railway operating income of the Class I railroads in May 
was $75,776,178 compared with $60,861,155 in May last year, or an 
increase of $14,915,023. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

The net railway operating income of the Class I railroads for 
the first five months this year amounted to $345,880,340 which was at 
the annual rate of return of 4.38 per cent on property investment 
compared with $326,480,500 or 4.27 per cent for the same period last 
year. 

Earnings by districts for the first five months this year with the 


percentage of return based on property investment on an annual basis 
follows : 


New England region ..... biases etaaee anes $14,879,249 


4.85% 

Great LARGS FESION ..6esccccccces mawacoaion 70,875,519 5.45% 
Central Eastern region ............+06. eee- 74,010,394 4.56% 
I NON 5 5 502ce cscs tun eesases 23,173,921 6.52% 
OCH WIRSCOER GIBEFICE. .occccccccvesece 182,939,083 5.10% 
Total Southern district ....sscccccvcce 64,128,248 5.55% 
NOPrthwWesStern FOSION 2c ccccsccccccsccess -» 20,770,645 2.13% 
COMAPal WOSIEER TEBION .occcccccccccccesccs 47,191,246 3.22% 
BOUNCE VOMIOE  ccceccccccsccccceveene 30,851,119 4.29% 
Total WESterN GIStrict ..ccccocccccvvce 98,813,010 3.13% 


United States .......... ccccccesce -$345,880,341 4.38% 


Thirty Class I railroads operated at a loss in May of which eight 
were in the Eastern, three in the Southern and nineteen in the Western 
districts. In April, thirty-four had operating deficits. ; 

Expenditures for maintenance made by Class I carriers in May 
totaled $175,845,729, a decrease of $2,857,669 or 1.6 per cent under May 
last year. Maintenance of way expenditures alone in May this year 
totaled $72,460,750, a decrease of $1,314,600 compared with May last 
year. Expenditures for maintenance of equipment totaled $103,384,980, 
a decrease of $1,543,000 compared with May one year ago. | 

Carriers in the Eastern district had a net operating income in 
May of $44,591,500 compared with $34,494,290 in May last year. Freight 
traffic in the Eastern district in May, according to incomplete reports, 
was nearly twelve per cent above the corresponding period last year. 
Gross operating revenues of the Eastern carriers totaled $250,970,200, 
an increase of nearly five per cent over May the year before. Operat- 
ing expenses {totaled $187,812,700, an ‘increase of one-tenth of one per 
cent above the same month last year. Class I carriers in the Eastern 
district during the first five months this year had a net operating 
income amounting to $182,939,083 compared with $167,958,800 during 
the corresponding period last year. 

Class I carriers in the Southern district in May had a net operat- 
ing income of $10,943,568 compared with $10,512,000 in May last year. 
Freight traffic on the Southern roads in May was about ten per cent 
above the same month last year. Gross operating revenues of the 
Southern carriers in May totaled $65,765,000, an increase of 1.8 per 
cent over the same month last year while operating expenses totaled 
$50,242,455, a decrease of three-tenths of one per cent under May, 
1924. The net operating income for the Class I railroads in the 
Southern district for the first five months this year was $64,128,248 
compared with $60,128,018 during the same period last year. 

Carriers in the Western district had a net operating income in 
May of $20,241,100 compared with $15,854,860 for the same month 
last year. Freight traffic in the Western district showed an increase 
of approximately four per cent over May, 1924. Gross operating 
revenues of the Western carriers totaled $171,842,900, a decrease of 
seven-tenths of one per cent under May last year while operating 
expenses totaled $137,677,540, a decrease of 4.3 per cent. Class I car- 
riers in the Western district during the first five months this year 
had a net operating income of $98,813,010 compared with $98,393,661 
during the same period one year ago. . 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
June 15 was 71.7, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 
63.4; refrigerator, 79.6; coal and coke, 76.9; stock, 89.2; flat, 78.9 
others, 93.9. By districts, for all classes, the percentages were 
as follows: Eastern, 63; Allegheny, 78.3; Pocahontas, 64.5; 
Southern, 67.6; Western, 76.4. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of June 15, showed the following Eastern 
district, 98.6 as against 97.3 a year ago; Allegheny, 104.4 as 
against 106.9 a year ago; Pocahontas, 80.3 as against 84.4 a 
year ago; Southern, 94.5 as against 94.2 a year ago; Western, 
98.8 as against 97.7 a year ago; total, all districts, 98.4 as against 
98.4 a year ago; Canadian roads, 94.2 as against 92.9 a year ago. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on June 15 totaled 201,243, or 
8.7 per cent of the number on line, according to the car service 
division of the American Railway Association. This was an in- 
crease of 5,257 over the number reported on June 1, at which 
time there were 195,986, or 8.4 per cent. Freight cars in need 
of heavy repair on June 15 totaled 150,492, or 6.5 per cent, an 
increase of 3,494 compared with June 1. Freight cars in need 
of light repair totaled 50,751, or 2.2 per cent, an increase of 1,763 
compared with June 1. 

Class I railroads on June 15 had 11,651 locomotives in need 
of repair, 18.2 per cent of the number on line. This was an in- 
crease of 749 over the number in need of repair on June 1, at 
which time there were 10,902, or 17 per cent. Of the total num- 
ber, 6,291, or 9.8 per cent, were in need of classified repairs, an 
increase, compared with June 1 this year, of 375, while 5,360, or 
8.4 per cent, were in need of running repairs, an increase of 374 
within the same period. Serviceable locomotives in storage on 
June 15 totaled 6,656, an increase of 38 compared with the num- 
ber of such locomotives on June 1. 
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OCEAN FREIGHT RATES 
The Trafic World New York Bureau 


European and South American demand for coal steamers 
nas fallen off materially in the last week and the Canadian 
market was the only quarter in which charters could be placed 
readily. One fixture for West Italy was reported at $2.35 to 
$2.45 and one was reported fixed for August loading to Rio de 
Janeiro at $3.50. Grain berth bookings held up well, rates on 
these to Bremen and Rotterdam being firm at 14 cents and 
Antwerp at 10 to 12 cents. Forward bookings, however, may be 
made at present at slightly lower rates. Demand for steamers 
for grain is lacking to other than European destinations. River 
Plate grain rates stand now at about 11 shillings, representing 
an advance of a shilling from the recent low level. One cargo 
of lumber is reported to have been fixed from the Gulf to the 
River Plate at $16 and the general tendency in this trade is 
upward, although most of the prompt needs are believed to 
have been covered for the time being. Time charters are slow, 
the only business in this division being occasional West Indian 
requirements on round trip or trip up basis for which spot 
tonnage was needed, the fixtures accordingly being at rock 
pottom figures. Tanker charters are more active than they were 
a week ago. 

Reduction of rates by steamship lines operating from New 
York to Australia and New Zealand in order to meet Montreal 
competition is causing some anxiety to the members of the 
North Pacific-Australian Conference, who fear traffic may be 
diverted to the Atlantic routes by the low rates. A protest from 
the Pacific group has been met by the New York lines with a 
suggestion that the former use their influence to induce the 
Montreal lines, operated by the Canadian Government Merchant 
Marine and the New Zealand Steamship Company, to restore the 
former rates. Officials of the New York lines say they have 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
@ point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


WANTED—Railway Supply Salesman who is now calling on the 
Transportation and Claim Departments of Railroads, to sell a specialty 
now in general use. Address Box 813, care Traffic World, Chicago, Ill. 


TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
“TMBE,” care Traffic World, Chicago, Ill. 


FOR SALE—One 56 drawer Wetzel Drop Front Tariff file. Ma- 
hogany. Practically new and in perfect condition. The Colton 
Brothers Co., Bellefontaine, Ohio. 


We Bind The Traffic World 


In Best Grade Buckram cram for $2.25 Por Volume (25 Numbers) 
Prompt Service and Quality 
Woche Sand AU Rinks of Paaeaaen 


The Book Shop Bindery 


350-354 West Erie Street Chicago 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY ' 
LOCATED TO RENDER 
DISTRIBUTORS : 
DISTINCTIVE WAREHOUSE ~~" 
AND FORWARDING 
SERVICE 





















Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 






Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 
CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


TRUCKING 
COMPANY 





SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 





BUIL OS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 














PHILADELPHIA, PA. “ 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


DENVER, COLORADO poses 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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been forced to meet the Montreal rates because the latter, in- 
stead of being confined to Canada, have been diverting traffic 
across the border from the Chicago and Detroit districts. The 
rate cutting, it is stated, was begun by the C. G. M. M. The 


most radical cut was on automobiles, the rate on which was fixed 
$1.50 below New York. 


PALMER ADVICE REJECTED 


The Traffic World Washington Bureau 


The Shipping Board, July 9, rejected a recommendation of 
President Palmer of the Fleet Corporation in favor of accept- 
ance of the bid of $1,370,000 of the Boston Iron and Metal Com- 
pany for 200 vessels for scrapping. The board instructed Mr. 
Palmer to negotiate with the bidders and others who might 
wish to make offers, up to July 16, when a decision will be made. 
The board said it believed that, by such negotiations, which were 
provided for in the advertisement asking for bids originally, a 
better price for the vessels could be obtained. 

President Palmer of the Fleet Corporation announced this 
week that an active campaign to sell government vessels to pri- 


vate operators would be begun. In a letter to managing oper- 
ators, Mr. Palmer said: 


The Shipping Board has delegated to the Fleet Corporation 
all matters pertaining to the negotiation of sale of lines and ves- 
sels, reserving to the board only the final approval of the sale. 

In accordance with the purpose of the merchant marine act 
and with the general policies of the Shipping Board, to transfer 
government-owned lines to private ownership as soon as prac- 
ticable, the Fleet Corporation intends to conduct an active cam- 
paign for the sale of Shipping Board lines to private operators when- 
ever it can be accomplished with a definite prospect of continued 
maintenance of adequate services. The terms and conditions will 


be made as liberal as may be consistent with the government’s in- 
terests. 


The Fleet Corporation desires to regard the managing operator 
of a line as its potential purchaser, and it is hoped that your com- 
pany may see its way to acquire the line it operates. However, the 
Fleet Corporation will be receptive to proposals for purchase from 
any responsible source at any time, and it will be its purpose to 
handle them expeditiously. If you are a potential purchaser, it is 
assumed that your company has been making a continued study of 
your particular services, and that it is now prepared to submit a 
business offer or, if not, that it will be prepared in advance to sub- 
mit promptly any ‘proposition it may desire to make in the event of 
an offer of purchase from any outside source. ( 

The financial responsibility, experience, and other qualifications 
making for success in shipping will be given their due weight in 
negotiations with prospective purchasers. 


WOULD ABOLISH SHIPPING BOARD 


The Trafic World Washington Bureat 


Representative Robert L. Bacon, of New York, a member 
of the House committee on merchant marine and fisheries, has 
announced that he will introduce a bill at the next session of 
Congress providing for abolition of the Shipping Board and 
transfer of the Fleet Corporation to the Department of Com- 
merce. 

“To abolish the Shipping Board would save a considerable 
sum and would eliminate politics and sectional jealousies in de- 
termining the future of our merchant marine,” said he. “If the 
Shipping Board were abolished, and the Emergency Fleet Cor- 
poration transferred to the Department of Commerce, the sale 
of government-owned merchant vessels to private shipowners 
would be facilitated, and the day when the government would 
be out of the shipping business would be in sight. 

“It has always seemed to me that one of the dangerous 
tendencies in our federal government was the creation of new 
bureaus and boards and, as far as I can see, unnecessary ones. 
The need right now is to repeal some of our foolish laws in- 
stead of passing new ones and to eliminate useless boards and 
bureaus. A good beginning would be to repeal the law creating 
the Shipping Board.” 

Mr. Bacon said he was confident that no real progress would 
ever be made in carrying out the policies determined on by Con- 
gress and the President as long as the Shipping Board remained 
in existence. In approving the President’s suggestion that ship 
sales’ negotiations be conducted by President Palmer of the 
Fleet Corporation as a step in the right direction, Mr. Bacon 
said it must be obvious that “the private ship owner is not 
enthusiastic about conducting negotiations for the purchase of 
ships with a board of seven members who apparently never can 
agree among themselves.” He said Mr. Palmer had accom- 
plished “wonders,” but that he had been hampered by the “ap- 
parent jealousies and disagreements existing in the Shipping 
Board,” and that he could accomplish far more if he were 


responsible only to the President, through a member of the 
cabinet. 


U. S. OCEAN-BORNE COMMERCE 


American vessels carried 34.18 per cent, by value, of the 
domestic exports of the United States in April, as compared with 
40.65 per cent in April, 1924, and 30.13 per cent of imports as 
compared with 30.69 per cent in April, 1924, according to the 
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monthly summary of foreign commerce issued by the Depart. 
ment of Commerce. The detailed figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF CARRIAGE 


April 
Domestic exports Import 
1925 1924 1925 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 
i ee ee 885,734 391,594 324,291 348,698 
Land vehicles .. 45,647 45,693 30,833 30,845 
Parcels post 1,655 2,394 9,074 10,825 
Vessels ......... 288,432 343,507 284,384 307,028 
American vessels .. 117,321 117,369 87,274 92,508 
Foreign vessels..... 171,111 226,138 197,110 214,520 
Belgian ........ »836 3,656 i 88 
| ee 87,552 115,641 113,127 119,091 
EEE. cintacwcane 8,194 9,753 6,819 6,266 
Eee: 7,871 14,122 7,299 9,807 
i 8,441 10,342 12,651 10,098 
German ....... - 10,563 10,111 3,681 5,664 
OE eee 9,591 11,975 6,038 5,665 
Japanese ....... 11,233 13,168 16,928 28,696 
Norwegian ..... ° 9,799 18,521 16,616 17,195 
Spanish ........ 5,378 5,615 1,735 1,948 
Swedish ........ 4,070 4,724 4,065 3,016 
All others ...... 4,583 8,510 7,124 6,190 
Per cent of water borne— 
In Amer ican 
vessels ..... 40.65 34.18 30.69 30.13 
In foreign ves- 
ee 59.35 65.82 69.31 69.87 
Ten months ending April 
Domestic exports Imports 
1924 25 1924 1925 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 
TOU ccccccccccceces 8,508,974 4,100,698 2,977,048 3,174,099 
Land vehicles... 479,337 434,837 317,251 297,528 
Parcel post.....- 1 6,026 19,261 87,128 93,256 
Vessels ......0+- 3,113,611 3,646,600 2,572,669 2,783,315 
American vessels .. 1,227,940 1,330,639 832,934 865,463 
Foreign vessels .... 1,885,671 2,315,961 1,739,735 1,917,852 
Belgian ..ccccce 31,002 33,462 7,754 7,75 
British ....cceee. 1,055,477 1,255,457 910,595 1,039,864 
ae 53,746 81,877 : 50,289 
PAGER cccceseses Sauee 134,919 78,260 87,525 
French ..cceccee. 83,694 110,843 122,125 117,239 
German ........ 115,190 133,534 62,237 63,348 
ERMAN csccvcese Sate 115,540 52,066 52,368 
Japanese ....... 150,537 148,060 196,406 257,101 
Norwegian ..... 92,987 131,577 165,621 133,862 
ee 0,544 61,129 17,590 12,291 
Swedish ........ 39,086 46,162 28,782 30,361 
All others ...... 43,548 63,401 44,700 65,846 
Per cent of water borne— 
In Amer ican 
vessels ..... 39.44 36.48 32.38 31.10 
In foreign ves- 
ME. acieeses 3.52 67.62 68.90 


0.56 6 
1 Figures cover period beginning Jan. 1. 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


April 
Entered Cleared 
1924 1925 1924 19 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
TOUEE . .weseocsce~ secewvesue aden seen 5,107 5,434 5,308 5,617 
WEEE MOEEO cvcccccccseccccses 3,916 4,043 4,110 4,450 
Tet BRIS ccccvcccocsecec eee: S 1,391 1,198 1,167 
American (total) ...... cosccccese 2,818 2,369 2,469 2,405 
MEE. cccccucctecwecees 1,837 1,732 1,591 1,740 
We IE, Asis cceeistaces gekeues 481 637 878 665 
PUREE, SIE « wie ccsewesncescees 2,790 3,065 2,839 3,212 
WHE GCAFEO ccccccccece aekeinases 2,079 2,311 2,519 2,710 
Be HS ee dadncenssccue Gama 711 754 320 502 
Per cent American vessels. 45.39 43.65 46.70 42.78 
Per cent foreign vessels.... 54.61 56.35 53.30 57.22 
Ten months ending April 
tered leared 
1924 1925 1924 1925 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
OEE ec ehevereictscacnnceceesenvee Meee 56,478 55,361 57,643 
With CAPBO ..ccece en 40,706 42,499 45,502 
ee OI. 15,772 12,862 12,141 
American (total) ............ eee» 23,058 23,703 23,578 24,127 
WIEN OMEEO vies cciccccces coos i 80 17,344 15,451 16,797 
DPE oo dxbeccns deedseree 5,248 6,359 8,127 7,330 
a 21,735 32,775 31,783 33,516 
PEE SOTO c cccccccescceccee Mipeet 23,362 27,048 28,705 
MOUNT Sede ctcccoesacuse cos 9,488 9,413 4,735 4,811 
Per cent American vessels. 42.08 42.03 42.59 41.84 
Per cent foreign vessels.... 57.92 57.97 57.41 58.16 


PANAMA CANAL TRAFFIC 


Reports to the War Department show that cargo tonnage 
through the Panama canal in May totaled 1,823,042 tons, the 
lowest of any month since February, 1923. 

Cargo from the Atlantic to the Pacific amounted to 674,258 
tons as compared with 712,344 tons in May, 1924, and 655,078 in 
April this year. From the Pacific to the Atlantic there were 
1,148,784 tons as against 1,641,642 in May, 1924, and 1,295,824 in 
April, 1925. From the Atlantic to the Pacific mineral oils with 
372,173 tons made up approximately one-third of the total 
cargo as compared with 782,542 tons in May, 1924, and 466,982 in 
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WHEN you drop into one of the 

big easy chairs in the spacious 
observation parlor on the Los Angeles 
Limited you are fully aware of the 
utter luxuriousness of this, one of the 
finest trains in America. 


Every comfort and convenience known 
to rail travel is yours. Club car, bar- 
ber, valet, maid, hairdressing, mani- 
curing, bath, dining car, and before 
the broad windows of the library- 
observation car passes a constant suc- 
cession of pictures along the historic 
Overland trail. 


Los Angeles Limited 


Lv. Chicago (C. & N.W.Ter.) 8:00 p.m. 
Ar. Salt Lake City (2nd day) 2:05 p.m. 
Ar. Los Angeles (3rdday) 2:00 p.m. 


Three other fine trains direct to California 
and three to Denver with connections for 
California. 


$ 86 Round Trip from Chicago 


Proportionately low fares from all other points 


Returning via Pacific Northwest costs a little 
more but it’s worth it. Low fare side trips 
to Zion, Rocky Mountain, Yellowstone and 
Yosemite National Parks. 


Stop at beautiful, historic Salt Lake City. 


For handsome illustrated booklets, reservations 
and full information ask: 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska 


‘Union Pacific- 
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For Economy in Time 


and Cost Ship Via 


Ghe 
Port of Houston 


Fifty Miles 
Closer By 
— Water — 






ERCHANDISE coming to THE PORT 
OF HOUSTON by coastwise steamer 

Seg travels on a fast steamer schedule 
and is not subject to delays. Ample 

and consistent PACKAGE CAR and freight 
schedules out of Houston to all Texas Com- 
mon Points assure the swift movement of 
merchandise to its ultimate destination when 
routed Via The Port of Houston. Enormous 
rate advantages assure economy and the 
strategic location of The Port of Houston 
makes it the logical Port of Entry for the 
entire Southwest. 
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All Texas, parts of Louisiana, Oklahoma, 
Arkansas, Arizona, New Mexico and Colo- 
rado are served to best advantage through 
The Port of Houston. 





The whole story is told in picture and 
text, with tables of cost in “PORT HOUS- 
TON,” the official organ of the Port Com- 
mission, and in “HOUSTON FREIGHT 
RATE BOOK NUMBER ONE,” both of 
which are Free to shippers and interested 
persons. Write for both these books. 
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SENT FREE ON REQUEST 
Address 
DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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April, 1925. Lumber shipments aggregated 224,534 tons for the 
month and ore shipments 123,886 tons. May shipments of nitrates 
from Chile showed a sharp drop, aggregating only 91,526 tons, 
the lowest since June, 1924. 

From the Atlantic to the Pacific the heaviest shipments 
through the canal were of various manufactured goods which 
accounted for 144,903 tons, with mineral oils 71,072 tons and 
cement 42,938 tons. 

The principal commodities shipped to Latin American ports 
through the canal during the month were various manufactured 
goods, coal and coke, and cement. From Latin American ports 
the principal commodities were various ores, nitrates, mineral 
oils and grain. 


PARCEL POST REGULATIONS 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


Effective at once, parcel-post packages addressed for delivery in 
the Provinces of Langenburg and Songea, Tanganyika territory, will 
be forwarded via Dar-esSalaam and therefore will be subject to the 
following transit charges, which charges are in addition to the postage 
rate of 14 cents a pound or fraction of a pound, both transit charges 
and postage rates to be prepaid by means of postage stamps affixed 
to the parcel at time of mailing: 


DA IED dois. c bor tewdiccevedeetsgncdsescearecesioeeevesinee.s $0.66 
ee EE sc denecncnchicderriecéeecewet Cathonmenseet ecenene 1.08 
EE I ie C60 CT VECO D DETECT CREED SCHEELE FECETKEREES 1.50 


The above modifies the item ‘Tanganyika territory’? appearing on 
page 182 of the annual Postal Guide for 1924 and on page 27 of the 
November, 1924, supplement to the above-mentioned guide. 

The postal administration of Persia has advised that, effective 
at once, threads dyed with colors based on aniline, falsified gold, used 
Gillette blades, and tobacco stems are prohibited admission into that 
service through the medium of the parcel-post service. 

The above should be added to the item ‘“Persia,’’ appearing on 
page 224 of the annual Postal Guide for 1924. 


CROW RATES WIPED OUT 


The Traffic World Ottawa Bureaw 


P In order to clear up uncertainty regarding the status of the 
Crow’s Nest agreement and the rates thereunder, the Board of 
Railway Commissioners has issued an order, dated July 9, to the 
Canadian Pacific and Canadian National railway companies to 
restore, on the commodities affected by the Crow agreement, 
with the exception of grain and flour, the rates that were in 
force on July 6, 1924. The order is effective in fifteen days from 
July 9. This means the wiping out of the Crow rates, with the 
exception of those on grain and flour, which are statutory. The 
return to the old rates on other commodities affected will, pre- 
sumably, take place at once, though the railways have until July 
24 to take action, and the rates thus substituted will obtain, 
pending investigation by the board into the whole rate structure 
under the order in council issued June 5. 

The board has also issued a circular reciting the terms of 
the order in council, and calling on the public, both as individ- 
uals and as organizations. Including provincial, municipal, and 
civic authorities, boards of trade, chambers of commerce, trade, 
industrial and labor organizations, firms, companies, and indus- 
tries, including shippers and carriers, to submit to the board any 
statements of facts under which it is claimed that unjust dis- 
crimination, undue preference, or unfair treatment exists in con- 
nection with the freight rates charged on any commodities or in 
the treatment of individuals or companies, to set forth the 
grounds on which it is claimed that the maritime provinces are 
entitled to the restoration of the rate basis they enjoyed prior to 
1919, and to make submission as to the encouragement of the 
movement of traffic through Canadian seaports. All statements 
and memoranda are to be submitted to the board not later than 
August 15 and statements in reply are to be filed not later than 
September 1. . 

This is a preliminary to the investigation which the board 
desires to enter on “with the least possible delay” and is de- 
clared to be “for the purpose of specifically directing the atten- 
tion of the board to such complaints with a view to considering 
what changes may be necessary to correct the defects com- 
plained of, and to secure, to the fullest extent, the equalization 
of rates so as to deal equitably with all parts of Canada, as well 
as to facilitate the interchange of commodities between various 
portions of the Dominion and to encourage industry and agricul- 
ture and the development of export trade.” 

All submissions are to be typewritten with at least 20 copies. 

The board has also issued General Order No. 420, reciting 
the amendment to the railway act under which the Crow-rates 
on grain and flour were made statutory and calling on the rail- 
way companies to file tariffs within fifteen days from July 9. 


CANADIAN CAR LOADING 


Car loadings for the week ending June 27 showed an increase 
over the previous week of 971 cars. Grain loading was heavier 
by 1,204 cars, live stock by 223 cars, and miscellaneous freight 
by 203 cars. Merchandise decreased 357 cars and lumber 168 
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cars. The decrease from the corresponding week last year was 
5,001 cars, including grain, 3,014 cars; coal, 3;245 cars; merchan- 
dise, 328 cars. There were increases in pulp and paper, 358 cars, 


other forest products 285 cars, ore 252 cars, and miscellaneous 
895 cars. ; 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
c—For the Week Ended—, 






























June 27 June 20 June 28 
Commodities 1925 1925 1924 
Grain and Grain Products............. eo 2,675 2,24 2,485 
Live Stock 1,141 1,086 1,178 
MMe h calicacards dtu dceeareraso an onwlat@eibiiers 989 884 4,202 
COO cccieess 115 176 203 
BAD ccwecccaes a eace 2,921 3,068 3,024 
Pulpwood ..... aaeees eceneee 1,901 1,949 2,189 
iy FO f Oe ee 1,720 1,861 1,411 
Other POrest Products... iiss ccccvcccceve - 1,196 1,167 1,269 
Ee ee ealeceeeteeateeate eeseen. ee 1,09 941 
meeremanenee,: Ta: C. Tassie cccscecocovseccs ee 11,332 11,961 11,801 
Miscellaneous .........- ee re ocwecwes. LOee 10,497 9,952 
SOtel Case Landed cs cccccccssceces ee 35,684 35,989 38,655 
Total Cars Rec’d from Connections... 30,494 29,396 27,410 
WESTERN CANADA . 
3,927 3,151 7,131 
1,056 888 891 
754 702 786 
ay 25 i 
— 1,124 1,084 
Pulp and PAPGP.......cccccces San ; 157 ist 108 
Other Forest Products........... he 1,639 1,543 1,281 
Oe EL ce cane ent ate ese 58 ; 
BOGUEMNEEEE, Bs, Co. Baie cvcccseeeesecec ee 4173 3 gat 4 032 
Miscellaneous ........... ae or eioras anna essace Seles 029 2,882 
TOtH) Care EGAGG .cccccccscssciccces se 26,774 "15,498 "18,804 
Total Cars Rec’d from Connections.. 2,335 2,248 "2,585 
iin . TOTAL FOR CANADA 
rain and Grain Products.............. » 6,602 5,398 9,61 
Live MUNN idliraiCnaenceuaedacees ches .c.ccx 2,197 1,974 2/069 
pond eudeveeec~ ae sea wid ela ea orareiblaie wacereeeckcalne 1,743 1,586 4,988 
P Ls VEDCREOREOTTCS CUES 4 NESSES OEabersio ei 132 201 203 
- = er erieteves iRebC Memeewaslone weheinwe - 4,024 4,192 4,108 
ulpwood ..... Ee GM Calaaretaaaebiegeetes - 2,134 2,221 2,312 
Pulp and Paper........---------.. bubhowee . ier 1,992 1,519 
Other Forest Products. 222222°0.222222. o) 25835 2,710 2,550 
= gousscese atalee omer onsenaetibe ae oce ere 1,805 1,427 
at MRI ER CS, Bas ccawcelrsiolonicicaas eo. 15,505 15,882 15,833 
NONI 5055.0. u-achieca dh relavereroiccaueiwaisia cha 13,729 13,526 12,834 
Total Cars Loaded........... iieeeue ee 52,458 51,487 57,459 
Total Cars Rec’d from Connections.. 32,829 31,644 29,995 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products..... Pinwwanuateiele 153550 216-581 
DEER Seakante cube Gvearesecdicn: ‘ 6,70 56,359 
Coal caren ania ie amatal chakias 93,165 125,506 
'p _ See hahaa ernameb ee aetbedemeaeeeiawncd 7,151 6,19 
1m  cceccecsvesebeceee HP RMSE CCE CCC e8 87,712 93,311 
eee peweeinns CeeterGKe 79,851 83,001 
Pulp and Paper....ccccee Luccwregweneeeneas 53,877 53,219 
Other Forest Products...........cc.eccce, 76,790 72,910 
Sere Ee ee ee Se eenee Baieapecee 33,38 29,848 
Merenandies; Ts CC, Bosse sccwccces tile veneee 386,104 364,617 
Miscellaneous ......+. Seviabencketids whemie 291,972 294,265 
TOC Care TGGGON 6 cciesicicccvecscvecces 1,320,261 1,395,814 
Total Cars Rec’d from Connections.. 855,647 858,387 





CANADIAN TRAFFIC REPORT 


The monthly traffic report of the railwa 
April, 1925, is as follows: na 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 





April, 1925 April, 1 25 
Provinces Tons m Tons. ~~ : 
Prince Edward Island.......... 14,803 6,927 11,422 
Nova Scotia ......cecscesesecees 161,298 608,357 222°796 
New Brunswick .....sssescccees 250,821 277,639 301,659 
ye ma ecccccccccccccccesccccves 1,192,613 1,162,728 1,291,445 
MEMEEP cccccccvscccecceccccoeses SUELAED 3,372,464 3,669,389 
CO, eer 321,980 76,239 362,232 
Saskatchewan ........ssseeeeees 328,278 392,726 320,614 
ATDErtA .ccccccccccccccccceccccee $89,250 517,853 587,122 
British Columbia .....cccccccccee 409,776 393,612 385,987 
Total for Canada........++ 6,401,259 y 
Products 007,545 7,152,666 
Agricultural ......ccccccccsccvee 1,281,208 1,469,188 1,514,180 
Animal ..... oo eoce 49,262 264,722 261,174 
BEING wccccccececoscccsevcceccccee 1,718,700 2,061,336 1,902,777 
BOTOBt cccccccccccccccccccceccess 1,095,626 1,280,082 1,463,437 
Manufacturers & Miscellaneous. 2,056,464 1,932,217 2,011,098 
GRAND TOTAL .......000 6,401,259 7,007,545 7,152,666 


oe 
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(i. 


Port Houston’s 
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Shipside Warehouse 


= 


~— ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 


te aaa concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse busi ili ith : 
heading a6 gaat diigmente. se business, we are familiar with the requirements necessary to the proper 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing nn a a > _ 


ributors of 
i . Fin ystem of Electric Scrubbi 
Center in the United States te 








April 4, 1925 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


Memphis Terminal Corporation, 
1001 Falls Building 
Menphis, Tenn. 





Gentlemen: 


Thank you for your letter of March 30th. acknowledging receipt 
of our letter of March 27th. 








Would you be interested in knowing that we are receiving better 
and quicker service from the Memphis Terminal Corp., than render- 
ed us from any of the other 26 warehouses used’ by us in the 
United States. 


We Invite Storage of All Kinds of GENERAL MERCHANDISE 





And, may we further add, we tnink that we have the pick of tne 
warehouses in the Cities from which we distribute our commodities. 





POOL CAR DISTRIBUTION 


We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them when 
it pleases us. 





















Warehouses of concrete construction, automati- 
cally sprinkled, lowest insurance rates. We oper- 
ate our own switch engine and connect with all 
Railroads initial to Memphis, Tenn., as well as the 
Mississippi Warrior Service who switch to our 
reer without additional switching charges on car 
oad lots. 


Member A.W.A. 


Address MERCHANDISE DEPT., P. 0. Box 1025, Memphis, Tenn. | 4 


Most of our correspondence has been with your Mr. Blackburn of 
the Merchandise Department and we would like to extend to hip 
our appreciation of the immediate attention he gives our corres- 
pondence and delivery orders and for the spirit of cooperation 
displayed by him toward us. 


Yours very truly, 
FINNELL SYSTEM, INC. 


R. PF. Jones, 
Traffic Mgr. 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF MARCH, 1925 
AGRICULTURAL PRODUCTS A 
Originated 
Received Total Freight Originated, Terminated —_. Alm 
Loaded from Foreign Cumulative Total Unloaded Deliy- 
at Sta- Connections Destined to Increase at Sta- ered to Be 
tions in Canadian Foreign For To Over tions in Foreign 
Canada Points Points Month Date 1924 Canada Connections 
Commodities Tons Tons Tons Tons Tons Tons Tons ons s 
ee POR Re ee ee 450,944 895 13,276 465,115 2,288,524 *740,272 419,865 110,256 
CD. -wicecnesccnsees Veeniawasanes 11,406 13,320 15,901 40,627 206,654 *119,551 16,810 21,837 
ORS sccec OEE peweaneaeeis coos 130,604 1,420 24,693 156,717 660, *220,809 135,947 44°05] 
ER SERS “oe 52,296 62 1,317 53,675 250,722 61,68 38,945 24,479 
MN ocbvesecouesedlas ore ee ae 32,007 wee 1,174 33,181 85, 13,267 10,010 16,582 
ML. Ccbedukseseretievenieds ce ese 17,670 eweaene 14 17,684 58,262 25,974 17,705 506 ALBAI 
Other iit siti ta 8,811 454 937 10,202 55,296 *7,356 6,265 7,553 
EE Malt pncicwnahtswseeweswseces 121,960 1,958 35,969 159,887 769,157 237,672 52,670 143,438 
Other Mill Products........... ‘ 88,899 2,517 40,077 131,493 544,377 *36, 59,557 68,030 
Be GU BW io vikcé ce civcceweees 42,226 324 6,782 49,332 288,526 *147,501 31,784 18,855 
a. eset new 607 5,446 5,916 11,969 65,982 29,373 5,339 6,445 
Pt eee we 885 921 1,668 3,474 59,334 22,627 1,549 1,724 
Other Fruit (fresh)............. 1,286 15,409 6,490 23,185 75,137 *30,475 16,051 6,508 
IE ain cud cddwestesscisasces 42,653 1,539 11,498 55,690 219,761 58,594 24,599 32,802 
Other Fresh Vegetables aes 6,159 8,511 10,860 25,530 97,749 14,985 11,230 15,117 
Other Agricultural Products.. 13,137 10,567 19, 743 43, 447 195, 715 *6, 613 16,486 24,945 Al 
I i iéviccccs: ae 63,343 196,315 1,281,208 5,920,997 *1,365,911 864.812 543,128 
ateenes Data 
ia herent ation newb mace’ eee 9,734 38 10,170 33,908 *412 10,158 467 
Cattle and Calves............. * 46,859 109 0,39 49,297 192,275 *34,525 42,177 8,200 
Sheep ..... badedacscreudeenesines = 1,277 eontae 1,158 2,435 13,866 2,553 4 1,175 
ES eae a 31,951 28 2,416 34,395 164,464 39,281 31,317 2,889 
Dressed Meats (fresh) oe 5,800 768 32,956 39,524 175,472 *21,803 6,988 34,774 
Dressed Meats (cured or salted) 6,988 3,814 11,512 22,314 99,121 2,960 2,333 18,702 
Other Packing House Products. 4,391 2,498 15,335 22,224 105,670 28,275 2,968 17,765 
ME bat0ednenacecdeanceccees ‘ 140 27 5,144 5,311 21,715 *2,107 75 5,263 
EE Civubadodadideutewesornocesibes 1,870 94 22,600 24,564 56,287 9,755 1,536 22,408 
Butter and Cheese............0. 3,078 1,198 11,718 15,994 63,676 13,711 3,720 12,323 
[Perey SERS na aA 234 880 1 2,029 9,889 *4,972 1,021 766 
Hides and Leather....... ‘ 4,173 1,865 5,812 11,850 58,657 1,908 4,241 7,428 
Other Animal Products.......... 4,520 1,067 3,568 9,155 37,277 104 2,544 4,611 
WOE ‘cesectvors inedeweaewee 121,015 12,386 115,861 249,262 1,032,277 *21,822 110,226 136,843 
MINE PRODUCTS 
Anthracite Coal......ccccccee nr 6,753 281,722 71,025 359,500 1,659,464 *291,442 234,743 70,878 
RE CORR ccccccccceceses 239,009 370,901 22,339 632,249 4,325,098 *765,998 520,493 69,534 ¢ 
Lignite uerabereesonrvenersees a 8 =—~C~CO—«Cw src wieumae 17,213 142,224 *2,895 15,320 o<eumen 
SE ‘SVdeesetdeneuwmarnstowneee~ 19,846 54,002 1,344 75,192 376,366 93,987 69,792 5,329 
0 "TI GOR. cscecess 170 1,310 20 3 500 6,254 1,304 1,325 147 
Other Ores and ‘Concentrates... 185,313 8,621 3,784 197, 718 802,761 70,787 168,403 11,628 
Base Bullion and Matte........ ae —”—*«CSwsgewens 2,542 9, "991 38,784 2,895 3,320 3,292 
Clay, Gravel, Sand, Stone (crsh.) 238,239 17,555 29,701 285, 495 632,103 89,516 206,376 48,977 
Slate—Dimension or Block Stone 5,211 1,883 16,055 23,149 84,865 *21,830 18,421 13,683 
Crude Petroleum.....ccccccccece 2,861 38,854 54 41,769 125,893 *40,770 36,493 $= —s=__ nevves 2 
——- PUECORERHOREoaCeReee 5,218 1,013 1,076 7,307 18,688 4,448 5,520 1,076 
Sal niaeers Radeon neesinoe 12,834 7,942 7,073 27,849 96,714 5,610 21,910 7,466 
Other Mine *Products....... Eset 31, 077 4,435 4,256 39, 768 134, 461 4,628 6,468 22, 276 
ED casebeenecnessucnceuns ° 771,193 788,238 159,269 1,718,700 8,443,675 849,760 1,308,584 254,286 
9 PRODUCTS 
Loan, Posts, Poles, Cordwood... 189,004 1,352 8,023 198,379 1,115,371 *148,316 167,373 28,305 
.. eee bevceeceeseuneee® 17,176 353 1,698 19, 227 54,798 *15,167 16,811 2,349 
Pulpwood ......... eae 295,314 56 4,324 259,694 1; 824, 211 *203,648 152,420 164, 049 
Lumber, Timber Box “Shooks- 
Staves, Heading...........- 449,838 22,699 67,108 539,645 2,030,235 *30,951 292,660 261,703 { 
Other Forest Products.......... 28,050 5,430 5,200 38,680 194,830 7,335 25,584 12,157 
OEE vesetencssecoces Keucede 979,382 29,890 86.353 1,095,625 5,219,445 *390,747 654,848 468,563 
MANUFACTURES AND MISCELLANEOUS 
Refined Petroleum and its prods. 82,460 37,910 16,091 136,461 449,318 54,011 114,649 21,707 
DD -senecevecns Cita ntedeaeeee 24,786 6,051 24,864 55, 701 265,677 *37,436 26,280 29,711 
Iron, pig and bloom............+ 16,473 5,689 5,590 27,752 112,372 *58,553 19,719 5,48 
Rails and Fastenings........ 16,614 279 2,127 19,020 70,631 e *54,880 13,380 2,130 =! 
Bar and Sheet Iron—Structural 
Iron and Iron Pipe..... nates 35,934 49,034 35,683 120,651 450,700 30,042 61,883 38,924 
Castings, Machinery and Bollers 13,095 9,413 26,874 49,382 159,496 *8,877 22,049 27,277 
eee eoeee 78,896 231 1,822 80,949 170,489 17,628 71,850 2,645 
Brick and Artificial Stone...... 67,472 8,826 3,661 79,959 209,970 22,430 65,752 6,058 
Lime and Plaster............. we 36,485 1,266 1,781 39,532 113,645 *239 36,179 2,160 
Sewer Pipe and Drain Tile..... 6,358 291 550 7,199 21,005 #281 6,512 614 
Agricultural Implements and 
Vehicles other than Autos.,. 14,535 3,853 10,976 29,364 94,944 17,958 13,424 20,089 
Automobiles and Auto Trucks.. 21,064 11,054 122,377 154,495 483,439 48,701 22,409 137,777 
Household Goods...........e0- me 12,184 a 508 13,698 33,358 3,526 13,306 701 
P|. or chebeaeens . 3,600 166 3,283 7,049 26,755 2,331 
Liquor Beverages 





7 3,283 38,932 6,642 1,592 2,230 
Canned Meats.. tka 393 310 89 792 3,439 2,088 587 286 
Canned Goods (all ‘canned "Food 
Products other than Meat).. 9,912 1,583 12,291 23,786 94,423 1,459 9,071 14,853 
Other Manufactures & Miscel.. 232,318 63, 994 198,900 495,212 1,961,823 *123,581 259,358 263,056 
pee 243,800 24, 487 76,035 344,322 1, 203, 307 124,220 269, 013 


80,737 
222,468 1,143,648 909,039 


*2,405,772 4,082,118 2,311,859 


FREIGHT CARRIED DURING MONTH (Per Cent) 
--Received from Foreign Connections—, 


nee ease Sasioccete” SEE Eee 242,919 598,337 2,056,464 7,361,071 
GRAND TOE Aksiccscccss eee 4,108,348 1,136,776 1,156,135 6,401,259 27,977,465 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL 


Total Loaded at -—Destined to—. Unloaded at Delivered to 
Freight Stas. in Canadian Foreign Stas. in Foreign 
Commodity Carried Canada Points Points Total Canada Connections 
EE a na 15.96 99 3.07 4.06 8.48 
DE dacbstiveseedeursene Gadewiows weseuneues owes 3.89 1.89 19 1.81 2 00 1.72 2.14 
fine ee eR (iiseecaeys deccecvees Se 12.05 12.31 2.49 14.80 20.44 
Forest ...... 


3.97 
epeiwaenenneee weewecnwewewen SEE 15.30 47 1.35 1.82 10.23 7.32 
Manufactures “and Miscellaneous 32.13 18.98 3.79 9.35 13.14 17.87 








Nina aauchetawenteseesaeeee cee eseeees 100.00 64.18 17.75 18.07 35.82 63.77 
*Decrease. 





7 3,524 3,513 

ee 17,396 872 1,558 19,826 62,212 1,210 17,525 1,938 

Fertilizers, all ntadnnaanee 39,696 11,085 6,759 57,540 155,343 17,757 44,195 11,396 

Paper, Printed Matter, Books.. 127,338 2,215 35,344 164,897 616,090 25,952 22,648 142,124 

., £  Seiees eee aoe 1T1,492 3,225 10,877 125,594 563,703 130,360 28,743 93,624 
Fish thresh, frozen, cured, ete). 2,907 9 297 








15,117 
24,945 


43,128 


164, 049 


261,703 
12,157 


168,563 
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Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 


STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


ALBANY, WN. Y. 


Natural ee - point for New York and 
New England. for every need 
with rail ln U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 





Merchandise Storage and Pool Car 
geguettenoy: Distribution s,m 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 


FOR THE GREAT CALUMET. DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 


Supplement No. 1 
to I. C. C. Case Index 


(Except Finance and Valuation) 


Covering cases in Volumes 86 to 96 inclusive 
$1.00 per copy 


Original Index covering cases in Volumes | to 


85 inclusive, $6.50 per copy 
Address 


CAPITAL TRAFFIC SERVICE BUREAU 


Transportation Building, Washington, D. C. 





1,500,000 SQUARE FEET 
Modern Fireproof Warehouse oeies ie Les Angeles and at the Port 
of Les les 


Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete yeur file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 
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AMARILLO, TEXAS | |DENVER, COLORADO 





FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 


YOUR TARIFFS—i kr tris? 
Not mless AUTOMATIC 
IN 


TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods 1? can not afford to 
be wit 

Write Reece T for in- 
formation and factory prices. 

Established 1901 

THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 40 So. Wells St. 

















THE DINKLER HOTELS 


Louis J. Dinkler 
President 


PIEDMONT TUTWILER aay b- »Dinkler 


V.P.&Gen. Mgr 





THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
‘very room an outside room. Largest and 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rooms at $3.50 
68 Rooms at $2.50 RATES } 41 Rooms at $4.00 
84 Rooms at $3.00 38 Rooms at $5.00 


Suites and Special Rooms at $6.00 to $9.00 
MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 
Under Management Geo. L. Crocker 
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CHARGE FOR EXTRA HAUL 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners of Canada has issued 
as its ruling the report of its chief traffic officer that a charge 
for extra haul out of direct run on lumber shipped from Pem- 
broke, Ontario, to Ottawa, for working and reshipment to To- 
ronto and points west thereof via Canadian National Railways, 
is not shown to be justified or authorized by the railway 
company. 

The judgment refers to the ruling of the Interstate Com- 
merce Commission in the case of Rea-Patterson Milling Com- 
pany vs. M. K. & T. Ry. Company as dealing with a similar issue. 
The Canadian National Railways tariff stipulates that such ship- 
ments may receive the benefit of through rate from original 
point to final destination within six months, plus one cent per 
100 pounds, minimum $5 per car, for stop-off, provided stop-off 
point is on the direct run. If it is not, an additional charge of 
one cent a ton per mile will be made. 

There are three available routes for such traffic—1, via 
Golden Lake and Scotia Junction; 2 via National Junction and 
Ottawa, and 3, via National Junction and Rideau Junction, the 
mileage being, respectively, 301.7, 337.2, and 322.4. The railway 
company contends that, as the short mileage is via No. 1, when 
the traffic is consigned for dressing, etc., at Ottawa and reship- 
ment, it is entitled to a charge for extra haul out of the direct 
run based on the difference between the mileage from Pembroke 
to Toronto via route No. 1 and route No. 2. Applicant contended 
that, as the railway moves this traffic via Ottawa for reasons of 
economy or service, by so doing it establishes the movement via 
Ottawa as the natural route, and consequently is not entitled to 
make a charge for extra haul out of the direct run. The judg- 
ment says: 


The proper determination of the issue here presented really lies 
in the answer to the question, why is a charge for haul out of direct 
run justified and authorized? When the traffic is stopped off at a 
point on the direct run and reshipped within six months it is entitled, 
under the terms of the tariff as already quoted herein, to the through 
rate plus 1c per 100 pounds, minimum $5 per car, for stop off. If, 
however, the stop-off point is not on the direct run, obviously addi- 
tional service is involved over and above what is required of the 
“railway company when the stop-off point is on the direct run, conse- 
quently it has been held that this additiona service justifies some 
extra charge therefor over and above the through rate and the stop- 
off ‘Pale and which is authorized by the tariff provision already 
quoted. 


It will be further noted that the charge of 1c per ton per mile 
(minimum 20 miles) for haul out of direct run applies “if stop-off 
point is not on the direct run.”’ It is stated that although the mile- 
age via Scotia Junction is shorter the traffic here involved is moved 
through Ottawa for the convenience of the railway company and in 
the interest of being able to give better service to the traffic. What- 
ever the reason, if the traffic is handled through Ottawa, how can 


it be held that Ottawa is not “on the direct run,’’ and how can a’ 


charge which is justified and authorized for an additional service be 
with propriety assessed when no additional service either in accord 
with the spirit or the wording of the tariff provision, as I see it, is 
performed? 


CANADIAN OPERATING STATISTICS 


The monthly statement of operating revenues and expenses 
of Canadian railways for April showed a decrease of freight 
revenues compared with April, 1924, of $1,639,370, or 6.8 per cent, 
for a reduction of 8.4 per cent in freight traffic and $832,733, or 
12.8 per cent, in passenger revenues, for a decline of 13.4 per 
cent in passenger traffic. Total revenues decreased $2,821,499, 
or 8.1 per cent, and operating expenses were reduced $2,456,709, 
or 7.9 per cent, reducing net revenues $364,790 and increasing 
the operating ratio from 89.95 per cent for April, 1924, to 90.20 
per cent. The total pay roll was reduced $558,992, or 3 per cent, 
the staff being reduced 2,636, or 1.7 per cent. 

The decline in freight traffic from last year was mainly in 
raw products. Wheat loadings decreased 105,800 tons. Deliv- 
eries in British Columbia declined 185,000 tons, but increased 
in Ontario 80,000 tons. Wheat loadings in Alberta declined 121,- 
700 tons and in Saskatchewan 47,000 tons, but increased 19,000 
tons in Manitoba. Other grains increased in Manitoba, but flour 
declined 13,000 tons. In Saskatchewan flour and all grains, 
except flax, decreased and total loadings of agricultural prod- 
ucts decreased 70,000 tons. In Alberta, flour and all grains were 


light, the total loadings of agricultural products being down 140,- 
000 tons. 


Freight rates on grain from the prairies westward are higher 
than to the head of the lakes, so that, though the longer haul 
eastward held the ton-miles up, revenues showed the effects of 
lighter crops, especially in the movement westward, the Cana- 
dian Pacific being affected more than the Canadian National. 


Car loading in British Columbia increased 47,000 tons, though 
forest products declined 40,000 tons. In Alberta there was a 
drop of 5,000 tons; in Manitoba, 10,000 tons; in Ontario, 32,000 
tons, chiefly in pulpwood; in Quebec, of 52,000 tons, including 
decreases in pulpwood, of 56,000 tons, and in logs of 6,000 tons, 
but ties and lumber increased. New Brunswick decreased 32,- 
500 tons and Nova Scotia 27,000 tons. Manufactures and mis- 
cellaneous freight showed increased loadings in all provinces 
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except Nova Scoita, the largest increases being 82,000 tons in 
Ontario and 24,700 tons in Quebec. 

For the first four months of the year, gross revenues de. 
creased $12,507,499. Expenses were reduced $11,850,968 and net 
operating revenues decreased $656,532. 

On the Canadian National, freight traffic for April was 
lighter than in April, 1924, by 14.5 per cent, with a reduction 
of 13.8 per cent in passenger traffic, revenues being decreased 
by $1,418,692, or 8.8 per cent. Maintenance of way and struc. 
tures showed an increase of $50,718, traffic expenses an increase 
of $72,023, and general expenses an increase of $6,929, but main- 
tenance of equipment was reduced $603,738, total saving in this 
account from the first of the year being $2,626,400. Transporta- 
tion expenses were reduced $700,063, reducing total expenses 
$1,225,930, or 8 per cent. 

Net revenues were less by $192,762 and operating ratio was 
increased from 95.33 per cent to 96.20 per cent. Although the 
tons of revenue freight per train-mile were less by 15.7 tons, 
revenue per train-mile increased 24 cents, or 4.8 per cent, de- 
crease in grain tonnage causing an increase in the average re- 
ceipts per ton-mile. Average length of haul and average load 
per car were also reduced, the smaller tonnage of grain and 
coal being the main factors. For the entire system the decrease 
of revenues was only $1,161 and for the first four months $36,353. 

On the Canadian Pacific, freight traffic showed a reduction 
from April, 1924, of only 1.9 per cent, but freight revenues were 
less by $601,883, or 6.6 per cent, and average receipts per ton- 
mile fell from 1.002 cents to .953 cent, a decline of 5 per cent. 
Passenger revenues were reduced $328,731, or 12.2 per cent, for 
a decrease of 13.9 per cent in passenger traffic. Decrease 
in total revenues was $1,079,927, or 8 per cent. 

The total reduction in operating expenses was $909,290, or 
7.6 per cent. Net revenues were reduced $170,637 and operating 
ratio increased from 88.89 per cent to 89.30 per cent. Total pay 
roll was reduced $98,332, although there was a small increase 
in average number of employes. Average train loading showed 
an increase of 12.2 tons of revenue freight, but a slight reduc- 
tion in total net tonnage and an increase in number of cars 
hauled. For the four months, gross revenues decreased $5,485,- 
392 and net revenues $496,449. 


BOARD DISMISSES APPLICATION 


The Board of Railway Commissioners for Canada has dis- 
missed the application of the Robin Hood Mills, Ltd., for a ruling 
in the matter of the refusal of the Canadian Pacific to entertain 
claims on cars of flour destined for the Wheat Export Company, 
Montreal, for export, shipped April 1, 1918, and thereafter, on 
transit arrangements effective from points in western Canada, 
between November 17, 1917, and April 1, 1918, the railroad 
claiming that its tariff for export between these dates was not 
effective. 


It was the position of the applicant that it had the right to 
have applied on its shipments for export after April 1, 1918, 
the transit arrangements that had been in effect the previous 
fall, but the report of the chief traffic officer pointed out that 
the cancellation of the carrier’s tariff was proper, inasmuch as 
the port of Montreal could not be used for exporting in the 
period involved and for the carrier to leave the transit arrange- 


ments in effect would be to publish rates for service it could 
not give. 


REFUSE INTERCHANGE 


The Board of Railway Commissioners for Canada has dis- 
missed the application of the town of Ingersoll for interswitching 
between the tracks of the Grand Trunk and the Canadian Pacific, 
saying that the principles governing the establishment by the 
board of interchange includes the consideration of public neces- 
sity in the traffic involved. The statement of the board said that 
railroads were entitled to conserve and hold traffic they had 
built up, subject to the requirements and service of the public, 
but in such cases, the business of the carrier, in the interest of 
the public, must be made subservient to the interest of the pub- 
lic at large. However, the board said, it was unable to see that 
the interests of the public, set forth in representations made to 
the board on the subject involved, would be forwarded, safe- 
guarded, or facilitated by ordering public interchange by the con- 
nection of spurs built for and serving private industries. 


CANADIAN RAIL EARNINGS 


The gross earnings of the Canadian National and Canadian 
Pacific for May continue to show declines. Operating results on 
the Canadian National show a decrease in gross earnings of 
$1,105,032, or 5 per cent, as compared with May 1924. Operating 
expenses decreased $1,760,295, or 9 per cent. Net earnnigs were 
$399,940 as compared with a deficit of $255,323 in May last year. 
The aggregate gross earnings for the five months, January to 
May, show a decline of $7,845,410 or 8.2 per cent, from the same 
period in 1924. Operating expenses in the same period were re- 
duced $8,484,319, or 9.2 per cent. Net earnings for the period 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY TUESDAY 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 










Low Rates 






A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


| ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 


your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
S. S. ECUADOR July 16 July 18 
S. S. COLOMBIA August 6 August 8 


Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 

Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 606 Central Bidg., Los Angeles, Cal. 





Motels 


MADISON and LENOX 
DETROIT 


e twin, 
hotels, con- 
veniently lo-~- 
cated down- 
town, offer, oH 
accommo 
tions of great 
excellence at 
most reason- 
able vates eee 





MADISON AVE. NEAR 
GRAND CIRCUS PARK 





For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
q, Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Sapt. 





S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 


Write to Us and Learn About 


“THE ECONOMICAL WAY” 






CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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were $4,174,722, an increase of $618,909, or 17.4 per cent over the 
five months of 1924. 

The Canadian Pacific showed a decline in the monthly net, 
making the fourth this year to date. Net earnings for the month 
fell below the million dollar mark, being the lowest in many 
years. Gross earnings declined nearly two millions compared 
with May, 1924, while working expenses were a little over a mil- 
lion lower, making the decline in net profits over three-quarters 
of a million. For the five months’ period, net profits show a de- 
crease of nearly one and three-quarter millions compared with 
1924. Gross earnings were seven and three-quarter millions 
lower, while working expenses were reduced over six millions. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners of Canada has issued 
orders authorizing the Canadian Pacific to open for traffic that 
portion of its Suffield-Blackie branch, mileage 84 to 124.65; refus- 
ing the application of certain residents of Toronto for an order 
directing the Canadian National Railways to sell commutation 
tickets during the entire year between Scarboro Junction and 
Toronto; approving route map showing general location of Al- 
berta Railways and Irrigation Company’s Woolford southeasterly 
branch from mileage 0 to mileage 13.1. 
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C. B. Culpepper has been appointed soliciting agent of the 
Norfolk Southern at Atlanta. 

Harry Atkinson has been appointed foreign freight agent of 
the B. & O. at Chicago. 

T. BE. Harris has been appointed general agent of the Illinois 
Central at Gulfport, Miss. 

F. R. Lemaster has been made traveling yard master of the 
Santa Fe Coast Lines at Los Angeles. 

J. S. Huston has been appointed district freight and pas- 
senger agent of the Kansas City Southern at New Orleans. 

C. E. Becker has been made general agent of the Mississippi- 
Warrior Service at Memphis. He was formerly foreign freight 
agent at New Orleans. 

R. Q. Howard, traffic manager, James B. Berry’s Sons Com- 
pany, Chicago, dealers in petroleum and its products, has been 
made secretary of the company, effective August 15. S. H. 
Giesy, assistant traffic manager, will succeed Mr. Howard. 


DOINGS OF THE TRAFFIC CLUBS 


The Indianapolis Traffic Club will observe its “Pennsylvania 
Day,” with a trip to the Culver Military Academy, August 13. 











The Traffic Club of St. Louis, the Kansas City Traffic Club, 
and the Transportation Club of Decatur have ratified the resolu- 
tions adopted by the Associated Traffic Clubs of America at the 
Kansas City meeting. 





The Traffic Club of Memphis will hold its seventh annual 
barbecue at Vance’s Woods July 18. The club held a luncheon 
July 6. 





The Junior Traffic Club of Chicago held a meeting in the 
rooms of the Traffic Club of Chicago July 2. A round table dis- 
cussion of several classification rules was held. 





The Milwaukee Traffic Club will hold its first annual golf 
outing at the Tripoli Country Club July 24. 





The Traffic Club of St. Louis will hold its summer outing at 
the Riverview Club July 21. A program of cards, sports, and 
dancing has been arranged. 





Members of the Traffic Club of Utica will be guests at luncheon 
of the Exchange Club, July 16, when D. T. Lawrence, general 
freight agent, D. L. & W., will speak on freight rates. Following 
the luncheon, the traffic club will go to Trout Brook Inn, Barne- 
veld, N. Y., where its annual outing will be held. There will be 
games and entertainment, after which a trout and chicken din- 
ner will be served. 





The Columbus (0O.) Transportation Club held a meeting at 
the Chittenden Hotel July 6. A. J. Thatcher, county auditor, was 
the speaker. The club has announced that, though organized 
but three months, it has a membership of 108 and expects to 
increase that number to 150 within thirty days. 





The Transportation Club of St. Paul held a golf tournament 
at the Southview Country Club June 4. The club will play a 
match with the Minneapolis Traffic Club at the Town and Coun- 
try Club July 14. 
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The Marion Traffic Club will hold its third annual picnic at 
Garfield Park July 16. There will be races and other athletic 
contests on the afternoon program, to be followed by a dinner, 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
for the week ending June 27 from 375 of the principal softwood 
mills of the country, as compared with 367 mills reporting for 
the previous week, indicated a decrease in new business and 
shipments. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regioinal associations 
for the three weeks indicated: 


Corresponding Preceding Week 


Past Week Week 1924 1925 (Revised) 
EEL camudavionaeweucctes ae 375 359 367 
WPGGUGUOR 6.6.0 s0cescceecs 246,431,940 217,512,993 246,129,528 
PISTON 5c cscccscseues 242,369,104 201,538,954 247,981,639 
Orders (New Bus.)...... 226,526,211 196,764,147 242,905,953 


The following revised figures compare the lumber move- 


ment for the first twenty-six weeks of 1925 with the same period 
of 1924: 


Production Shipments Orders 
BED cicstwnrdiodaccmaee 6,331,745,057 6,243,186,215 6,071,209,460 
EE sineeweswcnecveomatel 6,212,559,250 6,120,909,459 5,750,425,360 
1925 Increase ......ccce 119,185,807 122,276,756 320,784,100 


With the usual Fourth of July holiday and suspension of 
many mills for repairs, reports to the National Lumber Manu- 
facturers’ Association for the week ending July 4 from 352 of 
the principal softwood mills of the country, with 29 fewer mills 
reporting than for the week before, indicate noticeable reduc- 
tions in new business, shipmentts and production. Comparing 
the reports received for last week a year ago, these three items 
are well ahead of 1924. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Week 


‘ Past Week Week 1924 1925 (Revised) 
Mills 352 356 381 
PVQRWGUOR 6.cccccecece 191,722,514 140,606,537 248,800,540 
ee re 210,849,740 164,672,815 243,766,404 
Orders (new bus.) .... 210,397,575 160,958,533 228,145,211 


The following revised figures compare the lumber movement 


for the first twenty-seven weeks of 1925 with the same period 
of 1924: 


Production Shipments Orders 
EE jseecee nealeane 6,527,450,171 6,456,375,255 6,283,546,035 
BME isvede cence 6,357,699,787 6,288,119,274 5,913,553,893 
1925 Increase .... 169,750,384 168,255,981 369,992,142 


FRUIT AND VEGETABLE SHIPMENTS 


Fruit and vegetable shipments the week ended July 4 aggre- 
gated 16,214 cars, as compared with 18,837 cars (revised) the 
preceeding week, according to the Bureau of Agriculttural Eco- 
nomics of the Department of Agriculture. Shipments were re- 
ported as follows: 


Apples (new crop), 354 cars; apples (old crop), 31 cars; cabbage, 
151 cars; asparagus, 6 cars; cantaloupes, 2,518 cars; celery, 80 cars; 
cherries, 172 cars; cucumbers, 529 cars eggplant, 10 cars; grapefruit, 
7 cars; grapes, 43 cars; lemons, 277 cars; lettuce, 382 cars; miscellane- 
ous melons, 102 cars; mixed citrus fruits, 34 cars; mixed deciduous 
fruits, 221 cars; mixed vegetables, 387 cars; onions, 146 cars; oranges, 
420 cars; peaches, 1,691 cars; pears, 54 cars; peppers, 55 cars; plums 
and prunes, 175 cars; strawberries, 36 cars; string beans, 60 cars; to- 
matoes, 635 cars; watermelons, 3,738 cars; potatoes (1925) crop, 3,604 
cars; potatoes (1924 crop), 296 cars. 


COAL PRODUCTION AND SHIPMENT 


Output of bituminous coal the week ended June 27 is esti- 
mated at 8,679,000 net tons by the Bureau of Mines. This 
represented an increase of 279,000 tons over the preceding week. 
Production of anthracite totaled 1,844,000 net tons the week 
pee June 27 as compared with 1,788,000 tons the preceding 
week. 

Bituminous coal dumpings at Lake Erie ports the week 
ended June 28 amounted to 930,623 net tons, an increase of 
14 per cent over the tonnage of the preceding week. The anthra- 
cite shipped from Lake Erie ports for the week rose to 108,763 
net tons, an increase of 53 per cent. 

The cumulative tonnages for the season of bituminous and 
anthracite shipments at Lake Erie ports show increases of 26 
and 32 per cent, respectively, over the preceding year. 


MID-WEST BOARD MEETING 


The Mid-West Regional Advisory Board will hold a meeting 
at Milwaukee July 15. An attendance of about 300 is expected. 
The members of the board and guests will make a tour of in- 


spection of the Milwaukee terminal district the day previous to 
the meeting. 


Jul 
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CENTER OF DISTRIBUTION 


OMAHA 


EVERYWHERE WEST 


TRIMBLE WAREHOUSE 


New concrete construction. Absolutely fireproof. 
Unlimited floor capacity. 


An ideal location in the heart of the Middle West for 
brokers and manufacturer’s representatives. 


Private offices, freight and passenger elevators. 
Ventilated and cold storage for perishables. 


Free switching from all Carriers to our team tracks 
and docks. 


Storage in transit on all transit commodities. 
Pool car distribution. 


TRIMBLE WAREHOUSE CO. 


8th and Jackson St. Omaha, Nebr. 


ROCHESTER, N. Y. 


' B.R.& P WARE Hi 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and ry | located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., ®°<*s***" 





SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 


the 


PACIFIC SOUTHWEST 





INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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Industrial Traffic Departments 


Nineteenth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, Ph. D., 
Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Typical Traffic Service Bureau Organizations 
The larger bureaus, equipped to handle all or virtually all 
of the more usual forms of traffic work, are organized, for the 


most part, along substantially similar lines. Smaller bureaus, 
with fewer employes, delegate a number of allied functions to 
one clerk instead of placing one man in charge of.a single im- 
portant function. Otherwise, such smaller organizations are the 
same in organization as their larger prototypes. 

Bureaus that specialize in a single line or a limited number 
of lines of work are organized accordingly. Audit bureaus will 
have a preponderance of rate and tariff clerks and few, if any, 





attend to the preparation of important rate adjustment cases, 
claims, and complaints before regulating commissions. In addi. 
tion to these phases of the work, the procurement of new busi. 
ness and the retention of old accounts, is usually attended to 
by the manager and his lieutenants. Some of the larger bureaus, 


however, have soliciting agents who devote their entire time to 
obtaining business for their bureaus. 

A counsel, sometimes devoting his entire time to the work 
of the bureau, but more often a practicing attorney retained to 
attend to whatever legal business the bureaus have, handles the 
presentation of cases before courts of law and assists the bureay 





Organization Chart 
of a 
Typical Traffic Service Bureau 
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Clerk 
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Routing hief Cler 
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Tariff Express | ! Overcharge Loss and enog~ | 
Clerks Clerks Rate and Investigators Damage rapher* 
Tariff Claim Clerk 
Clerk 


men in the organization to handle tracing, routing, expediting 


and other services. 

The bureaus are managed, usually, by a traffic manager, or 
administrative head with similar title, assisted by a general as- 
sistant, with authority to represent the head of the bureau in 
the Itter’s absence. The bureau may be and often is owned by 


the traffic manager or by this official and several assistants act- 
In the 
latter case, there is the regular complement of corporate officials 
—a president, vice-president, secretary, treasurer, and board of 
In many cases the corporate officers are also em- 


ing as co-partners, or may be owned by a.corporation. 


directors. 
ployed in the bureaus as clerks or sub-department heads. 


In general service bureaus, the traffic manager and assistant 
or assistants supervise the work of the bureau and personally 





Expediting Office Tracers 
and Cc. L. &b. S. Lb. 
Travelling 
Tracers 





managers in the legal phases of practice before the Commission 
as well as other regulatory bodies. A few bureaus are managed 
by commerce attorneys, in which case no counsel is employed, 
except in cases where consultation with another attorney is 
deemed advisable or when the volume of legal work makes legal 
help necessary. 

A rate division in charge of a chief rate clerk and with a 
staff of rate clerks, tariff clerks, and express rate and tariff 
clerks, attends to the quotation of rates to clients and to other 
subdivisions of the organization. This division of the organiza- 
tion also obtains the necessary tariffs from railroad, steamship, 
and motor transport carriers and maintains the tariff file so that 
the rate information may be readily accessible. Rates are 
checked and analyzed and rate exhibits are prepared for use in 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA gg 
go Passer Guleanbts 
Jamaica Outports Santa Marta 


CANAL ZONE es 4 jae 


Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wh 

Marquette Building 


Huff Shipping Company San Francisco, Cal. 





DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lad issued from Gulf Ports to Hawaii, Australia, New 

Zealand, Dutch East Indies, for Transshipment at San 


Tah ag tm Puc Ct Pat o Mey Cae, Pot 
Rice, West Indies, Central America, South America, 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, oxas 430 Sansome St., San Francisco, Cal. New York City 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. WM. A. McKENNEY 
July 11 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


ye mg a 
Chicago, ittsburgh, Baltimore, 
Piitedeighte 3 Saobile New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Riieneidinetns tne 
Baltimore, Md. Fhttedeiite Pa. Poeun, Pe. 


gf 











100 THE TRAFFIC WORLD 


support of pleas for rate adjustments. New markets, made pos- 
sible by rate changes, are analyzed for the benefit of clients, 
classification problems are studied so as to make distribution 
economies possible, and suggestions are made as to improved 
methods of packing and billing so that the clients may obtain 
all the benefits arising out of classification and shipping changes. 

In quoting rates the service bureaus function in a way simi- 
lar to the traffic departments of industrial and the commercial 
establishments. Rate information is obtained from tariffs or 
from the rate departments of the carriers by correspondence and 
the information, after being verified, whenever possible, is 
transmitted to the purchasing, sales, or other interested depart- 
ments of the clients’ establishments. Information as to actual 
or prospective rate increases or decreases is given to the clients 
so that they may be informed respecting rate changes affecting 
their businesses. 

In the course of performinng routine work in connection 
with freight rates, the attention of the bureaus is often attracted 
by rate adjustments that are discriminating against their clients. 
In such cases, the customary mode of procedure is for the bu- 
reaus to point out the discriminating rate structures to the 
clients affected, before proceeding with attempts to have the 
discriminations removed. Work of this sort often involves ex- 
tended negotiations with the carriers and may involve carrying 
the case to the Commission or other government administrative 
bodies. Such proceedings necessarily involve considerable ex- 
pense, and such work is not usually included in the contract 
between the service bureau and its clients. If the concerns are 
convinced that the discriminations are material and there is a 
chance of successfully prosecuting their cases without undue 
expense, arrangements are made for the bureaus to conduct their 
clients’ cases. Complaints of this nature are usually presented 
in the names of the clients, the bureaus acting as the official 
traffic representatives in the proceedings. 

A claim division, supervised by a chief claim clerk, attends 
to the investigation of loss and damage claims, prepares the 
necessary documents, and presents the claims to the freight 
claim agents of the carriers. Freight bills are audited by men 
in this division and demurrage statements are checked for over- 
charges. 

In presenting claims against the carriers for overcharges, 
discovered in the course of auditing the freight bills, two dif- 
ferent plans are followed. In many cases, claims are presented 
in the names of the traffic service bureaus so that the carriers 
may make settlement directly with the bureaus. Freight claim 
agents of the carriers, however, very often refuse to recognize 
the bureaus as agents of the claimants unless powers of attorney 
are executed by the clients in favor of the bureaus. The grant- 
ing of powers of attorney establishes the managers of the bu- 
reaus as agents of the clients in connection with the collection 
of overcharge claims and directs payments in settlement of 
claims to be made to the bureaus as agents of the claimants. 

Clients are often reluctant to grant powers of attorney for 
this purpose, so that the alternative plan of presenting claims 
for overcharge in the names of the clients is widely practiced. 
The claims are prepared and presented by the bureaus precisely 
as under the first plan, except that the documents and cor- 
respondence, in connection with the claims, are signed by the 
managers of the traffic service bureaus as traffic representatives 
of each claimant and the company letterheads of the clients, 
and not of the traffic service bureaus, are used. 


Claims for losses and damages are usually filed in the name 
of the individual claimants. The claim papers are prepared in 
the bureaus and the supporting evidence is obtained, in many 
instances, by the claim investigators attached to the bureaus 


who work in collaboration with the shipping and receiving de- 
partment of the clients. 


All claims, whether for loss, damage, or overcharge, after 
they have been filed with the claim departments of the carriers, 
are kept in active files and are followed up periodically by the 
clerks of the claim divisions of the service bureaus in order that 
such claims may not be outlawed by lapse of time. As the 
period of two years and one day within which suits on claims 
may be instituted approaches, the claims are brought to the at- 
tention of the clients for authority to proceed with suits. If the 
requisite authorization is obtained the claims are turned over 
to the legal staff of the bureau which attends to the legal phases 
of the matter. Exhibits and other claim data are prepared by 
the claim clerks, who collaborate with the attorneys, in pre- 
paring and presenting the cases. 


All claim work is not necessarily litigation; hence, we find 
many claim divisions of traffic service bureaus seeking to reduce 
the number of claims presented by their clients by suggesting 
Ways and means by which claims may be avoided. Work of 
this sort tends to decrease the revenues of bureaus operating 
on a percentage compensation basis, for the larger the volume 
of claims under such an arrangement the larger will be the 
earnings of the bureaus. It is almost too much to expect of 
human nature to look for constructive suggestions tending to 
eliminate claims from bureaus when their compensation is de- 
pendent on the amount recovered from the carriers. Many con- 
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cerns prefer, for this reason, to engage traffic service bureays 
to handle their claim work on a fee basis rather than on a cop. 
mission arrangement. Payment is made for services rendereg 
rather than a percentage of the amounts recovered. The by. 
reaus are encouraged in this manner to work for the best ip. 
terests of ‘their clients rather than for their own immediate 
pecuniary reward. A number of concerns still pursue the short. 
sighted policy of compensating these service bureaus for the 
collection rather than for the prevention of claims, by making 
contracts agreeing to pay the bureaus a percentage of the 
amounts recovered from the carriers. 

A tracing and expediting bureau or subdepartment is found 
in the typical traffic service bureau, supervised by a chief clerk 
or assistant manager, attending to the tracing of overdue ship. 
ments, reported for tracing by clients, and to the expediting of 
urgently needed materials. Tracing is done by subordinates jn 
the sub-department by correspondence or telephone interviews 
with the representatives of the carriers. Arrangements are 
made by correspondence or interview for the expedition of rush 
shipments. As soon as the bureaus are informed that urgently 
needed shipments are to be made, the proper railroad officials, 
or the officials of other carriers to handle the goods, are notified 
and requested to facilitate the rapid movement of the freight. 
If the need is sufficiently urgent, traveling expeditors are sent 
out from the service bureaus to follow the shipment through to 
destination. These men arrange for the placing of the cars on 
preference trains, whenever possible, and watch to see that the 
cars are handled promptly at each yard. 

Service of this character is usually paid for on a per diem 
basis, the bureaus charging the clients an agreed price per day 
for the services of the road expeditors and the traveling and 
other expenses of such men are borne by the client. 

Routings for freight shipments are supplied to clients on 
request. The actual routes between given points of origin and 
destination are worked out jointly by the rate men and the 
tracing and expediting men of the bureau, so as to give the 
clients the benefit of the lowest rates and the quickest and most 
satisfactory routes. 

Other service functions, including reconsignments, diversions, 
transit arrangements, embargo permits, and the like, are han- 
dled by service clerks, if the volume of business of this sort 
warrants, if not by the employes attached to the rate, claim, or 
expediting sub-departments as part of their regular duties. 

Another typical subdivision, found in many traffic service 
bureaus, attends to the general detailed clerical work of the 
bureau and takes charge of financial matters. A chief clerk, 
office manager, or cashier is usually in charge of this portion 
of the bureau’s work, assisted, in most instances, by stenog- 
raphers and file clerks. The person in charge of this division 
supervises the work of the stenographic force and arranges for 
the installation and maintenance of adequate correspondence 
files. Bills for services rendered by the bureau are made out 
under the supervision of the cashier or chief clerk and payments 
are received and entered in the books of the bureau kept under 
his direction. Expense accounts of employes of the bureau are 
audited and paid and petty cash accounts are kept under the 
supervision of the chief clerk in charge.of the division. Statisti- 
cal studies, rate compilations, exhibits, charts, and similar jobs, 
involving a considerable amount of stenographic and clerical 
service, are, in many instances, prepared, in the rough, by em- 
ployes in the rate, claim, or service divisions and are finished 
by employes of the chief clerk’s staff. Work of this sort is 
carefully checked for accuracy by the heads of the sub-bureaus 
and usually by the manager or assistant manager of the bureau 
before presentation. 

The organization chart shown herewith may be regarded as 
a typical traffic service bureau organized so as to conduct an 
all-around traffic and transportation consultation business. Vari- 
ations from this plan of organization may usually be accounted 
for by the nature of the business conducted by the bureau. 


Personnel and Equipment 


The successful management of a traffic service bureau is 
an exacting task. The manager and the subordinate employes 
must be well informed traffic men, thoroughly familiar with the 
technical requirements of their work. In addition to this tech- 
nically trained personnel, it is essential that the bureau be 
motivated by a spirit of honesty and sincerity. The manager of 
the traffic service bureau has a difficult course to steer, if he 
is to retain the respect of the carriers and his clients. He must 
consider himself, at all times, as the traffic representative of 
his clients and must represent their interests and not his own. 
He must beware of claims of doubtful validity which may be 
offered him by clients for presentation, for one of the principal 
assets of a traffic service bureau manager is his reputation for 
absolute honesty. Claims may be presented in good faith by 
the bureaus and investigation may reveal that the claims were 
conceived in iniquity. The bureau, therefore, must investigate 
each claim offered so that it may receive a clean bill of health 
and be championed with a clear conscience. Only when those 
handling the claims for the traffic service bureau are fully con- 
vinced of the righteousness of the matter can they convince the 
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New York—California 





The personnel of the special service 1 5 days Fastest Service by Sea 
department of The Traffic Service Cor- Passenger and Freight 
e ° e Itinerary: New York — Havana — Panama Canal— 
poration, located in Washington, D. C., Balboa — San Diego (Westbound) — Los Angeles — San 
. 7 e . e Francisco. 
comprises specialists in the handling Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
of rate and traffic problems, who also Far Eastern and Australian ports. 
a Passengers’ automobiles accepted uncrated as baggage 
combine a general traffic knowledge at moderate charge. All steamers equipped for refriger- 
FE S ator cargo. 
with that of commerce law. There is Proposed Sailing Dates 
2 ° Westbound from New York Eastbound from San FranciscoLos Angeles 
no better source from which to obtain S.S. Manchuria, July 16 S.S. Finland, July 18 July 20 
- ayer S.S. Mongolia, July 30 s.s. Manchuria, Aug. 8 Aug: 10 
reliable rate and statistical data of S.S. Finland, Aug. 13 S.S. Mongolia, Aug.22 Aug. 24 


whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 





The Traffic Service Corporation a 
310 Mills Building PANAMA Paciric Luez 


INTERNATIONAL MERCANTILE MARINE COMPANY 


WASHINGTON, D. 9m Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 


z. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 327 So. La “ia 1. Boston, 84 State Street 
Philadelphia, Bourse B Baltimore, Chamber of Commerce Bldg. 


Rochester, Ellwenger = Bldg. West Coast Agents, Pacific Steamship Co. 

















Hot Weather Brings No Losses 
When Goods Are Shipped in Balsa Boxes 


Spoilage of perishable and semi-perishable goods in transit. 
is a thing of the past with shippers who protect their prod- 
ucts with Balsa Boxes. For these remarkable containers act 
as wooden vacuum bottles and prevent temperature ex- 
tremes from affecting the goods they contain. 





















Balsa Boxes eliminate the use of ice packs. They allow 
you to ship pre-cooled products and get them to your market 
still cold and dry. They are most unusual boxes made from 
a most unusual wood—Balsa—a wood that is 92% air. 


Write for information about these new containers. They can 
be made to suit your own sizes and specifications. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 
New York, 699 Washington St. Chicago, 327 So. La Salle St. 


Baltimore Boston Buffalo Cincinnati Langdon, D. C. Peekskill, N. Y. San Francisco Seattle St. Louis 
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carriers of the legitimacy of the claim and do justice to their 
clients. 

Many traffic service bureaus maintain offices in the indus- 
trial and commercial districts of the larger cities, so as to be 
in close touch with their clients and with the offices of the 
carriers. Some of the larger organizations maintain branch 
offices at strategic points so as to be in closer contact with the 
carriers or the trade they serve. These branch offices are in 
charge of district managers reporting to the head of the bureau 
and are, in personnel and equipment, virtually miniature traffic 
bureaus. 

Properly equipped bureaus maintain tariff files of consider- 
able size, for many more tariffs are required for the proper 
conduct of a service bureau than are required in the average 
industrial or commercial traffic department. The average in- 
dustrial or commercial traffic department supervises the ship- 
ping and receiving of a comparatively limited number of com- 
modities between points in fairly well defined sections of the 
country. The traffic service bureau, on the other hand, repre- 
sents a number of different establishments shipping and receiv- 
ing, as a rule, a long category of commodities between virtually 
all sections of the country. Elaborate tariff files, together with 
the necessary guides, directories, atlases, schedules, and classi- 
fications, are necessary for the proper handling of the business 
of the bureaus. 7 





Digest of New Complaints 


No. 16765. Sub No. 12. 
Vermont et al. a 
Unreasonable charges on building stone from Barre, Vt., to 
Elida, Ohio. Asks reparation. 
No. 16956, Sub. No. 1. Chamber of Commerce of Jamestown, N. D., 
et al., vs. Chicago, Milwaukee & St. Paul et al. 

Rates in violation of the first three sections of the act, on 
screenings or slack coal from Duluth, Minn., Superior and other 
Wisconsin points, to Valley City and Jamestown, N. D. Asks 
cease and desist order and just and reasonable rates. 

WNo. 17045.. Sub. No. 1. J. Nooney & Co., Inc., Jacksonville, Fla., vs. 
Southern et al. 

Charges in violation of the first four sections of the act on fresh 
peaches from Markham, Va., to Jacksonville, Fla. Asks cease 
and desist order, just and reasonable rates and reparation. 

17155. Dyersburg Milling Co., Dyersburg, Tenn., vs. Director 
General as agent, Illinois Central et al. 

Rates and charges in violation of section 10 of the federal 
control act and sections 1 and 15 of the interstate commerce act 
on alfalfa meal from Numa, Ordway and Crowley, Colo., because 
shipments were delivered by Missouri Pacific to Illinois Central at 
Memphis, Tenn., instead of East St. Louis. Asks reparation. 

No. 17156. Meridian Fertilizer Factory, Meridian, Miss., vs.. Atlantic 
Coast Line et al. 

Unreasonable rates on phosphate rock from Milldale, Fla., to 
Shreveport, La. Asks reasonable rates and reparation. 

No. 17157. El Paso Compress and Fumigation Co., Memphis, Tenn., vs. 
Missouri Pacific et al. 

Unreasonable rates and charges on castings and forgings parts 

of compresses from Monroe, La., to El Paso, Tex. Asks reparation. 
No. 17158. Blytheville Compress and Warehouse Co., Memphis, Tenn., 
vs. Mobile & Ohio et al. 

Unreasonable and illegal rate and charges on castings and 
forgings parts of compresses from Meridian, Miss., to Blytheville, 
Ark. Asks reparation. 


No. 17159. Southern Kansas Grain and Grain Products Assoc., Wichita, 
Kans., vs. Chicago, Rock Island & Pacific. 

Alleges that complainants have been compelled to transact their 
business of the handling of grain and grain products and according 
the grain and grain products transit at the respective points in 
southern Kansas in which they are located, at a distinct disad- 
vantage to them, to the preference and advantage of Kansas City, 
Mo.-Kans., in that they are being and have been deprived of their 
geographical location and natural advantages. Asks such rules 
applying to the handling and transiting of grain and grain products 
as will remove the unjust discrimination and undue prejudice 
complained of. 

No. 17159. Sub. No. 1. Southern Kansas Grain and Grain Products 
Assn., Wichita, Kansas vs. Missouri Pacific. 

Alleges that complainant’s members located at points in south- 
ern Kansas, engaged in buying, selling, receiving, shipping, trans- 
mitting and manufacturing grain and grain products, are sub- 
jected to undue prejudices and unjust discrimination to the pref- 
erence and advantage of Kansas City, Mo.-Kans. Asks just and 
reasonable rules to apply to the handling and transiting of grain 
and grain products. 

No. 17160. Calcasieu Mercantile Company, Inc., Lake Charles, La., 
vs. Texas and New Orleans et al. 

Rates in violation of sections 1 and 3 of the act on onions from 
Orange, Tex., to Lake Charles, La. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 17161. Interstate Corrugated Box Company, Inc., et al., Brooklyn, 
N. Y., vs. Central of New Jersey et al. 

Unreasonable rates and charges on silicate of soda from Gras- 
selli, N. J., to Brooklyn, N. Y. Asks cease and desist order, and 
reparation. 

No. 17162. John B. Ransom & Co., Nashville, Tenn., vs. L. & N. et al. 

Unreasonable and illegal rate on lumber from Nashville, Tenn., 
to Montreal, Quebec. Asks cease and desist order, rate of 49%4c, 
and reparation. 

No. 17163. Bourk-Donaldson-Taylor Company et al., Denver, Colo., 
vs. Atlantic Coast Line et al. 

Unreasonable rates on celery from various points in Florida to 
Denver, Colo. Asks cease and desist order and reparation. 

No. 17164. Atmore Produce Company, Atmore, Ala., vs. Muscle Shoals, 
Birmingham & Pensacola et al. 

Rates in violation of sections 1, 4 and 6 of the act on potatoes 
from points in Alabama and Florida to points in Indiana, Ohio, 
Tilinois, Michigan, Kentucky, and Missouri. Asks cease and de- 
sist order, just and reasonable rates, and reparation. 


A. C. Birkmeir, Delphos, Ohio, vs. Central 


No. 
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No. 17165. The Nivison-Weiskopf Company, Cincinnati, Ohio, vs 

Alabama & Vicksburg et al. . 
Rates in violation of sections 1 and 3 of the act on lumber 

from points in Alabama, Florida, Georgia, Kentucky, Louisiang 

Mississippi and Tennessee to Reading, Ohio. Asks cease and 

desist order, just and reasonable rates and reparation. 

No. 17166. Turner-Altus Co. et al., Altus, Okla., vs. Santa Fe et al, 

Unreasonable rates on potatoes from points in Colorado, Idaho 
Nebraska, Utah and Wyoming, to points in Oklahoma and Texas, 
Asks cease and desist order, just and reasonable joint through 
rates, and reparation. 

No. 17167. Wolverine Shoe & Tanning Corp., Rockford, Mich., ys, 
Belt Railway of Chicago et al. 

Unreasonable fifth class rate of 27 cents on green salted horse 
hides from Avondale (Chicago), to Rockford, Mich. Asks waiver 
of collection of undercharges. 

No. 17168. Awixa Corporation, Islip, N. Y., vs. Long Island et 4a), 

Unreasonable rates and charges in violation of the aggregate. 
of-intermediates-rate provision of section 4, on cement from 
Coplay, Saylor and Hokendauqua, Pa., to River Head, N. Y. 


A 
reparation. ” 
No. Lege ¥ K. Olsen, New Orleans, La., vs. Alabama Great South- 
ern et al. 


Unreasonable rates on bars of steel from Alabama City, Besse- 
mer, East Birmingham and Fairfield, Ala., to New Orleans, La, 
Asks cease and desist order, just and reasnoable rates, and 
reparation. 

No. qa ” iercoee Tar Products Co., et al., Chicago, Ill., vs. Santa 

e, et al. 

Rates in violation of sections 1, 2 and 3 of the act, 


materials from Chicago and Chicago rate points to points in 
western trunk line territory. Asks cease and desist order and 
lawful rates. 

17171. Chester A. Johnston, Lockport, N. Y., vs. Charleston & 
Western Carolina. 

Alleges, failure to divert as ordered carload of cucumbers 
shipped from Allendale, S. C., billed to Pittsburgh, Pa., and or- 
dered diverted to New York, N. Y. Asks reparation. 

No. 17172. Traffic Bureau, Chamber of Commerce, Lynchburg, Va. 
vs. Bangor & Aroostook et al. . 

Rates and charges in violation of sections 1, 2, 3 and 4 of the 
act, on newsprint paper from Millinocket, Me., to Lynchburg, Va. 
Asks cease and desist order, just and reasonable rates, and 
reparation. 

17173. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. B. & O. et al. 

Rates and charges in violation of sections 1, 2, 3 and 4 of the 
act, on small arms ammunition from Boston, Mass., Providence 
R. L, New York, N. Y., Philadelphia, Pa., and Baltimore, Md., to 
Lynchburg, Va. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. ey Bunte Bros., Chicago, Ill., vs. Chicago & North Western 
et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act, on candy from Chicago, Ill., to Portland, Oregon. Asks 
reparation. 
17175. Yankton Light & Heating Co., Yankton, S. D., vs. Mis- 
souri Pacific et al. 

Unreasonable and discriminatory charges on coke from Caron- 
delett, Mo., to Yankton, S. D. Asks just and reasonable rates 
and reparation. 

No. Po Dow Chemical Co., Midland, Mich., vs. 
et al. 

Rates on calcium chloride and caustic soda from Midland, 
Mich., to points in Oklahoma in excess of the aggregate of in- 
termediate rates and also in violation of section 2 of the act. 
Asks reparation. 

No. 17177. Consolidated Coal & Supply Co., Kokomo, Ind., vs. New 
York, Chicago & St. Louis et al. 

Overcharge in weighing charges on anthracite coal originating 
in the Pennsylvania anthracite districts. Ask refund. 

No. 17178. Stern-Kauders Co., Chicago, Ill., vs. U. S. War Depart- 
ment, Inland Waterways, Mississippi-Warrior Service et al. 

Rates and charges in violation of the first three sections of 
the act, on cottonseed hull fibre or shavings from Memphis, Tenn., 
to Chicago, Ill. Asks reparation. 

17179. Gustafson Manufacturing Co., 
St. Louis-San Francisco et al. 

Unreasonable rates and charges on mining cars from Chatta- 
nooga, Tenn., to Carbon Hill, Ala. Asks cease and desist order, 
just and reasonable rates, and repartion. 

No. 17180. Persinger Hardware & Furniture Co., Williamson, W. Va., 
vs. New York Central et al. 

Unreasonable rates, in violation of the aggregate-of-intermedi- 
ate-rates provision of section 4, on agricultural implements from 
Syracuse, N. Y., to Williamson, W. Va. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 17181. I. L. Pressburg, Opelousas, La., vs. Gulf, Colorado & 
Santa Fe et al. 

Unreasonable rates and charges on horses and mules from 

North Fort Worth, Tex., to Opelousas, La. Asks reparation. 
No. 17182. Romann & Bush Pig Iron & Coke Co., St. Louis, Mo., vs. 
Western Maryland et al. 

Charges in excess of the published tariff rate on carload of 
smithing coal from Douglas, W. Va., consigned to Chicago and 
there reconsigned to Sacramento, Calif. Asks reparation. 

No. haga od . C. Famechon Co., Minneapolis, Minn., vs. Great North- 
ern et al. 
* Unreasonable charges on potatoes from Princeton and other 
Minnesota points to Little Rock and other Arkansas points. Asks 
reparation. 

No. 17184. Phosphate Products Corp., Richmond, Va., vs. C. & O. et al. 

Charges in violation of sections 1 and 6 of the act, on fresh 
limestone from Rock Point, Va., to Charleston, S. C. Asks 
reparation. 


No, 17185. White Eagle Oil and Refining Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Unreasonable rates on petroleum and its products from points 
of origin in Oklahoma, Kansas, Missouri, Wyoming and North 
Texas, particularly North Fort Worth, Tex., Augusta, Kans., and 
Casper, Wyo., to points in South Dakota and Minnesota. Asks 
cease and desist order, just and reasonable rates, and reparation. 


on roofing 


No. 


No. 


No. 


Pere Marquette 


No. 


Chattanooga, Tenn., vs. 


POSTAL SERVICE DEFICIT 


Postmaster-General New has made a tentative estimate that 
there will be a deficit of approximately $40,000,000 for the fiscal 
year ended June 30, 1925, for the Post Office Department. He 
attributed the deficit to increased pay for postal employes and 
changes in postal rates made by the last Congress. 
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The Cincinnati, Indianapolis and Western Railroad 
With Its Connections—“THE SHORT LINE ee een Letina 


AN Savanna a — r \CAG y’ 
| MECH, 









CINCINNATI, 
INDIANAPOLIS AND 
WESTERN RAILROAD 

AND CONNECTIONS 


The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
Norfolk, Richmond and all Eastern, Southern and Southeastern points. : 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

For information as to Rates, Routes, Service, etc., address C. I. & W. R. R. Representatives at any of the following points: 
101 Marietta St., Room 806, Atlanta, Ga. 730 Central Bldg., Los Angeles, Calif. 980 Arcade Bidg., St. Louis, Mo 


436 Marquette Bldg., Chicago, Ill. 41 Porter Bidg., Memphis, Tenn. 773 Monadnock Blidg., San Francisco, Calif. 
205 Neave Blidg., Cincinnati, Ohio 605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 
740 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 330 Reisch Bldg., Springfield, Ill. 

620 Park Bldg., Pittsburgh, Pa. 419 Ohio Bldg., Toledo, Ohio 


J. A. SIMMONS, General Traffic Manager, C. L & W. R. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 


TWO USEFUL BOOKS 


FREIGHT ROUTING: {outing by 1D. Collier, Twenty-six chapters 
full of practical information. 
, by G. Lloyd Wilson, larify th 
D EMURRAGE TARIFFS ° a yg it eo - a see 
technical language the rules which govern the 
assessment of demurrage in the United States. 








These practical and useful books, durably bound in boards, 
will be sent to you postpaid, at fifty cents each. Or you 
may have the two for seventy-five cents. 


And don’t forget Professor Huebner’s FUNDAMENTALS OF TRAFFIC, about which 
the traffic manager of the chamber of commerce of a large city wrote us: “‘The form in 
which it is gotten up seems to me to far exceed anything along the line that I have 
ever seen.” Th:ee dollars a copy. (20% discount to Traffic World subscribers). 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 
418 So. Market St. Chicago, Illinois 












In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w:de knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Questions and Answers 


oS 





J 


Damages—Liability for Where Amount Above Released Value of 

Shipment Is Covered by Insurance 

Ohio.—Question: In instances where a rug mill declares a 
value of not exceeding $125 cwt. on rugs on which the actual in- 
voice value is greater, and covers the value above the declared 
value by outside insurance, and a rug is damaged in transit and 
sold at a reduced “as is” price, less that the invoice value, how 
should the claim be divided between the transportation company 
and the insurance company? 


Claimant contends that carrier would be liable on a basis of 
percentage computed on the amount of the transportation com- 
pany’s liability in case of total loss, while the carrier contends 
that when a larger amount is realized through the sale of a rug 
than their liability based on $125 cwt. at actual weight of the 
rug, that there should be no claim against them, and that any 
difference between the amount realized by sale of the rug and 
the invoice value of the rug should be filed against the outside 
insurance company. 

Answer: In our opinion the carrier is liable in the sum of 
$31.25, which is the proportionate amount of $125, the released 
value of the shipment, which the actual loss bears to the invoice 
value thereof, which we will assume to be $200. This is arrived 
at by finding the percentage which the shipper’s actual loss of 
say $50 bears to the invoice value of the shipment, i. e., $200, 

vand then taking this percentage proportion, namely, 25 per cent, 
from $125, the released value of the shipment. 


The balance of the actual loss of $50, may be recovered 
from the insurance company, or the total amount of the actual 
loss of $50 may be recovered from the insurance company, the 
insurance company to proceed against the railroad company for 
$31.25, the amount of the carrier’s liability, in the event that 
the policy taken out with the insurance company does not permit 
of the subrogation of the carrier to the rights of the-shipper 
against the insurance company. See in this connection Section 
2-C of the bill of lading and the case of the Hartford Fire Insur- 
ance Co. vs. Payne, Agent, 203 N. W. 4. 


Section 2-C of the bill of lading reads as follows: “Any 
carrier or party liable on account of loss of or damage to any of 
said property shall have the full benefit of any insurance that 
may have been effected upon or on account of said property, so 
far as this shall not avoid the policies or contracts of insurance; 


Provided, That the carrier reimburse the claimant for the 
premium paid thereon.” 


Stopping in Transit for Partial Unloading 


lowa.—Question: We shipped a carload of material to our- 
selves at a point in Ohio with a stopover at an intermediate 
point to partly unload. 

The railroad company held the shipment at a point inter- 
mediate to the first stopover point and wired us to advise them 
who would take care of the shipment at stopover point. 

We contend that they had no right to hold up this shipment 
asking for this information, as it did not concern them as to who 
would take care of the shipment at this stopover point. 

They claim that a shipment billed to ourselves with a stop- 
over at an intermediate point is no billing at all. Will you please 
advise us if they were justified in holding this shipment in this 
manner? 

Answer: Rule 3 of B. & O. W. L. I. C. C. 9510, providing 
rules for stopping in transit of cars to partially unload or to 
complete loading reads as follows: 


Unloading of portions or completion of loading at stop-off points 
must be attended to without delay, and the railroad company relieved 
of any responsibility for damage to the property incident to any delay 
which may occur or for any loss or damage which may occur through 
improper loading or unloading at points of stop-off. Bills of lading 
and waybills, from point of origin, must in all instances show the 
names of the parties who are to perform the unloading or loading 
services from the car at the stop-off point or points, as the case may 
be, and consignee at the stop-off point will be required to give a 


receipt to the carrier for the portion unloaded from the car at the 
stop-over point. 


In all probability similar rules govern the movement you 


refer to, in the event that it is not covered by the above referred 
to tariff. 
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The provisions of this rule seems to be reasonable anq 

necessary to the proper handling of such sh’ pments. 
Damages—Measure of 

Oklahoma.—Question: “A” files claim for loss of shipment 
of paint out of carload. He also files claim for the freight 
charges on the loss. 

In addition to these two items, he filed claim for difference 
in freight on lost shipment, less carload versus the carload rate, 
which he would have paid had the damage not occurred. Can 
you state if it is proper to allow this item unless the claimant 
actually shows payment of these charges by a bona fide freight 
bill covering same? 

Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled to recover the difference be. 
tween the yalue of the goods at the time and place of delivery 
in an uninjured condition and their value in the depreciated 
condition in which they were delivered, less the freight charges 
to the point of destination if they have not already been paid. 
R. R. Co. vs. Packing, 244 U. S. 31. 

If, however, in the settlement of a claim the origin value is 
used, freight charges which have been paid on the damaged por- 
tion of the shipment should be refunded, as the deduction of the 
freight charges from the destination value, where that value 
is used, is based upon the ground that the shipper should not 
have the advantage of the increased value of the goods due to 
transportation. Conversely, where no benefit accrues to the 
shipper from the transportation of goods, freight charges should 
not be paid thereon by him. 

We know of no decision of the courts which include in the 
amount of the damages awarded for injury to a shipment the 
amount of the transportation charges, either freight or express, 
on a duplicate shipment. 

The Commission has, in two cases, namely Larkin Co. vs. 
E. & W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257, had 
before it the question of the carrier transporting free of charge 
goods shipped to replace lost or damaged articles. 

Apparently, a carrier may lawfully include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but as stated above, we are not aware of 
any decision which holds that it must be done. 

With respect to the carrier’s duty to pay only the actual 
loss suffered by a shipper by reason of the carrier’s negligence 
in transporting goods, the Commission, on page 568 of its report 


in Docket 9009, Claims for Loss and Damage of Grain, 48 I. C. C. 
530, said: 


In addition to these examples of irregularities cited in the record, 
evidence of others of a more serious nature, such as the execution of 
affidavits containing known misstatements of fact and the falsification 
of records with an apperent intent to defraud, was found in connec- 
tion with the Commission’s examination of the carrier’s claims rec- 
ords. It is perhaps not as well understood as it should be that by 
Section 10 of the act to regulate commerce and Section 1 of the Elkins 
act severe penalties are enforceable against a shipper ‘‘who shall 
knowingly and willfully, directly or indirectly, himself or by employe, 
agent, officer, or otherwise, by false statement or representation as 
to cost, value, nature, or extent of injury, or by the use of any false 
bill, bill of lading, receipt, voucher, roll, account, claim, certificate, 
affidavit, or deposition, knowing the same. to be false, fictitious, or 
fraudulent, or to contain any false, fictitious, or fraudulent statement 
or entry, obtain or attempt to obtain any allowance, refund, or pay- 
ment for damage or otherwise in connection with or growing out of 
the transportation of or agreement to transport such property, whether 
with or without the consent or connivance of the carrier, whereby 
the compensation of such carrier for such transportation, either 
before or after payment, shall in fact be made less than the regular 
rates then established and in force on the line of transportation.” 

Equally severe penalties are provided against carriers or their 
agents who ‘knowingly and willfully assist” or ‘‘willingly suffer or 
permit” shippers to obtain payment of fraudulent claims. The device 
of giving to a particular shipper an advantage through the payment 
of fictitious or excessive claim for loss or damage of property in 
transit effects the same unlawful results and carries with it the same 
penalties as departures or concessions from the published rates. Even 
where there is no affirmative and deliberate intent to evade the law 
the same ‘wrongs may result through the shipper’s failure to use due 
care in filing claims or the carrier’s failure or neglect to make proper 


investigation before paying them. This record discloses great laxity 
in both these respects. 


See also our answer to “Pennsylvania,” on page 1656 of the 
June 27, 1925, Traffic World, under the caption “Claim Investiga- 
tion—Carrier Justified in Demanding Satisfactory Evidence of 
Damages Before Paying Claim.” 

Storage Charges—Resulting from Conflict Between Address on 

Bill of Lading and Marks on Packages 

Canada.—Question: Please refer to “Traffic World,” May 2, 
1925, page 1174 and see your answer to “Colorado” re “Storage 
charges resulting from conflict between address on Bill of Lading 
and marks on packages.” 

I note by your answer that you give decision of the Commis- 
sion in “Brackett Co. vs. Great Northern Express Co. and as I 
am under the impression that your inquirer refers to a freight 
shipment, and that in this country shipments seem to be dealt 
with in different manners in the delivering of freight and express 
shipments to the transportation companies, I wish to make the 
following inquiry: 


When an express shipment here is handed to an express 
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Manufacturing Resources 


—more than 800 miles along THE KANSAS CITY SOUTHERN RAILWAY route 
afford an unlimited variety of raw materials for manufacturing purposes. 


A fact of special importance to manufacturers throughout 
the United States is that the eight leading cities along THE 
KANSAS CITY SOUTHERN RAILWAY route, 
although already leaders in the field of manufactured prod- 
ucts, still afford opportunity for hundreds of additional 
manufacturing plants. Add to this the fact that THE 
KANSAS CITY SOUTHERN RAILWAY, with an 800 
mile right of way through a territory abounding in all 
varieties of raw materials, has the shortest mileage to the 
sea of any transportation system in the country and supplies 
an outlet to all markets of the world for the surplus prod- 
ucts of the Northwest. 


THE INDUSTRIAL RESOURCES of the territory 
served by THE KANSAS CITY SOUTHERN LINES 
provide the following basic advantages essential to success- 
ful manufacturing projects: abundant fuel supply, reason- 
ably priced; good water; equable climate; cheap food stuffs 
and intelligent working power; the largest petroleum in- 
dustry in the world; domestic and export lumber products; 
an annual production of 100,000 bales of cotton; millions of 
bushels of wheat, corn, rice and other grains; ten million 
tons of coal produced annually from the coal districts at 
Pittsburg, Kansas, and Ft. Smith, Arkansas; lead and 
zinc mines with a semi-annual output of $25,000,000.00 
worth of ores; manganese, slate, marble, iron ores, chalk 
—— for cement, fire brick and pottery clays and glass 
sands. 


This extensive raw material supply is encompassed in an 
agricultural territory where every variety crop common to 
the United States can be grown: 


Wheat, corn, oats, barley, flax, alfalfa, clovers and 
other forage crops thrive in abundance between the 
Missouri and Arkansas Rivers; 


Fruits, vegetables, berries, grapes, apples, cannery 
stock, poultry and eggs, dairy products reach a value 
of $5,000,000.00 to $6,000,000.00 annually in the 
Ozark Region; 

An annual cotton production of more than 100,000 
bales from Northeastern Oklahoma, south almost to 
the Gulf Coast; 


An annual crop of 100,000 carloads of potatoes in 
the Arkansas River Valley; 


Berries, cantaloupes and truck in commercial quan- 
tity in Southwest Arkansas ; 


Rice, sugar cane, melon, Satsuma oranges, and figs 
south of Shreveport; 


Live stock, cattle, hogs, sheep and all varieties of 
pure bred stock are raised profitably at all points 
along the line and constitute about one-half of the 
farm income. 


Lands are low in price and there is ample acreage for thousands of people who desire to engage 
in general farming and stock raising or to specialize in fruit, truck, poultry or dairy produc- 


tion. 


For further information, address S. G. Warner, G. P. & T. A., Kansas City, Mo. 
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company there is no bill of lading made out, but simply a receipt 
given to the shipper, or, in most cases with the larger shippers, 
the express company’s teamster signs in a book, and the ship- 
ment upon arrival at the depot, or shed, is way-billed from the 
address on the parcel. 

On the other hand, when a freight shipment is presented 
to a railroad company, the way-bill is made out from the bill of 
lading, which way-bill carries the name and address appearing on 
the bill of lading, so if the address is written correctly on the bill 
of lading it so appears on the way-bill and from the latter the 
advice notices are made out at point of destination. 

Therefore, if the address on the bill of lading as made out by 
your reader “Colorado” was correctly written, are not the way- 
bills in your country for freight shipments made out from these 
bills of lading, and also the advice notices made out from these 
way-bills for the purpose of advising consignees of the arrival 
of the goods, or are these advices made out from addresses 
appearing on packages on hand? 

In resume, in this country if an express shipment bears a 
wrong street address, of course, the goods cannot be delivered 
to the proper consignee, but if the correct street address of a 
freight shipment appears on the bill of lading and a mistake was 
made in marking the right address on the packages, the advice 
notice would nevertheless reach the proper consignee whcse 
address appears on the bill of lading. 

Shall be glad to have you enlighten me on the subject. 

Answer: While, as we understand it, you have correctly 
stated the manner of handling freight and express shipments, 
and while we cannot locate an opinion of the Commission in a 
formal case, the Commission was apparently dealing with a 
freight shipment when it made the following ruling in its Con- 
ference Ruling No. 433. 


Besides being expressly so provided in the rules of all freight 
classifications, it is on broad general grounds the duty of a shipper 
correctly to mark packages of less-than-carload freight intended for 
transportation, and when so marked the carrier is held to a strict 
responsibility for their safe delivery at destination. A package of 
merchandise was addressed by a shipper to Lake City, Fla., instead 
of Lake City, N. C. Held, That the shipper making the error must 
bear the burden of the resulting freight charges, and the fact that 
the correct address was noted on the bill of lading is not material. 
Parlin & Orendorff Plow Co. vs. United States Express Co., 26 I. C. C. 
561, reaffirmed. (See rulings 237 and 248; also American Agricultural 
Chemical Co. vs. B. & O. R. R. Co., 28 I. C. C. 401.) 


Apparently under this ruling the storage charges were 
properly assessed on the shipment which is the subject of the 
question of Colorado, on page 1174 of the May 2nd, 1925, Traffic 
World, under the above caption. \ 

See, however, our answer to New York, on page 630 of the 
September 20, 1924, Traffic World, under the caption “Liability 
of Carrier for Loss of Shipments Where Conflict Between Marks 
on Package and Address in Bill of Lading.” 

Storage Charges on Unclaimed Shipment 

Ohio.—Question: On October 22, 1924, we forwarded a less 
carload shipment to A, Ala., via X, Y and Z railroads. On No- 
vember 18, 1924, we placed a tracer with the X Railroad, but to 
date have received no reply to this tracer. On December 13, 
1924, we filed claim for loss with the X Railroad, and the first 
definite information we could get regarding our claim was on 
June 3, 1925, when we were informed that when the car in 
which the shipment was loaded by us at our plant was opened 
at B, Ohio, Transfer, the first break bulk point, shipment was 
found marked for A, Florida, and was forwarded in accordance 
with these markings. 

The freight claim agent further advises that shipment is now 
on hand with the W Railway at C, Florida, and that notices of 
arrival mailed by this line to the consignee at A, Florida, have 
never brought any response. 

We never received any advise from our tracer, we were 
not informed that shipment checked short on the billing at B, 
Ohio, Transfer, we were not advised that shipment was on hand 
unclaimed, at C, Florida, and we received no definite informa- 
tion regarding our claim for almost six months after it was filed. 
Under the circumstances, we do not feel we should be obligated 
for any accumulated charges on this shipment and we will appre- 
ciate an opinion from you regarding the matter, together with 
references to any Conference Rulings, Interstate Commerce 
Commission cases and United States Supreme Court cases, which 
might cover. 

Answer: The Commission, in Conference Ruling No. 433, has 
held that a shipper who places an incorrect address on a pack- 
age must bear the burden of the resulting freight charges, not- 
withstanding the fact that the correct address was noted on the 
bill of lading, 

However, so far as storage charges are concerned, inasmuch 
as under the provisions of Sectiono B-2 of Rule 2 of the Uniform 
Storage Rules the carrier is required to give the consignor, when 
the shipment has been plainly marked with the consignor’s 
name and address, preceded by the word “from,” notice of an 
unclaimed shipment within fifteen calender days from the expira- 
tion of free time, the principle of the Commission’s findings in 
Republic Coal Co. vs. St. P. M. & O., 85 I. C. C. 331 should 
govern in the instant case, in case that the package was marked 
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as required by the above referred to rule. In this event storage 
charge may not lawfully be assessed on the shipment accruing 
between the date the notice should have been sent or given ang 
the date on which it was actually sent or given. See Section 
C-4 Rule 7 of B. T. Jones Freight Tariff No. 1-E, I. C. C. No. 149], 
Damages—Transportation Charges on Duplicate Shipments 

Pennsylvania.—Question: Ten boxes of groceries weighing 
490 pounds were shipped from Pittsburgh, Pa., to Cumberland, 
Md., and on arrival at destination one box weighing ten pounds 
checked short and proper notation made on freight bill by 
delivering agent. 

Our customer reports shortage, sending freight bill to sup. 
port his complaint and requests that we make a duplicate ship. 
ment of that portion of consignment that checked short; his 
request being based on our terms of sale that guarantee safe 
arrival at destination. 

After making duplicate shipment on which charges based on 
minimum weight of 100 pounds are prepaid we file claim against 
the originating line for value of shortage plus charges prepaid 
on duplicate shipment but carrier declines claim insisting thejr 
liability is limited to invoice value plus proportional freight 
charges on shortage. 

Proportional freight charges amounted to 7 cents while 
charges prepaid on duplicate shipment amounted to 69 cents. 
We will appreciate your opinion of the carrier’s liability. 

Answer: We know of no decision of the courts which include 
in the amount of the damages awarded for injury to a shipment 
the amount of the transportation charges, either freight or 
express, on a duplicate shipment. 

The Commission has, in two cases, namely, Larkin Co. vs. 
E. & W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257, had 
before it the question of the carrier transporting free of charge 
goods shipped to replace lost or damaged articles. 

Apparently, a carrier may lawfully include transportation 
charges, at least freight charges, as an integral part of a claim 
for damage to property, but as stated above, we are not aware 
of any decision which holds that it must be done. 

Notice of Arrival—Written or Oral 

New York.—Question: We would greatly appreciate your 
advising whether it is compulsory on the part of a carrier to send 
a written notice of arrival to consignee. If there is any specific 
rule on this point, your reference to it would be appreciated. 

Also we would like to know whether this question has been 
the subject of any court action, and if so your advice as to the 
court’s opinion would also be appreciated. 

Answer: With respect to the duty of a carrier to give writ- 
ten notice of the arrival of cars so far as the question of demur- 
rage is concerned, see the Commission’s opinion in Campbell 
Construction Co. vs. L. C. & S. E. Ry. Co., 95 I. C. C, 603. 

We can locate no decisions on the question of whether writ- 
ten notice is a condition precedent to the application of the 


provisions of Section 4 (a) of the Uniform Bill of Lading, reading 
as follows: 


Property not removed by the party entitled to receive it within 
the free time allowed by tariffs, lawfully on file (such free time to be 
computed as herein provided), after notice of the arrival of the prop- 
erty at destination or at the port for export (if intended for export) 
has been duly sent or given and after placement of the property for 
delivery at destination has been made, may be kept in vessel, car, 
depot, warehouse or place of delivery of the carrier, subject to the 
tariff charges for storage and to carrier’s responsibility as ware- 
houseman, only, or at the option of the carrier, may be removed to 
and stored in a public or licensed warehouse at the place of delivery 
or other available place, at the cost of the owner, and there held 
without liability on the part of the carrier, and subject to a lien for 


all freight and other lawful charges, including a reasonable charge 
for storage. 


Weighing and Reweighing—Cars Transferred in Transit 

Michigan.—Question: Will you kindly let us know if there 
has ever been a ruling made by the Interstate Commerce Com 
mission or decision by any court or any provision of any railroad 
company’s tariff that would give the consignee the privilege 
of having a carload of coal reweighed at destination without 
charge when the coal has been transferred in transit and either 
not weighed after transfer or the billing failed to show that 
it had been reweighed after transfer, 


Answer: Rule 5 of the National Code of Rules Governing the 
Weighing and Reweighing of Carload Freight, which rules have 
been adopted and published by many of the carriers, provides: 

Rule 5. Section A. When the lading has been transferred 
en route, where car has met with an accident, or where for other rea- 
sons there is evidence of loss in transit, the carriers will, when prac- 
ticable, reweigh the car. 

Section B. Carload freight may also be reweighed en route or at 
destination for the information of the interested carriers and to test 
the accuracy of the previous weighings. (See Rule 8.) 

Section C. When rqeuest is made by consignor or consignee for 
the reweighing of any car, such reweighing shall be done, whenever 


practicable, the car to be weighed again if necessary—subject to 
Rule 9.” 


Rule 9, referred to in Section C of Rule 5, reads in part 45 
follows: 


Section B. When a car is weighed or reweighed, either empty or 
loaded, at request of either consignor or consignee, the service an 
charges will be in accordance with conditions named below, subject 
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Newport News, Virginia 
ON 
HAMPTON ROADS 


“The Harbor of a Thousand Ships” 


Situated midway of the Atlantic Seaboard within a night’s ride of fifty 
per cent of the country’s population with its relative purchasing power. 


NEWPORT NEWS is unusually well situated for: 


3UD- 


safe 


Manufacturing 
Assembling 
Distribution 
Warehousing 


LABOR CONDITIONS the best to be found. Especially so with regard 
to supply and contentment of employed. 


CLIMATIC CONDITIONS conducive of outdoor and indoor work the 
year around. Mean average temperature of 59 degrees. 


RAIL TRANSPORTATION with highest order of service to and from 
all parts of the United States, and WATER TRANSPORTATION with 
regular sailings to and from all foreign countries and intercoastal points, 
afford excellent advantages for assembling of raw materials and distribution 
of finished products. 


LIGHTERAGE CHARGES and extra handling ELIMINATED. Rail 
service to ship side an economic factor. 


A system of MODERN WAREHOUSING with up-to-date service, sup- 
plemented by the CHESAPEAKE & OHIO RAILWAY COMPANY’S port 
facilities, and an attractive freight rate situation, makes NEWPORT NEWS 
of unusual interest to the importer and exporter. 


INDUSTRIAL SITES, both waterfront and inland, available under most 
attractive conditions. 
For detailed information address: 


THE CHESAPEAKE AND OHIO RAILWAY COMPANY, 


Industrial Department, Richmond, Virginia 
or 


NEWPORT NEWS INDUSTRIAL BUREAU, 
Newport News, Virginia 
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to the rules and carload minimum weights prescribed in tariffs and 
classifications. 


Section C. When a shipper or consignee requests that a car con- 
taining a commodity which is not subject to shrinkage from its in- 
herent nature be reweighed, this service, wherever practicable, will 
be performed by the carrier without charge, provided such reweighing 
discloses error in the billed weight of more than the tolerance pro- 
vided in Rule 8. When a car contains a commodity which is subject 
to shrinkage from its inherent nature no charge will be made if the 
billed weight is changed, as per Rule 8, Section F. 


We can locate no decision of the courts or opinion of the 
Commission under which the consignee is entitled to a reweigh- 
ing of a shipment, which has been transferred in transit, free of 
charge, unless the reweighing of the shipment discloses a 
variance between the original weights and that found by the 
reweighing which is in excess of the tolerance allowance pro- 
vided for in Rule 8 of the Weighing and Reweighing Rules. 

See, in this connection, the opinion in American Brake Shoe 
& Foundry Co. vs. Ry. Co., 28 I. C. C. 350, on pages 352 and 353 
of which the Commission said: 


It is evident that the weighing of empty cars and the weighing 
of loaded inbound cars is for the benefit of the complainant. That 
advantage may be of two kinds; First, the accurate weight may be 
needed for the purpose of checking against the weight for which it is 
required to pay or against which it collects from those to whom it 
sells; and, second, it may use this weight for the purpose of correcting 
the weight upon which freight charges have been assessed. 


It is evident that when the weight so ascertained is used for the 
purpose of adjusting accounts between the complainant and those 
with whom it deals, the service is for the benefit of the complainant 
and is one in which the defendants have no concern whatever. To 
that extent there is no reason why the railroad company should be 
required to render this service gratis for this complainant. The 
complainant is entitled to insist upon the assessment of its freight 
charges and correst weights. The Commission expressed the opinion 
in the Weighing Investigation, 28 I. C. C. 7, that it should be the 
right of a shipper to demand a reweighing of his car, and that, if 
upon such reweighing it appeared that the weight be ascertained 
by the carrier was so far erroneous that it ought, within a fair 
measure of tolerance, to be corrected, no charge should be made by 
the railroad for the reweighing. Our opinion had reference to 
reweighing by the railroad itself, but would apply equally to a 
switch movement like that under consideration to the private scales 
of the complainant. We thing exactly that rule ought to be applied 
here. If this reweighing, which is at the instance and for the 
benefit of the complainant, discloses.no such error in the weighing 
as entitled it under the tariffs of the defendant on file to a correc- 
tion in the transportation charges, then the complainant is properly 
required to pay 50 cents a car for the movement, but if the weighing 
develops such error that the complainant obtains or is entitled to a 
correction in his freight charges, then no charge should be made 
= for the movement of the empty car or the loaded car to the 

e. 


Interest on Overcharges Barred from Payment Under Wolf Case 
Revived by Amendment to Paragraph 3 of Section 16 of 
the Act 
West Virginia— Question: In October, 1924, we filed a claim 

for overcharge covering a shipment which moved in May, 1920, 

filing the papers with the Interstate Commerce Commission for 

record in accordance with amendment to Section 16, paragraph 

3 of the Interstate Commerce Act, movement of the freight being 

more than three years previous. 

Check was drawn by the carrier in full settlement but no 
interest was added for the outstanding time and as the amount 
was quite large we asked that this be added. The carriers have 
replied that the “claim was originally outlawed, but under Senate 
Bill 2704 claim was reinstated, and under ruling from our legal 
department we are required to pay interest only from the date 
of the reinstatement, which would be June 7th, 1924.” 

We figure that the action of the Senate in extending the time 
for recovery of overcharges to three years did not reinstate 
any claims but rather allowed six months time to get any bills 
adjusted on which overcharges had been collected, and that any 
interest should be paid in full from the time the overcharge 
was collected. Please advise your views. 

Answer: In its decision in Campbell vs. Holt, 115 U. S. 620, 
the Supreme Court held that it was within the power of a state 
legislature to enact a statute reviving claims which were barred 
by statutory provisions in force and effect at the time of the 
accrual of the cause of action. In this case, however, the ques- 
tion of interest was not a point at issue, at least, so far as the 
decision of the Supreme Court shows. The court, however, 
affirmed the decision of the state court, namely, the Supreme 
Court of the State of Texas, and in all probability interest was 
allowed in the judgment of the Texas court in its disposal of 
the case. This, however, does not settle definitely the question 
of whether under the provisions of the amendment to paragraph 
3 of Section 16 of the Act of June 7, 1924, interest is recoverable 
for the entire period elapsing between the date of the de- 
livery of the shipment and the payment of the claim by the 
carrier, 

One view of the matter is that as to a claim which was 
presented to the carrier within the two year period of limita- 
tion but was not paid during such time and therefore became 
outlawed under the decision in the Wolf case, interest should be 
paid for the period elapsing between the date of the collection 
of the charges and the date of the payment of the claim on the 
ground that the carrier has retained money which lawfully 
belonged to the shipper during this entire period. 

However, as to a claim which was not presented to the car- 
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rier, within the two year period and therefore was barred from 
payment by the decision in the Wolf case, it is a question ag t, 
whether a carrier should be required to pay interest other tha, 
for the time elapsing between June 7, 1924, the date the Claim 
was revived under the provisions of the amended paragraph 3 9 
Section 16 of the act, and the date of the payment thereof by th, 
carrier;. this on the ground that as the claim was Presente4 
more than two years after the delivery of the shipment, it coy 
hardly be said that it is legally presented to the carrier and that 
therefore interest should run only from June 7, 1924, the date 
on which it was revived by the amendment to paragraph 3 y¢ 
Section 16 of the Act. 

Another view, however, to take of the matter, is that it being 
the duty of a carrier to refund immediately any Overcharge, 
whether a demand has been presented by the shipper or no 
(see Tyson & Jones Buggy Co. vs. A. & A. Ry. Co, 17 LG ¢ 
330), the carrier’s act of omission and not that of the shippe 
is the proximate cause of the accrual of interest on such claims 
and therefore the carrier by withholding payment of the clain 
during the two year period, has withheld without lawful excuse, 
money which lawfully belonged to the shipper during this period 
of time as well as the period of time which elapsed to the date 
of the payment of the claim. 

We have endeavored to locate decisions of the courts jp 
point, but have not been able to do so. As bearing on this ques. 
tion we quote below from Section 186, page 277 of Vol. 33 of 
Corpus Juris under the subject of “interest:” 




























Where no time for payment of interest is fixed, it is deemed pay. 
able with the principal, and the statute does not run against the 
interest until the debt is barred; but, if the principal debt is barred 
by the statute of limitations, interest thereon is equally barred, 
(Ade vs. Ade, 181 Ill. Ap. 577.) The revival of a barred debt by an 
acknowledgment or new promise also revives the claim for interest 
on such debt for the whole period; but, where the debtor revives the 
debt by paying the amount into court and at the same time refuses 
to pay interest, the claim for interest is not revived. 


In the case of Vines vs. Tift, 7 S. E. 227 (Ga.), cited in the 
above, it is held that inasmuch as a new promise revives or 
extends the original liability, creating no new liability, the rate 
of conventional interest borne by the note is a part of the lia- 
bility revived or extended; and such rate continues in force as 
fully after the making of the new promise as it was at the 
creation of the debt. Nor does it make any difference that, bya 
change in the law of usury, made in the interval between the 
execution of the note, and the date of the promise, such con- 


ventional rate was largely in excess of any conventional rate 
allowed by the new law. 


ATTACK GUARANTY SETTLEMENTS 


The Great Northern and affiliated lines, and the Northern 
Pacific and affiliated lines have filed petitions for reargument 
before the entire Commission on the question of the amounts 
due them under the guaranty provisions of section 209 of the 
transportation act. The Great Northern objects to the finding 
of Division 4 of the Commission that it was overpaid to the ex- 
tent of $1,321,112.69, while the Northern Pacific objects to the 
finding that it was overpaid $1,269,905.20. 

The Great Northern said in its petition that on March 1, 
1921—tthe carrier’s claim for $18,498,392 then pending—the Com- 
mission found a probable allowance of $15,705,688, and made 
total advance payments of $12,500,000 to the carrier. The Great 
Northern said there had been no statement of any error in this 
previous finding and no explanation of the tremendous reduc 
tions made, reducing the previous computation of $15,705,688 to 
$11,071,769.54. The carrier contended that the Commission’s 
original finding was approximately correct and that the amount 
necessary to make good the guaranty to it was at least $15; 
000,000, and that since it had received $12,500,000, a final certifi 
cate should be issued showing a sum not less than $2,500,000 to 
be still due to the carrier. The carrier discussed various items 
which it alleged should be taken into consideration in arriving 
at the amount due. ; 

The Northern Pacific’s petition set forth that it had received 
total payments of $12,175,000 and that Division 4 had found that 
it was overpaid to the extent of $1,269,905.20. It contended that 
the amount that the Commission should find necessary to make 
good the guaranty to it was $12,645,625.46 and that a final cer 
tificate for $470,625.46 should issue in its favor. This carrier 
made the point that the advance payments made to it were 
“definitely ascertained to be due the carrier,” and that section 
209 conferred no authority to make a tentative determination 
subject to subsequent alterations. 


GUARANTY TO EXPRESS COMPANY 


The Commission has certified to the Secretary of the 
Treasury, under section 209 of the transportation act, that 
$2,010,788.70 is the amount necessary to make good the guar 
anty, in final settlement, to the American Railway Express 
Company. The total amount found due the company undef 


the guaranty was $30,085,788.70, of which all but $2,010,788.70 
has been paid. 
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@ ‘Docket 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


—_ 13—New York, N. Y.—Examiner Stiles: 
16721—The Central Railroad Company of New Jersey vs. New York, 
New Haven & Hartford R. R. et al. 
July 13—Decatur, Ala.—Examiner Cassidy: 
16812—The Decatur Cornice & Roofing Co., Inc., et al. vs. L. & N. 
R. R. et al. 
Portions of fourth section apps. No. 1952 et al., filed by L. & N. 
R. R. et al., in re rates on composition roofing and asphalt 
shingles, from St. Louis, Mo., to Birmingham, Ala. 
July 183—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 412—In re tentative valuation of the property of the 
Blytheville, Leachville & Arkansas Southern R. R. 
a 13—Kansas City, Mo.—Examiner Knowlton: 


1 olumbian Hog & Cattle Powder Co. vs. C. C. C. & St. L. 
Ry. et al. 


16987—Foster Lumber Company vs. Santa Fe et al. 


16665 (and Sub. No. 1)—The Southwestern Lumbermen’s Association 
al. vs. A. V. I. et al 


et 3 
15841 (and Sub. Nos. 1 to 19, incl.)—The William Kelly Milling Com- 
pany vs. Santa Fe et al. 
July 13—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 418—In re tentative valuation of the property of the 
Austin Dam and Suburban Railway Co. 
July 13—Washington, D. C.—Examiner Brinkley: 
Val. Dkt. No. 415—In re tentative valuation of the property of 
Tremont & Gulf Railway Company. 
Val. Dkt. No. 413—In re tentative valuation of the property of 
Groveton, Lufkin & Northern Ry. 
July 13—Phoenix, Arix.—Examiner Carter: 
16770 (and Sub. Nos. 1 to 9 incl.)—Bashford-Burmister Company, 
Prescott, Ariz., vs. Santa Fe et al. 
July 13—Argument at Washington, D. C.: 
Il. and S. No. 2343—Rice between points in Southern territory. 
Portions of fourth section Apps. Nos. 542 et al, filed by A. G. 
S. R. R. et al., in re clean rice from New Orleans, La., etc., to 
destinations in South Carolina, North Carolina, Virginia, West 
Virginia and Maryland. 
1. and S. No. 2375 (and first and second supplemental orders)— 


Canned goods, Minnesota, Wisconsin, etc., to eastern seaboard 
and Canadian points. 


16688—Northfield Milk Products Company vs. B. & O. R. R. et al. 
13413—In the matter of Automatic Train Control Devices. 

a 13—Phoenix, Ariz.—Examiner Carter: 
16742—' 


Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al. 


July 14—Kansas City, Mo.—Examiner Knowlton: 
1 American Salt and Coal Company vs. C. R. I. & P. Ry. et al. 
July 14—Phoenix, Ariz.—Examiner Carter: . 
16778 (and Sub. No. 1)—W. M. Cady Lumber Company et al. vs. 
Apache Railway et al. 
- 3 14—Argument at Washington, D. C.: 
15305—Nebraska Cement Company vs. Mo. Pac. R. R. et al. 
16158—Edward Hines Yellow Pine Trustees vs. A. C. & Y. Ry. et al. 
ao of Commerce of the City of Boulder, Colo., vs. Santa 
e et al. 
July 24—Washington, D. C.—Examiner Hunter: 
* 17094—Elk River Coal & Lumber Company vs. B. & O. R. R. et al. 
3 15—Birmingham, Ala.—Examiner Cassidy: 


98 (and Sub. No. 1)—Standard Lumber Company vs. A. C. L. 
R. R. et al. 


ene City, Mo.—Examiner Knowlton: 

16901—Drayage absorptions by Southwest Missouri Railroad. 

July 15—Phoenix, Ariz.—Examiner Carter: 
16859—California Cotton Oil Company et al. vs. 


July 15—Argument at Washington, D. C.: 
1 2's Sand & Gravel Producers Assn., et al. vs. B. & 
. R. et al. 


14781 (and Sub. Nos. 1, 2 and 3)—Oklahoma Traffic Assn. et al. vs. 
& G@ & BR. BR. oe al. 


Portions of fourth section Apps. Nos. 1766 et al., filed by Agent 
Emerson et al., in re sugar rates from New Orleans, La., and 
points in Louisiana, Sugarland, Tex., and sugar producing points 
Cite on Colorado, Nebraska, Idaho and Utah, to Oklahoma 

a a. 


Finance No. 4296—In re abandonment of line by Brownwood North 
& South Ry. Co. ' 


a 16—Washington, D. C.—Examiner Gibson: 
al. Dkt. No. 344—In re tentative valuations of the properties of 
Vandalia Railroad Co. and Terre Haute and Peoria Railroad Co. 
Val. Dkt. No. 362—In re tentative valuations of the properties of the 
Pittsburgh, Cincinnati, Chicago & St. Louis Railway Co. et al. 


(Further hearing.) 
July 16—Helena, Mont.—Examiner Jewell: 


1. and S. No. 2380—Export rates on wheat and its products, Mon- 
tana to North Pacific Coast ports. 


14572—Board of R. R. Commissioners of Montana vs. B. A. & P. 
Ry et al (further hearing). ; 
July 16—Phoenix, Ariz.—Examiner Carter: 
10935—Apache Powder Company vs. Santa Fe et al. 
16966—Apache Powder Company vs. El Paso & Southwestern R. R. 


Santa Fe et al. 


et al. 
July 16—Argument at Washin oe, D.C: 
1 ‘Wortham-Carter Publis 


ishi 2 2 * - 
Director-General et al. > eee oe oe Oe 


12651—Wortham-Carter Publishing Company et al. vs. Santa Fe, 
Director-General. 


16097—Erie Steam Shovel Company vs. B. & O. R. R. et al. 


of the Com 





mission 





~say 





- a | 


July 16—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 416—In re tentative valuation of the property of th, 
De Queen & Eastern R. R. Co. 
July 17—Kansas City, Mo.—Examiner A. S. Knowlton: 
* I. and S. No. 2452—Grain and grain products from Des Moines, I, 
to Ark., Okla. and Tex. . a 
July 17—Houston, Tex.—Examiner Boles: 

Finance No. 4889—Application New Orleans, Texas and Mexico Ry 
Co. for authority to acquire control of the San Antonio, Uvalde & 
Gulf Ry. Co., Asphalt Belt Ry. Co. and Live Oak Pipe Line (Co, 

July 17—New York, N. Y.—Examiner McGrath: 

16785—Richard Hamilton, Inc., vs. P, R. R. 

16903—Federated Metals Corporation vs. B. & O. R. R. et al. 
July 17—Argument at Washington, D. C.: 

1. and S. No. 2145—Fresh meats and packing house products, p 
St. Louis, Ill, to C. & O. Ry. stations. , 

16227 (and Sub. No. 1)—Wilson & Company, Inc., et al. vs, Cg 


O. Ry. ; 
16319—Armour & Company vs. Director-General. 
July 18—Argument at Washington, D. C.: 
16048—lliff-Bruff Chemical Company et al. vs. C. & E. I. Ry. et a 

July 20—Washington, D. C.—Examiner Haley: ; 

* Finance No. 3758—Excess income of the Hannibal Connecting R, R 
Co. 

July 20—Washington, D. C.—Examiner Davis: 

* Finance No. 4898—In the matter of the joint application of the York 
Telephone & Telegraph Company and the Bell Telephone Con. 
pany of Pennsylvania for certificate as a proposed sale of certain 
telephone properties by the Bell Company to the York Company 
will be of advantage to the persons to whom service is to be 
rendered, and in the public interest. 

July 20—Atlantic City, N. J.—Examiner Hillyer: 

14250—Diamond Crystal Salt Co., et al. vs. A. & R. R. R. et al 
16695—International Salt Company, Inc., et al., vs. Adirondack & St. 
Lawrence R. R. et al. 

July 20—Plainview, Tex.—Examiner C. E. Boles: 

Finance No. 4769—Application of Ft. W. & D. S. P. Ry. Co. for 
authority to construct a line of railroad. 

Finance No. 4747—Application of the Pecos & Northern Texas Ry, 
Co. for authority to construct an extension of its railroad. 

Finance No. 4756—Application of Pecos & Northern Texas Ry. Co, 
for authority to construct an extension of its railroad. 

July 20—New Orleans, La.—Examiner Cassidy: 

l. and S. No. 2412—Rice between points in Southern territory, 
1. and S. No. 2430—Rice between points in Southern territory. 
ee oe Bs No. 1)—Gulf Naval Stores Supply Co., Inc., vs. 


16961—Guif Naval Stores Company, Inc., vs. L. & N. R. R. 
July 20—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Term. Co. 
July 20—Washington, D. C.—Examiner Brinkley: . 
Val. Dkt. No. 84—In re tentative valuation of the property of the 
Peoria Railway Terminal Company. 
July 20—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 420—In re tentatvie valuation of the property of the 
Cumberland & Manchester R. R. 
July 20—New York, N. Y.—Examiner McGrath: 
16569—United Paperboard Company, Inc., vs. C. & E. R. R. et al. 
16798—B. D. Rising Paper Company vs. N. Y. N. H. & H. R. R. etal. 
July 20—Los Angeles, Cal.—Examiner Carter: 
16882—North Ontario Packing Company et al. vs. O.-W. R. R. & 
Nav. Co. et al. 
— 20—Spokane, Wash.—Examiner Jewell: 
16796—McClintock Trunkey Company vs. McCormick S. S. Co. et al. 
July 20—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 83—In re tentative valuation of the property of To- 
ledo, St. Louis & Western R. R. (further hearing). 
July 20—Argument at Washington, D. C.: 


bn ee Council of Furniture Associations vs. 


. eta 
16355—The Hartford Times of Hartford, Conn., 
Central R. R. et al. 

July 21—New York, N. Y.—Examiner McGrath: 

* 1. & S. No. 2454—Import Clay and class rates from Montreal, Que. 
and Portland, Me., to New York points. 

July 21—Los Angeles, Cal.—Examiner Carter: 

16418 (and Sub. Nos. 1 to 6, incl.)—California Dressed Beef Com- 
pany et al. vs. K. C. M. & O. R. R. et al. 

16542 (and Sub. Nos. 1 to 6, incl.)—California Dressed Beef Com- 
pany et al. vs. Santa Fe et al. 

July 21—New Orleans, La.—Examiner Hillyer: 

17026—Manget Brothers Company vs. Boston & Maine R. R. et al. 
July 21—Spokane, Wash.—Examiner Jewell: 
16873—White Pine Sash Company vs. Ann Arbor R. R. et al. 
July 21—Argument at Washington, D. C.: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
16038—A. W. Taylor vs. N. Y. C. & St. L. R. R. 
“a Ontario Paper Company, Ltd., et al. vs. Can. Nat. Rys 

_ et al. 

July 22—Washington, D. C.—Examiner R. M. Brown: 

* Finance No. 4917—In the matter of the application of the Chesapeake 
& Ohio Ry. Co. for authority to acquire control of the Sandy 
Valley & Elkhorn Ry. Co. by lease and by purchase of stock. 

July 22—Washington, D. C.—Examiner Hoy: 

* 12922—In re accounts, financial operation and practices of Wester? 
Pacific Ry. Co., the Denver & Rio Grande R. R. Co., the Western 


Pacific R. R. Co., and the Denver & Rio Grande Western R. B- 
Co. (Further hearing). 


July 22—Omaha, Neb.—Examiner Knowlton: 


14953—A. B. A. Oil Company et al. vs. Santa Fe et al. 
hearing). 


Ann Arbor 


et al. vs. Maine 


(further 
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or” aie Tire & Rubber Company et al. vs. B. & O. R. R. 
et al. 


July 22—New York, N. Y.—Examiner McGrath: 
16787—United Zinc Smelting Corporation vs. B. & O. R. R. et al. 
16808—Union Smelting & Refining Co. et al. vs. P. R. R. et al. 
July 22—Argument at Washington, D. C.: 


15449—Federal Reserve Bank of New York vs. Amer. Ry. Express 
Co et al. 


16203—Sunny Brook Distillery Company vs. Santa Fe et al. 
July ee a eae D. C.—Examiner Hunter 


* 1, and S. No. Tanning extract from Norfolk and Newport 
News, Va., to western points. 


July 23—New York, N. Y.—Examiner McGrath: 


16922—-Seaboard Live Stock Traffic Bureau et al. vs. A. C. & Y. 
Ry. et al. 


July 23—Omaha, Neb.—Examiner Knowlton: 

1700i1—Manhattan Oil Company vs. Santa Fe et al. 
July 23—Tallahassee, Fla.—Examiner Cassidy: 

1 immons & Trawick Crate Company vs. S. A. L. Ry. et al. 
July 23—Spokane, Wash.—Examiner Jewell: 


I. and S. No. 2411—Forest products from Sand Point, Kootenai and 
Culver, Idaho to California and Nevada. 


July 24—Washington, D. C.—Examiner Davis: 

* Finance No. 4899—In the matter of the application of the Santa Fe 
Ry. Co. for authority to acquire control of the Gulf & Northern 
Ry. Co. by purchase of capital stock. 

July 24—Jacksonville, Fla.—Examiner Cassidy: 

17007—-Hulsey-Bessent Company vs. Denver & Rio Grande Western 


R. R. et al. 
ey : Olumbus Brick & Tile Company et al. vs. A. B. & A. Ry. 
et al. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission re- 
port for May, 1925, shows 236,325 cars reported, with an average 
detention of 1.53 days, 87.3 cars released in free time, and $102,- 
083 demurrage assessed, as against the following figures for 
May, 1924: 223,802, 1.58, 86.9, and $126,439. 


NEW YORK COMMUTATION FARES 


Announcement was made by the New York, New Haven and 
Hartford that, beginning July 4, it would sell monthly com- 
mutation tickets from points within the state to New York City 
at the rates that prevailed before the increase of 40 per cent, 
which went into effect July 1. A formal request had been re- 
ceived from the State Public Service Commission that this action 
be taken. 
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The reduction will affect all stations in Westchester County 
but not those over the Connecticut line. ' 

A similar reduction is expected in favor of the Connecticy; 
commuters as soon as authority for it is received from the Con. 
mission. The increase on interstate tickets was 20 per cent, 

Railroad officials said that a “satisfactory adjustment” wou 
be made with commuters who had purchased tickets at the high 
rate effective July 1. 


WAGE STATISTICS 


Total compensation of 1,745,643 employes of Class I roads 
in April amounted to $234,808,094, according to the Bureau of 
Statistics of the Commission. In its summary of wage statis. 
tics, the Bureau said: 


Class I railroads reported a total of 1,745,643 employees ag of 
the middle of April, 1925, an increase of 23,368, or 1.4 per cent over 
the returns for the previous month. The maintenance of way grow 
shows an increase of 40,710 employees, but this increase is offge 
somewhat by decreases in the maintenance of equipment and trans. 
portation groups. 

Notwithstanding the net increase in the number of employees, the 
total compensation shows a decrease of $3,368,830, or 1.4 per cent, 
which resulted principally from a decrease in the number of hours 
worked per employee. 

Compared with the returns for the same month last year, the 
employment in April, 1925, shows a decrease of 2.3 per cent and the 
total compensation a decrease of 0.9 per cent. The average straight 
time earnings per hour for all employees reported on an _ hourly basis 
increased from 57.4 cents per hour in April, 1924, to 58.2 cents in 
April, 1925. 


TELEPHONE APPLICATION 


The Southern Bell Telephone & Telegraph Company and the 
Fort Lauderdale Telephone Company have applied to the Con. 
mission for approval of purchase by the Southern Bell of the 
telephone properties of the Fort Lauderdale Company in Fort 
Lauderdale, Fla. 


EXTENSION OF LINE 


The Big Sandy & Cumberland Railroad Company has applied 
for authority to construct and operate an extension from a point 
on its main line at Hurley, Va., to a point approximately 14 miles 
distant near the mouth of Home Creek. The extension vill 
connect two lines of the applicant and will shorten the line and 
reduce the grades, according to the application. 


“TRAFFIC SERVICE” 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Routings 

Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 


319-320 TRANSPORTATION BUILDING 
Washington, D. C. 


J. M. SMITH, Manager 


Phone Main 6810 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
Established 16 Years 


Trafie M. Interstate C Coses RATE SURVEYS 
Reuting and Tracing Less and Damage Claims 





INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 
fame Traffic Service. Rate and Classi- 
fication Cases. , Loss and Damage 

Claims. Auditing and Routing. 
Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., ~ Detroit 


CHARLES E. BELL 
TRAFFIC ANALYST | 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg. Washington, D. C. 
You can reach Traffic World 


readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


BISHOP & BAHLER 


pel SE SPM cae 
E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 





July 1 


osu 
gra 


EDIT! 
CURF 


DECI: 
Be 


TE 
Nik 





0, 2 


lnty, 


ticut 
Om: 


ould 
high 


Oads 
U of 
atis. 


iS of 
Over 
Troup 
ffset 
rans- 


» the 
Cent, 
10urs 


, the 
1 the 
aight 
basis 
ts in 


1 the 
Com: 
the 
Fort 


plied 
Doint 
niles 

Will 
and 





July 18, 1925 


mieten 
gn 


TABLE OF CONTENTS 


MBATORUAL Snes ove ccnsseneceninves casht Foabeuescbesue ge obs ebs eee 119 
CURRENT TOPICS IN WASHINGTON.........0..:cec eee eeeeeeees 123 


DECISIONS OF THE COMMISSION 

Borden Co. vs. Ann Arbor et al.; case 14171; tin plate (100 
TC, Coe SRO ice 0-6 00s vtenvoneveneseces PA ee Te 

Grain and products from Argo and Blue Island, IIl., to east- 
ern and Canadian points, rail and lake; I. and S. 2398 





(MIMCOBTAPNEE) ..ccccccscccccecesccecceve Dini gaeeentein's iacneoee 125 
Richmond County Coal Merchants’ Association et al. vs. 

B. and O. et al.; case 15012; coal (mimeographed)......... 125 
California Growers’ and Shippers’ Protective League vs. S. P. 

et al.; case 16137; fruits (100 I. C. C., 79-109). .ccscccccevees 126 
Live stock to, from, and between points in the Southeast; 

I and S. 1563 (mimeographed) ........ sila org abtanGhasae analese Wrekeiatot 126 


Furniture from southern points to Trunk Line and New 
England territories; I. and S, 2276; also 13934, Standard 
Furniture Co. vs. N. C. & St. L. et al., and parts of fourth 


sect. aps. 458, 1952, 3902 (100 I. C. C., 127-152)..........6.. 127 
Western Sugar Refinery vs. S. P. et al.; case 16514; sugar 
(eID 6-06.60 6:06:66 CE OSU GE O6 6 dew ab eee CHUTE TONY Ee 127 
West End Scrap Iron and Metal Co. vs. C. St. P. M. & O.; 
case 16121; scrap iron (mimeographed).............e0+ tence O00 
Rudolph, S., and Co. vs. P. R. R. et al.; case 16129; scrap 
front CORD oe. 0 tw 6:0 00.0:0.60-9:6'0: 0:0: 0:0060n0 ese cs smeedok ee 128 
American Lithographic Co. vs. L. V.; case 16151; envelope 
Dinsiee CRT) noo 0.08.06. 0 0:08 cbnwawcseweveesveceecesen 128 
Eastman Kodak Co. vs. Director General; case 16246; sand 
ANA SIAVEl GMIBICORTAPNSE) occ cccccccctvvcccccesevscsccvsre 128 
Lumber from and to Iowa points; I. and §S. 2376 (mimeo- 
SUNT. « Castle derese ovo hwre d aib vibe G0-7itihes Nilay see's caps hon eee Cus 128 
Texas Co. vs. K. C. S; et al.; case 16054; liquid asphalt 
re et tee Ma eres et 128 
Weldon, Williams and Lick vs. Erie et al.; case 16057; print- 
in@ PONG CAITMSOMTEDMEO) «06050008 csccesccces aba higigavecaels 6 alee 128 


United Paperboard Co. vs. Greenwich and Johnsonville et al.; 
case 16098; wet weed pulp (mimeographed)............ss00+ 128 
Oklahoma Commission et al. vs. A. and S. et al.; case 12244; 
SUR WED se. 0 6:0'e rs 0 0.6 Sin'e'v ge mein cece 4s cnet 0%6a0a0 128 
Galveston Commercial Association vs. G. H. and S. A. et al.; 
case 12798; port rate relationship (100 I. C. C., 110-126).... 130 
Ingram Day Lumber Co. vs. G. and S. I. et al.; case 13193; 


export emer CIRO ORPRBNOE): 6..0:0.0 0:00 icc c0ercce0ceceee tbeue 130 
Commodity rates from Jacksonville to Miami; fourth sect. 
Gy; Te eID | ko ob 08-055 Ocwewensve6¥sswonerenenws 130 


Cotton to Gulf ports—application of rates on; case 14940; 
also 13991, Weatherford, Crump and Co. vs. A. and §S. et al. 
oD ee ee eer rere rrr rere 131 

Indiana rates, fares, and charges; in re rates, fares, and 
charges applicable between points in state of Ind.; case 
11894; coal excepted from previous decision (100 I. C. C., 
gE IS em AE AN TERR S eer ae NR es 131 

Brick and related articles, rates on, between Carbon Cliff, 
lll., and points in Iowa; I. and S. 2378 (mimeographed)... 131 


Knoxville Traffic Bureau et al. vs. A. C. L. et al. case 15206; 
phosphate Tock (MIMCOBTADREE) ..cccccccccecccccccsccceces oo anu 
MacDougald Construction Co. et al. vs. Cent. of Ga, et al.; 


case 15768; cement (mimeographed)..........cccccccccccvcces 131 
Maryville Electric Light and Power Co. vs. A. T, and 8S. F. et 


als CReG Boece: Cll GINOGREDNOE). ......6.c.ccccecccetsvevcowers 132 
WEN TATOUE PURPORTS OO 8. Go Cie idiscisstensccrcevecios sess’ 133 
ROCHE. PLA Con FU oo aiiio 0:6: vice devia deew0deseuteviewiees 134 
EASTERN GCEMGR TATE COO ooo .oisiccviicrisccscseseveveseciowssuse’ 137 
HEARINGS IN DOCKET 17000 AND WESTERN RATE APPLICA- 

WUGNE. egw Brod Wives uP Meacis cis bos wale sislgrs Genin taw acuwes ceed tees ee tae 139 
nee EO EIN otis o's'crsicns culete ns anksaedecaeneseeeenbeseeus 141 
LOSS AND DAMAGE DECISIONG. «.< 0.60. ccccciccccccdovccseccce 141 
MISCELLANEOUS TRAFFIC DECISIONS.............ceeeeeeecees 141 
‘TRANSIT SERVICES AND PRIVILEGES (Article No. 11)—By 

CG; FEE PO. sais crac. caadotahuneégeuDiseenvseeeeweuekerenues 143 
PERSONAL, WES AMD MOT ES oo occcccccccccsscszscnsceeesvewee 146 
WO CR a ooo Si oo Fake CW hat Sng nc 0 ce GaeeNRe eT 148 
OCEAN SHIPPING NEWS.........cccccccccccrcccscvess ideas 150 
CANADIAN TRANSPORTATION NEWS...........--ceccecceceees 150 
NEW COMPLAINTS ..ccccccccccccsce ett sia aalnershd este Dada mamalel ae 152 
MUESTIONS Ale AMO WIIAG . 6 ocic'ds 0 Fae 1 0:ke08 pe00s te cetewere'xews 154 
BOCKET GE THE GOMMIGGION,... f6i5.0c6cskssc ti iaqeves ce keesioves 160 





THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILL§ BUILDING 418-430 6 MARKET STREET 
Phone, Main 3848 Telephone, State 8636 





THE TRAFFIC WORLD 113 


DNS 


The number of shippers who today are 
getting the most out of existing rates is 
comparatively small. Important reduc- 
tions could nearly always be made in 
their shipping expense, even though rates 
remain exactly as they are. 


For these shippers the service of Trans- 
Continental Freight is invaluable. Its, 
more than 27 years of shipping experi- 
ence, its enormous facilities for saving, its 
prompt and careful handling of ship- 
ments, all insure reduced expense in this 
important department. 


Drop a line to our nearest branch. They 
will gladly show you how you can ship 
better, at a saving. 
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General Offices: 7 South Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 
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Omaha, Neb. 
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St. Paul, Minn. 
Minneapolis, Minn. 
St. Louis, Mo. 
Buffalo, N. Y. 


Detroit, Mich. 
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, San Francisco, Cal. 
Portland, Ore. 
Seattle, Wash. 
Denver, Colo. 
Boston, Mass. 
Philadelphia, Pa. 


Export and Domestic 
Freight Forwarders 
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AKRON, OHIO—The Knickerbocker Warehouse 
& Storage Co., 36 Cherry St. 
ALBANY, N. Y.—Albany Terminal 
Warehouse Co.. | Dean St. 
ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 
AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 
fosuty Ware- 


BALTIMORE, MD.—Baltimore 
BANGOR, ME.—McLaughiln tm Co., 45 


& Security 


house Co., 834 North High S 
Front St. 

BIRMINGHAM, ALA,—Warrant Warehouse Co., 
3500 Avenue “A.’ 

BOSTON, MASS.—Quincy Market Cold Storage 
& Warehouse Co., 178 Atlantic Ave. 
BUFFALO, N. Y.—Buffalo Storage & Carting 

Co., 350 Seneca St. 
BURLINGTON, !OWA—Mercer Transfer & 
Storage Co., Osborn & Center Sts. 
BUTTE. | MONT.—Jones Storage & Transfer Co., 
Wyoming & iron Sts. 
CHARLESTON, S. C.—Charleston Warehouse & 
Forwarding Co., 16 Hasell St. 
CHATTANOOGA, TENN.—Chattanooga Ware- 
1208 King St. 


house & Cold Storage Co., 
CHICAGO, ILL.—Griswold & Walker, Inc., 1525 
Newberry Ave. 
CINCINNATI, OHIO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 
CLEVELAND, OH10—The General Storage Co., 
con grants, Avenue Terminal 
H10.—The Merchandise 
Co., 29 Vine St. a 
DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bldg. 
DAVENPORT, 1OWA—E wert _ fatter Express 
& Storage Co., 320 E. 4th 
DAYTON, OHIO—The | Ton _ Co., 101 
ourea an ~ k 
. LO.—Weicker T fi 
Conte tat wee ransfer & Storage 
DES MOINES, !0WA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 
td me A ym, -—Merchants Warehouse Co., 
era 
EL aes, TEXAS—Southwestern Warehouse 
ELMIRA, ~ Yon 6 i 
—A. C. Rice St ° 
tlon, 607 Railroad Ave. . a 
vane. ae ie Storage Co. of Erle 
. -—Union Transf be 
Fone thers, Pacific Ave. ee 
» 1\OWA—Brady Transfer ° 
age Co., 6th & Central ", Ave. a 
FORT WAYNE, IND.—Pettit’s Storage Ware- 
house Co., 414 E. Columbia. 
FORT WORTH, TEX.—Fort Worth Warehouse 
FRESNO. CALIF: ° ~ Ne Calhoun St. 
——State Center Warehouse & 
Storage Co., 747 “‘R” St. 


GALVESTON, TEXAS—Wile 
Inc., 35th St. y & Nicholls Co., 


GRAND_ RAPIDS, 
9 Front Ave. 


MICH.—Kent Storage Co., 
GREEN BAY, 


WIS.—Green Bay Transfer & 
HARGSRG” PAL_Heonter een 
aaron, 10th on ontgomery & Co., 25 
» CONN.—Hartford D 
HousToN x —? 249 Asylum St. — © 
—Th 
awnreed EX—T) he Texas Warehouse Co., 
pha Ww. VA: —M 
2 “pO —— aler Sales & Storage 
INDIANAPOLIS. [0 Tetep Warehouse Co., 
IACRaD ate, Cate TAN 
E, FLA ~~ 1 . 
house CoE. Union 2 inne inal Ware 
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KALAMAZOO, MICH.—National Storage Co., 
309 East Water St 


KANSAS CITY, MO. i Transfer & Stor- 
age Co., 228 West 4th S 

KNOXVILLE, TENN. + 1.% Fireproof Stor- 
age Co., 612 E. Depot St. 

LEXINGTON, KY.—Union Transfer & Storage 
Co., Spring & Vine Sts. 


Lorie? Do ~ ARK.—Terminal Warehouse Co., 
812 2nd’ St. 


LOS ANGELES, CALIF.—Union Terminal Ware- 
house Co., 731 Terminal St. 


SHIPPERS 


Ninety Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LOUISVILLE, KY.—Loulsville Public Warehouse 
Co., Brook & Malin Sts. 

LYNCHBURG, VA.—Lynchburg Storage Co., 
1324 Commerce St. 

MEMPHIS, TENN.—Patterson Transfer Co., 24 
North 2nd St. 

— o_o WIS.—Hansen Storage Co., 120 
éffer: 

MINNEAPOLIS, ty Warehouse 
Co., 334 North Ist St. 

MOBILE, ee BS, Warehouse Co., Water 
& Lipscombe Sts. 
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NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Co., 1609 Broadway. 

NEW BEDFORD, MASS.—New Bedford Stor- 
age Warehouse Co., 152 Front St. 

NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 

NEW YORK CITY—F. C. Linde Co., 23 Varick St. 
—— Warehouses, Inc., 415 Green- 
wic 

OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West Ist St. 

OMAHA, NEB.—Bekins Omaha Van & Storage, 
806 South {6th St. 

Co., 800 


PEORIA, ILL.—Federal 
South Adams St. 

PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 

PHILADELPHIA, PA.—Merchants 
Co., 10 Chestnut St. 

PORTLAND, MAINE—Galt 
Co., 30 Commercial St. 

PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 

PROVIDENCE, R. 1.—The Cole Teaming Ware- 
house Co., 233 W. Exchange St. 

RALEIGH, N. C.—Carolina Storage & ODis- 
tributing Co., 108 W. Lane St. 

ILL.—Rock Island Transfer & 
101 {7th St. 


ROCK ISLAND, 
Storage Co., 

SAN ANTONIO, ML me econ Stor- 
age Co., 309 North Medin 

SAN FRANCISCO, CALIF The * aslett Ware- 
house Co., 60 California St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyres Storage & Distribut- 
Ing Co., 301 Ry. Ave. So. 

SIOUX CITY, 1O0WA—Bekins Van & Storage 
Co., 114 Riverside Ave. 

SPRINGFIELD, en0—Eaetre States Ware- 
house & Cold Storage Co., 385 Liberty. 

ST. JOSEPH, MO.—Terminal BBs of St. 

Inc., Packers Ave. 
Mo.—MePheeters Warehouse Co., 
Levee. 
ST. PAUL, MINN.—Security Warehouse Co. 
SYRACUSE, N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. . 
TERRE HAUTE, IND.—Bauermeister Terminal 
Corp., 102 Wabash Ave. 

TEXARKANA, ARK.—Hunter Transfer Co., 319 
E. Front St. 

TOLEDO, OHIO—Depenthal Truck & Storage 
Co., 108 Summit St. 

TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne os 

vaneeuves. B. C.—Vancouver 
Ltd., 550 Beatty St. 

VICTORIA, TEXAS.—Victoria Compress & 
Warehouse Co., North St. 

WACO, ieee ey ae Transfer & Stor- 
age Co., i3th & Mary Sts. 

WASHINGTON, D. te Transfer & 
Storage Co., 920 E St. N. 

WHEELING. WwW. VA.—Union Warehouse & 
Storage Co., Malin, South & (6th. 

WICHITA, KAN.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 

WICHITA FALLS, TEX.—Tarry-Martin Trans- 

:. _—— & Forwarding Co., 1507 Lamar 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
Inc., Water & Ann Sts. 

WINNIPEG, CANADA—Boulton’s Storage, 230 
Princess St. 

vn ae OH10—The Fisher-Gilder Cart- 

; & Storage Co., 574 Mahoning Ave. 


Warehouse 


Warehouse 
Block Warehouse 


Warehouses, 


STORAGE - MERCHANDISE - DISTRIBUTION 


1925 Directory, with Fall Information Regarding Facilities 
of Each Member, Available Upon Request 


0. V. HUKILL, Eastern Representative 


415 Greenwich Street 
New York City 


Phone Walker 4600 


P. F. CASSIDY, Western Representative 
203 S. Dearborn St., Room 905 


Chicago, Il. 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 





RAILROAD ° 
SYSTEM 








Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore,Md. | Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
% Keystone Warehouse Co., Buffalo, N. Y. 
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Great Northern 





Five Fast F reight Trains Daily 


Supply Superior Service to or from all 
Parts of the Northwest 


Speedy, dependable freight service assured Great Northern shippers by ample rolling stock, excellent 
roadbed and motive power, including giant new oil burning engines of new design, the most powerful 


locomotives of their type ever constructed by the Baldwin Locomotive Works. 


Convenient connections are made with steamship lines to Alaska, Puget Sound”vorts, Hawaii, the Orient 


and Australia. 


We also operate through merchandise cars freeing you from the annoyance and 
loss of time occasioned by transfer. Operated from Chicago, St. Louis, St. Paul, 
Minneapolis, Minnesota Transfer, Duluth and Superior to all important points in 


the Northwest. 


Route of the New Oriental Limited 


The finest train between Chicago, St. Paul, Minneapolis and Spokane, Seattle, 


Tacoma, Portland, Vancouver and the Pacific Northwest. 


The following Great Northern representatives are as near as your telephone. 


your freight shipment the quickest and most economical way. For detailed information, rates and 
passings of through carloads call on or telephone. 


BELLINGHAM, WASH., 
C. D. Thompson, D. T. A 
212 Kulshan Bldg. 
Phone 2111 


BILLINGS, MONT., 
J Kelly, General Agent 
Phone 6871 


BOSTON, MASS., 
Chas. H. Walker, General Agt. 
294 Washington St. 
Phone Congress 140 


BUFFALO, N. Y., 
A. Kneubuehl, We Ba hes 
683 Ellicott Square. 
Phone Seneca 4166 


CHICAGO, ILL., 
T. J. Shea, Asst. G. F. A., 
226 W. Adams St. 
Phone State 6300 


CINCINNATI, OHIO, 
J.H. rinkman, General Agt., 
609 Traction Bldg. 
Phone Main 249 


CLEVELAND, OHIO, 
F. P. Engel, General Agent, 
508-9 Hippodrome Bids. 

Phone Cherry 1537 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


BARDOS. TEX., 
» ‘Turner, S. W. Agt., 
1013 S. W. Life Bldg. 
Phane Y-5374 
seers MICH., 
ark, General Agent, 
Peis Free Press Bldg. 
Phone Main 7270 


oe MOINES, IA., 
A. J. Cheeseman, T. F.A., 
425 Kraft Bldg. 
Phone Market 942 


DULUTH, MINN., 
H. R. Carl, General Agent, 
428 W. Superior St. 
Phone Melrose 118 


KANSAS CITY, MO., 
W. J. Farrell, G. A. Frt. Dept., 
516 Railway Exch. Bldg. 
Phone Main 3852 


LOS SARGELES. CAL. 
W.E. McCormick, General Agt., 
716 Cit. Nat’l. Bank Bldg. 
Phone Vandike 8421 


MINNEAPOLIS, MINN., 
S. A. Volkman, G. _ F. Dept., 
534 Met. Life Bldg. 
Phone Main 4130 


MILWAUKEE, WIS., 
E.A. Fradenburgh Gen. Agt., 
810 Majestic Bidg. 
Phone Grand 1006 
NEW vores CIiry,.N.. ¥.. 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall 5660 
PITTSBURGH, PA. 
F. - Reigart, Com. Agt., 
214 Empire Bldg. 
Phone Smithfield 1762-1763 


: ot aa PA., 


Smith, General Agt., 
409 Finance Bidg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
W. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN FRANCISCO, CAL. 
A. J. Aicher, General Agent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J. M. Sanford, General Agt., 


203 Boatmen’s Bank Bldg. 


Phone Olive 51 


ST. PAUL, MINN., 
G. H. Smitton, Freight Traffic Manager. 
A. J. DICKINSON 


Passenger Traffic Manager 


NO EXTRA FARE. 
They can help you route 


ST. PAUL, MINN., 
Wallace D. O’Brien, G. A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. Costigan, G. A. F. Dept. 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. ; 
P. J. Donohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J. F. Pewters, General Agent, 
Davenport Hotel. 
Phone M 887 
Tare. WASH., 
D. G. Black, General Agent, 
108 So. Tenth St. 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watkins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. ‘Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
beta k MAN., 
W.T. . Hetherington, D.F.&P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Managef 


Ju 
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OFFICERS 


WILLIAM J. HOGAN, 
President and Treasurer 
NORMAN METZGER, 
Vice-President and Secretary 
A. B. EFROYMSON, 
Vice-President in Charge of Operation 
H. A. GROFF, 
— Accounting Department 
J. S. GA 


ce Terminal Properties 


OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
Cleveland, O. 


NORTH PIER TERMINAL CO., Chicago 
(Subsidiary Interstate Terminal Warehouses, Inc.) 
INDIANA REFRIGERATING CO., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 


CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 

















F, L. SULLIVAN, 2 a TERMINAL WAREHOUSE 
ponent Traffic Department : etroit 

W. L. HOLZBAUR, DISTRIBUTION and WAREHOUSE SERVIC INDIANA TERMINAL WAREHOUSE 
Chief Refrigerating Engineer Executive Offices. Indianapotis. 





Indianapolis 







SIX REASONS WHY 


National Terminals Corporation. 
Can Serve You Best 


“TEVELAND, 0 3 


SS rons 


= cr byuaAOHuRAMTHEU ——— _ 


Brokers’ Offices - General Storage - Cold Storage - Forwarding « Distributing 
Executive Offices 


Chi O 
240 South Pennsylvania Street pen we ie 
INDIANAPOLIS, IND. 9 East Illinois Street 
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Better Than Gold 


OHN A. SUTTER, at whose mill near Sacramento gold was 

discovered January 24, 1848, tried to hide the fact of the find 
because he feared the resulting excitement would interfere with 
the work of building his new flour mill. It was this discovery 
that called the world’s attention to California as a land of gold 
and made Sacramento the most important city in the far West. 


The “Days of Gold’ that followed have gone, but Sacramento is 
richer now than ever in its history. ‘Time has proved that old 
man Sutter was right and that California means more to the world 
as an agricultural and industrial field than as a mining camp, 
although mining.continues as an important enterprise. 


For information about California— 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 
—The Postman Knows Him. 
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